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When it comes to moving, just as in golf, you want a man on the van who 
“follows thru” right on the job. That's why a United Pre-Planned move is the best. 


Not only do United Van Lines agents Pre-Plan every detail in advance, but they 
see that everything "handles" properly during shipment. 


Experienced Traffic executives know they can depend on United agents to take 
all the details off their hands whenever there’s a extra careful Long Distance 
household, office or plant move to get done, right. 
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or write or wire Moving Headquarters, St. Lovis 17, Missouri. 
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Always in TOUCH 
with your shipment 


Want to be sure of knowing where 

your shipments are at all times—especially in an 
emergency requiring diversion? 

Then “the Best Way” is the only way to ship: 
Use National Carloading for your LCL 

freight. Our experts keep in close touch with 
your shipment through streamlined 

“airtight” procedures we have perfected in long 
years of experience as a leading freight 
forwarder. National Carloading freight cars are 
watched over every step of the way, 

a and you have merely to call us to find out 
, about your shipments. It’s the kind of 
tracing service you may need 

today, tomorrow, or the next day. 

So why not start now by giving your next 


shipment to National Carloading! 


A COMPLETE TRANSPORTATION SERVICE 


NATIONAL CARLOADING CORPORATION 





19 RECTOR STREET, NEW YORK 6, N. Y. 








JUDSON-SHELDON DIVISION * JUDSON FREIGHT FORWARDING DIVISION 


Serving 30,000 communities through more than 100 stations in the U.S. and agents in principal foreign countries. 
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e Transcon’s Faster All-Weather Southern Route makes it easy to 
maintain sustained average speeds — no slowdowns from long, 
steep mountain grades. 
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and delivery eliminates lost motion — cuts time in transit. 
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That’s why we say “thar’s gold in them thar’ hauls.” Try us once 

and you'll know why. e Use your favorite carrier to Transcon’s 

terminal points. For direct service, write or phone your nearest 

Transcon terminal today for point list, rate and routing information. 
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EDITORIAL 


Financial ‘Experts’ and Rail Earnings 


OME YEARS AGO we were among those present at a 
press conference held by railroad labor union officers 
in connection with one of the almost continuous disputes 
that have been going on between rail labor and management 
since “depression” days. Following an exposition by the 
labor leaders as to why railroad workers ought to have sub- 
stantial wage increases, one of the reporters asked: “Will 
you tell us something about the changes in working rules 
proposed by both sides in this dispute?” To which the late 
Alex Whitney replied, pompously: ‘I’m afraid those matters 
are too technical for you to understand.” It is to the credit 
of the questioner that he half arose to return: ‘““What makes 
you think that there is something you can understand which 
is beyond my understanding?” And it is also to the credit 
of the former head of the Brotherhood of Railroad Trainmen 
that he apologized and gave a fairly lucid explanation of the 
tules matters under dispute. 


The point to be drawn from the incident, however, is 
that many of the world’s troubles may be traced back to the 
relatively small groups who maintain the intellectually snob- 
bish attitude that there are things they understand clearly 
too technical or esoteric for the common man to attempt to 
understand, and to the curious tendency of the common man 
to accept that indictment. 


One of the areas in which this state of affairs exists is 
that of finance. Beyond what was contained in a chapter or 
two of a high-school or college textbook on economics, and 
a.hazy idea that a man named Adam Smith published a book 
named The Wealth of Nations, back in 1776, the average 
man has little understanding of finance, either public or 
private; what is more to the point is the fact that he lacks 
that understanding because’ he feels, somehow, that there 
is something too “deep,” almost too mystic about the subject 
tor ordinary comprehension. He shies away from it, in- 
stinctively, almost as he shies away from the conversations 
: a group of high-school boys about electronics or nuclear 

ssion. 


F course, the facts will not bolster such an attitude. In 
their essence the principles of finance are direct and 
simple; the idea that they are incomprehensibly complex and 
technical is fostered by economists and especially by writers 
on the subject who like to use a species of jargon almost as 
specialized as that of the professional music critics. 

We were once visiting at the home of a banker in Seattle, 
Wash. He told us that he had recently had a call from the 
treasurer of one of the Canadian provinces who asked his 
advice about whether some provincial bonds should be sold 
in Toronto or New York. The prevailing rate of Canadian 
exchange compared with the prospective rate of that ex- 
change at the time of maturity was the uncertain factor in 
the transaction. When we asked our friend how the di- 
lemma was resolved, he answered without a smile that it 
was done by flipping a coin. 

if respect for erudition of financiers suffered some dim- 


inution as a result of that incident, it was nearly dissipated 
entirely by the appearance, last Sunday on television, of 
Senator Maybank, of South Carolina, chairman of the power- 
ful Senate committee on banking and currency. About the 
only talent the senator displayed was a remarkable agility in 
evading direct answers to the questions posed by four news- 
paper representatives — although it must be admitted that 
most of the questions were — But even such a simple 
question as why, in view of the fact that almost none of the 
mounting savings of the American people was going into 
federal defense bonds, the committee was not considering 
increasing the rate of return on those bonds, also survived 
the half-hour interview without an answer. And that was 
one, we submit, that could have been answered by any busi- 
ness man who has had to adjust a price to meet a market. 


W* cite as a final example the’ opinion of the financial 
expert of a metropolitan newspaper who, last week, 
chided President Macfarlane, of the Northern Pacific, for 
statements made at a meeting of the Mid-West Shippers 
Advisory Board, in Chicago (see elsewhere in this issue) to 
the effect that railroad earnings were ‘‘pitifully inadequate.” 
Some railroads had good earnings, the expert insisted, hence 
such “wails about low earnings” were frightening away 
“equity capital.” 

The writer did not question the over-all fact—that the 
railroads had earned only 3.96 per cent in 1950, and 3.54 
per cent in 1951. He argued merely that the ‘general im- 
pression” created by such “wails” was keeping away equity 
capital from those railroads that were earning a fair return 
even under existing conditions. 

If what he said meant anything, it meant that investors 
weren't intelligent enough to make their own analyses—that 
they were being frightened away from rail investments by 
the simple public statements of fact. His second error, as we 
see it, was in his implication that, left in the dark about the 
over-all railroad picture, the potential investor would not 
be smart enough to understand that each individual railroad, 
however good its instant earnings might be relatively, was 
part of the whole rail industry, and that he would fail to 
understand that the financial disaster and government owner- 
ship against which Mr. Macfarlane warned would be all- 
inclusive — without excepting even the few railroads that 
might still have adequate earnings. 

No: the financial troubles of the railroads are not even 
in part due to a courageous public insistence on the part of 
their managers that they be afforded an opportunity to attain 
earnings enough to continue to exist in private hands. The 
troubles go much deeper than that. Perhaps some of them 
can be laid at the door of railroad management itself. But 
in essence they lie in the inexplicable unwillingness of the 
American people and their government to permit rail earn- 
ings to rise to a level comparable to those of other privately 
owned and privately managed industry—even other types 
of public utility industry. 
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_In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
We do not desire to take the place of the traffic man, but to help him in his 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 
of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


question that does not seem to 


Tariff Interpretation— 
Mixed Carload Charges 


Question—New Jersey 


We have a question regarding the cor- 
rect application of Section 4, minimum 
charges, in Trunk Line Tariff Bureau 
Tariff No. 44-I, I.C.C. No. A-800, in con- 
nection with mixed carload shipments. 

A carload containing 5.000 pounds 
mineral wool batts and 40,000 pounds of 
asphalt shingles was shipped from a New 
Jersey point taking New York, New York 
rate basis to Charleston, S.C. Item 
24725% of Trunk Line Tariff Bureau 
Tariff No. 141-B, I.C.C. No. 838, provides 
a class 27% exception to the Southern 
Classification on mineral wool batts and 
Item 54390, Sec. 2, of this tariff provides 
a class 35 exception to the Official 
Classification. Item 39307144D provides a 
class 20N exception to the Southern 
Classification on asphalt shingles and 
Item 53480, Sec. 2, provides for a class 
25 exception to the Official Classification. 

We check a class 27% exception rate 
of 86c per cwt. In Sections 1 and 3 of 
Trunk Line Tariff Bureau Tariff No. 44-I 
and class 35 exception rate of 70¢ per cwt. 
in Section 4 (minimum charge section). 
We check a class 20N exception rate of 
49c per cwt, in Sections 1 and 3 of this 
tariff and a class 25 exception rate of 
51c per cwt. in Section 4. 

Applying the higher rate in each sec- 
tion, namely 86c per cwt. on the mineral 
wool batts and 5lc per cwt. on the as- 
phalt shingles, we obtain a freight charge 
of $248. However, Section 4 of Trunk 
Line Tariff Bureau Tariff No. 44-I reads 
in part as follows: 

If the charge accruing under Sections 1, 
1-A, 2 or 2-A, according to their avplication 
is higher than the charge accruing under 
this section, on the same shipment, the 
charge accruing under Sections 1, 1A, 2 or 
2A, according to their application will apply. 

The charge accruing under Section 1 
would be $239. The charge accruing 
under Section 4 would likewise be $239, 
on this particular shipment. 

We contend that $239 is the correct 
charge to apply, whereas the carrier 
contends that $247 is the correct charge. 

Will you kindly favor us with your 
opinion? 


Answer 

Trunk Line Tariff Bureau Tariff No. 
141-B publishes the usual “Modified 
Rule 10” as an exception to Rule 10 of 
the Official Classification and the 
charges on the mixture in question must 
be computed in accordance therewith. 
Under this rule, when a number of dif- 
ferent articles are shipped at one time 
in a carload they will be charged at 
the actual weight and straight carload 


UESTIONS AND 


gyn 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. Ne 
attention will be paid to anonymous communications or questions from nonsubscribers. 







The right is reserved to refuse to answer any 






weight applicable to each article. The 
carload minimum weight will be the 
highest provided for any article in the 
mixture and any deficit in the minimum 
weight will be charged for at the highest 
rate applicable to any article in the 
mixture. 

The highest carload minimum of any 
article in this mixture is 40,000 pounds. 
A total weight of 45,000 pounds was 
shipped. Therefore, the latter part of 
Rule 10 need not be considered. 

We believe that the proper method 
for computing charges under Rule 10 is 
to figure the charges on 5,000 pounds 
of mineral wool batts at the 86¢ rate in 
Section 1 and at the 70¢ rate in Section 
4 and use the rate which produces the 
highest charge. In this case the 86 
rate produces the highest charge which 
is $43.00. 

Next the charges on 40,000 pounds of 
asphalt shingles must be computed at 
the 49 cent rate in Section 1 and at the 
51 cent rate in Section 4, and the rate 
which produces the highest charge 
must be used. In this case the 51 cent 
rate produces the highest charge, which 
is $204.00. 

Since it has previously been deter- 
mined that there is no deficit in the 
minimum weight on which to compute 
charges, all that remains to be accom- 
plished is to add the $43.00 and $204.00 
for total charges of $247.00 which, in 
our opinion, is the correct charge to be 
applied to your shipment. 























Freight Charges— 





Right of Carrier to Require Prepayment 






Question—Indiana 


We note with extreme interest the 
answer to Ohio, under the above caption, 
on page 8 of the January 12, 1952 TraFrFic 
Wor Lp, regarding the right of a carrier 
to require prepayment of freight charges. 

We assume from the statement made 
in the second paragraph of this answer, 
that the demand for prepayment need 
not be supported by any provisions in the 
tariff to this extent. Is this correct? 








Answer 


The right of a carrier to require pre- 
payment of its charges is not dependent 
upon tariff provision. However, Rule 9, 
of National Motor Freight Classification 
No. 11, requires the prepayment or guar- 
antee of charges on shipments which 1D 
the judgment of the carrier’s agent are 
of less value than the freight charges 
thereon. 

However, this rule does not preclude 
the carrier from requiring prepayment 
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of all charges. See, in this connection 
the provisions of Section 7 of the Uni- 
form Bill of Lading, which states that 
nothing therein shall limit the right of 
the carrier to require at time of ship- 
ment ‘the prepayment or guarantee of 
the charges. See Bills of Lading, 52 
L.C.C. 671, 721. 


Rates— 
Land Grant 





Question—New York 


A question has been raised regarding 
government land grants to the railroads. 
Upon investigating this further, I was 
informed that just about all land grants 
have since been paid off by the various 
roads. I was also informed that the 
railroads charged lower rates on gov- 
ernment shipments in order to pay off 
these land grants. 

I would appreciate your advising me 
as to whether or not there are any such 
land grants outstanding and if so, if it 
is possible, what roads they are. 








Answer 


Public Law 256, 79th Congress, amends 
Subsection (a) of Section 321 of title 
III, part II of the Transportation Act of 
1940, to read as follows: 


— 

Notwithstanding any other provision of 
law, but subject to the provisions of sections 
1(7) and 22 of the Interstate Commerce Act, 
as amended, the full applicable commercial 
rates, fares, or charges shall be paid for 
transportation by any qommon carrier sub- 
ject to such Act of any persons or property 
for the United States, or on its behalf, and 
the rate determined by the Interstate Com- 
merce Commission as reasonable therefor 
shall be paid for the transportation by rail- 
road of the United States mail: Provided, 
however, That any carrier by railroad and 
the United States may enter into contracts 
for the transportation of the United States 
mail for less than such rate; Provided 
further, That section 3709, Revised Statutes 
(U.S.C. 1934 edition, title 41, sec. 5) shall 
not hereafter be construed as requiring ad- 
vertising for bids in connection wtih the 
procurement of transportation services 
when the services required can be procured 
from any common carrier lawfully operating 
in the territory where such services are to 
be performed. 


This Act of Congress terminated the 
transportation of property of the United 
States Government at land grant rates, 
but continues in effect the right of com- 
mon carriers to give free transportation 
to persons specified in Section 1(7) and 
the carriage of property at free or re- 
duced rate for the United States. 








Tariff Interpretation— 








Application of Sections 6(c) and 9(b) 
















Of Rule 5 of National Motor Freight - 

Classification Wrz REVER YOU GO in this beautiful country of ours, the 
Question—Virginia-Tennessee brilliant green and yellow Mayflower vans with the big 
pont cuenta i eoaeeie Gate aioe red letters on the side are part of the scene. Mayflower 
pines sen Ge fae eee vans travel more miles every year than any other long- 
~ ee ee ee eee distance mover, helping America move ahead in peace and 
Jo» Pa Ma —— in war. Mayflower is the safe, easy way to move long- 
ine a roy ——. ning soa distance anywhere in the United States or Canada. Try it! 
loads and 7th class in truck loads, mini- . 

a “AMERICA’S FINEST” 
ee ee Long-Distance Furniture Movers 


The bales have a density of 12 pounds 


per cuble foot, and according to the ship- | AERO MAYFLOWER TRANSIT COMPANY - INDIANAPOLIS 









YOUR ALLIED AGENT 









no.1 specialist 
” long- distance 
moving: | a bin 


Your local Allied Agent is the No. 1 Specialist in local and long- 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


WO.1 ON U. S. HIGHWAYS « NO.1 IN SERVICE » NO. 1 IN YOUR COMMUNITY 
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per cannot be pressed to 20 pounds per 
cubic foot, as required by Section 9(b) of 
Rule 5 of the classification. The motor 
carriers have ruled that the shipments 
are therefore subject to ratings of 3rd 
class less-than-truck-load and 5th class 
in truck loads, minimum weight 16,000 
pounds, which is the rating on bales not 
machine pressed, as published in the 
same item of the classification as shown 
above. 


We are of the opinion that Section 
6(c) of Rule 5 should apply, this provid- 
ing for a 20% increase for less-than- 
truck-load shipments and 10% for truck 
load shipments higher than the 4th and 
7th class. The motor carriers agree that 
the shipments are machine compressed 
and accordingly we cannot understand 
why a rating for other than machine 
pressed bales should be applied. 






























Answer 


In our opinion, you are correct in your 
contention that the provisions of Sec- 
tion 6(c) of Rule 5 of the National Mo- 
tor Freight Classification apply to the 
shipments to which you refer, if the 
bales have been machine pressed, al- 
though not machine pressed to the 
density required by the provisions of 
Section 9(b) of Rule 5. 

This question has not, to our knowl- 
edge, been considered by the Commis- 
sion. 

See, however, the report of the Com- 
mission in Aetna Plywood & Veneer Co. 
v. Indianapolis Forwarding Co., 52 M.C.C, 
591, as to the application of Section 
6(a) of the National Motor Freight 
Classification. 






























Tariff Interpretations— 


Conversion of Ex Parte Maxima 
Applicable to Combination Rates 






Question—Wes? Virginia 


We have regular movements of ground 
fire clay (bentonite) in closed cars from 
Belle. Fourche, S.D. to Wheeling, W.V2., 
moving under a combination rate as fol- 
lows: 

Belle Fourche, S.D. to East Clinton, Ili- 
nois (Upper East Bank Mississippi River 
Crossing), 30¢ cwt. (Item 805-D, page 16, 
Supplement 26 to I.C.C. No. A-3686, Western 
Trunk Lines Freight Tariff No. 186-F, L. E. 
Kipp, Agent), $6.00 net ton. East Clinton, 
Illinois (Upper East Mississippi River 
Crossing) to Wheeling, W.Va. (Item 950-D, 
page 32, Supplement 109 to I.C.C. No. 3751, 
Central Territory Railroads Tariff Bureau 
Freight Tariff No. 400-Q, L. C. Schuldt, 
Agent) $4.60 net ton. Total Combination 
rate $10.60 net ton. 

In Tariff of Increased Rates and 
Charges No. X-162-B, X-166-C, L. C. 
Schuldt, Agent, I.C.C. No. 4171, rates 
were increased, in Item No. 300, page 53, 
20%, Table 5, maximum 6 cents per 100 
pounds or $1.20 per net ton under X- 
162-B, and 30%, Table 11, maximum 6 
cents per 100 pounds under X-166-C. In 
both instances the maximum increase is 
applicable, making the rate $10.60, plus 
$1.20 (X-162), plus $1.20 (X-166), final 
increased rate $13.00 net ton. 


The various rail carriers agree on the 
$13.00 net ton rate; however, when the 
rates are advanced under Tariff of In- 
creased Rates and Charges No. X-168-A, 
L. C. Schuldt, Agent, I.C.C. No. 4206, there 
is a disagreement as to the final rate. 
Carrier “A” increases the 30¢ cwt. rate 
9% (Table 3) to 33¢ or $6.60 net ton; the 
$4.60 net ton rate is increased 10% (Table 
5) to $5.06 net ton; the $1.20 net ton 
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How to “wrap-up” a 1200-Ib. package! 


Heavy, hard-to-handle rolls of plastic sheeting speed 
their way safely and economically to automotive safety 
glass manufacturers in strong, shock-absorbing, freight- 
saving H & D corrugated Pallet Paks. Previously, drums 
were used with a resulting high handling and shipping 
expense. Now—this simplified packaging method, de- 
veloped by the H & D Package Laboratory, protects nine 


H-D 


HINDE & DAUCH 


rolls in shipment. Over-all packing, handling, and stor- 
age costs are materially reduced. Use H & D material 
handling methods to your advantage. You will realize 
freight savings, easier packing, simpler handling, bet- 
ter product protection, more economy at every step. 
For 13-volume “Little Packaging Library,” write Hinde 
& Dauch, 5202 Decatur Street, Sandusky, Ohio. 
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VIKING FREIGHT CO. 
General Offices: ST. LOUIS 2, MO. 











both X-162 and X-166 to $1.31 net ton 
each, making a total rate of $14.28 net 
ton. 

Carrier “B” increases the rate in the 
same manner except that they increase 
the maximum under X-166 from 6¢ to 
6%¢ and then convert it to net ton rate 
of $1.30, making a through combination 
rate of $14.27 net ton, one cent less than 
carrier “A.” 


Carrier “B” quotes the following to 
substantiate their manner of increasing 
the 6¢ maximum under X-166: 


This interpretation is brought out in the 
last paragraph of Exhibit C of Association 
of American Railroads Letter No. 19 (X-168 
Series) of Jan. 31, 1950, which reads “The 
conversion of the X-166-C maximum of 6¢ 
per 100 pounds to a per net ton basis prior 
to applying the last increase is not author- 
ized in the Master Tariffs or elsewhere’’. 


Carrier “A” refers to amended Rule 
7(c), Supplement 13 of X-162-B, X-166-C 
and the same rule in Supplement 4 of 
X-168-A as their authority for first con- 
verting the 6c cwt to $1.20 net ton before 
adding the 9% increase. 


Answer 


We know of no formal ruling of the 
Interstate Commerce Commission on this 
subject. However, under an informal 
ruling by the Commission the maxima 
under Tariffs X-162-B and X-166-C are 
to be applied against the total of the 
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FROM OUR 
READERS 


Discussion of transportation subjects by our readers 
is invited -for use in this column. Letters must be 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ad- 
dress letters to “From Our Readers” Editor. 
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Pickup and Delivery 
Chicago, Ill. 


I read with great interest Mr. Austin 
C. Knetzger’s article in the January 19 
issue of TRAFFIC WorLD, describing the 
cooperative plan designed to keep down 
pickup and delivery costs in St. Louis. 
I was particularly interested in his re- 
port on the Butler Brothers warehouse 
in St. Louis. 


The F. W. Woolworth Co. warehouse 
at Chicago has a similar problem, in 
that it is necessary for us to move con- 
siderable tonnage through our warehouse 
where a majority of the traffic is re- 
ceived and shipped by motor carrier. By 
devising a similar consolidation where- 
by a minimum of Carriers are involved, 
we have been able in recent months to 
handle from our 30-door facility an 
average of 50,000 pieces weighing in ex- 
cess of 1,000,000 pounds weekly inbound, 
and from 45,000 pieces to 60,000 pieces 
weighing in excess of 1,200,000 pounds 
outbound. 


At present our Chicago warehouse 
serves 837 stores throughout the mid- 
western area which receive merchandise 
from this warehouse on a regular ship- 
ping schedule every three days. This 
has only been possible by the splendid 
cooperation that we receive from all the 
carriers that we utilize in the handling 
of thousands of pieces that constitute 
shipments to and from our warehouse. 
In 1951, incidentally, we handled 4,000,- 
000 pieces of merchandise totaling 100,- 
000,000 pounds. 

It is possible that the methods we em- 


TRAFFIC WORLD 


combinations, not against one of the 
factors. The Commission in this same 
ruling held that there is no authoriza- 
tion in the “Master Tariffs” or elsewhere 
for the conversion of the X-166-C maxi- 
mum of 6 cents per 100 pounds, to a 
per net ton basis prior to applying the 
X-168-A increase. This is the ruling 
used by carrier B to support their method 
of computing the through rate. 

Rule 7(c), which carrier A is using as 
its authority to convert the X-166-C 
maximum of 6 cents to a net ton basis 
prior to the X-168-A increase, provides 
that where all of the separately stated 
rates comprising the combination rate 
are not subject to the same unit of weight 
(e.g. per 100 pounds or per net ton), and a 
maximum increase is applied to the com- 
bination rate, the unit of weight to 
govern such maximum increase is that 
which results in the highest increase. 
This was originally published as para- 
graph 3 of Rule 7, Sub-paragraph (a) 
of the original ‘Master Tariff.” 

Since Rule 7(c) is silent as to when 
the highest increase is to be used, before 
or after the X-168-A increase, there is 
left in the mind of the shipper a doubt 
as to when the conversion is to be made 
and the Commission has consistently 
held that in case of doubt the shipper 
is entitled to the lowest charges, in this 
case $14.27 per net ton. 


ploy may be of great help to other indus- 
tries handling similar types of merchan- 
dise. We would be pleased to give this 
information to those who are now having 
problems due to congestion at their load- 
ing and receiving docks.—H. F. JANSSEN, 
Traffic Manager, F. W. Woolworth Co. 


‘Miracle Man’ Oliphant 


New Orleans, La. 


Just when everyone was crying, with 
thumbs down, for the final kill of the 
Federal Barge Lines on the ground that 
the Inland Waterways Corporation op- 
eration was a white elephant, or a sacred 
cow, the readers of TRAFFIC WORLD were 
shocked by the following headline in your 
January 19 issue: 

“Government Barge Corporation’s Rail 
Line Puts It in Black First Time Since 
1943.” 

This reality has many angles. First, 
there is the idea of a rail operation tak- 
ing a barge operation—its worst competi- 
tor—out of the red. Secondly, when the 
losses of the Federal were outlined as 
half a million dollars a year, “Bill” Oli- 
phant comes up with a profit on the 
entire operation despite the fact that 
Federal gets mostly the tonnage that the 
private lines don’t want, or are not al- 
lowed (nor have they appropriation 
enough) to solicit against the private 
operators. 

“Bill” has done an iron man’s job, 
commuting between St. Louis and New 
Orleans, spending half of each week in 
each spot, when not fighting the whole 
transportation field to keep the Federal 
in the revenue picture. And he can do 
a better job under private operation, 
when he can operate unchecked by re- 
strictions handling carload, less-than- 
carload, barge-load and tow-quantity 
tonnage. 

The carload and _less-than-carload 
tonnage, which the existing operators 
don’t care for, could be made to pay and 
is being made to pay. So a round of ap- 
plause for “Bill,” the barge-rail expert.— 
JOHN M. FLYNN, Traffic Consultant. 
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We get a “big lift” in being 
given the opportunity to put to 
work the experience we have 
accumulated over a period of 
more than eighty years of 
service to America’s shippers. 


There's a satisfaction in having 
the know-how, the equipment 
and facilities to handle any 
shipping job efficiently whether 
it involves a carton or carload 
. .. or has to do with a prob- 


lem of proper packaging and 
loading. 


If we can be of assistance to 
you... can give you a lift in any 
situation pertaining to freight 
transportation ...we'll be 
very glad to be of service. 


Need passenger reservations? All depart- 
ments of Union Pacific work closely to- 
gether. The representative you know will 
be glad to help you with your travel plans. 


@ Sweie -Ehyo lon Jieihc 


(Offices in 70 cities throughout the U. S. A.) 
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Timely Style Clothes Sun-Ripened Fruits 


Automotive Parts 


And why not? United’s 136 planes are big enough 
to carry loads of up to nine tons . . . they offer frequent 
enough service so that there’s a flight whenever you need 
one ... they’re fast enough to be able to provide over- 
night coast-to-coast deliveries . . . and versatile enough 
to be able to accommodate all kinds of loads. In addition, 
United can give your shipments specialized handling to 
insure safe delivery in perfect condition. 


But that’s only part of the story. United has an un- 
equalled route that links ‘‘all the East’? with the midwest, 
‘fall the West’’ and Hawaii. And, because of United’s 5- 
mile-a-minute speed, shippers save by eliminating ware- 
housing, reducing inventories to a minimum, and being 
able to “turn over”’ their capital more quickly. 


Rates today are low! And you economize in many 
indirect ways, too. United is an ideal way to ship, not only 


oD 


Drugs & Serums Fresh Cut Flowers 


Fresh Seafoods Millinery 


in emergencies, but on a day-by-day basis. For complete 
details, write, or phone your nearby United representative. 


Passenger ¢ Mail « Express 
Freight ¢ Air Parcel Post 


Cargo Sales Div., 5959 S. Cicero Ave. 
Chicago 38, Ill. 





VORLD 


es oY°N 


plete 
tive. 





ID-STATES FREIGHT LINES, Inc 
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SITTING BULL USED 
SMOKE SIGNALS... 


MID-STATES vs:s 


 Teleigpe 


fo Speed your shipments 








WORCESTER 
BOSTON 


f 
RHODE ISLAND 
INECTICUT 


Teletype is one of the many MID-STATES services that provide you faster 
motor transportation — instant and continuous exchange of information be- 
tween our entire network of Terminals. Modern rolling equipment, modern 
office facilities, plus a large staff of courteous and efficiently trained personnel 
is your assurance of a close-knit operation that gets your shipments to their 
destination in good condition and on time. Let a MID-STATES representative 
help you with your specific shipping problems. Call our main office or our 
Terminal nearest you, shown on the map. 
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General Offices: 5200 SOUTH PULASKI ROAD, CHICAGO 32, ILL., REliance 5-0800 
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freight service 


@ When your freight is routed via GM&O. . . you can count on 
good freight service—on-time delivery, in good order. This 
railroad (now 100% dieselized ) has the equipment to handle 
any shipment, large or small...and personnel who take pride 


in an important job, well done. 


Gutr, Mosite & Onto freight representatives offer expert 
freight counsel—on routine shipments, or on special problems. 
They’ll be glad if you ask their help...and so will you! 


a * TIBOR, Vice-President, Traffic 


COORDINATED RAIL-HIGHWAY 
FREIGHT SERVICE, combining the 
big capacity of rail movement 
- with the flexibility of highway 
. movement, is an important — 
_ GMeO plus to shippers. This 
service is available over practi- 
cally all of the territo 
this railroad, _ 
| Ask about i... 


Gulf, Mlobite & Onto 
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“Certainly, the unrestrained use of 
giant trucks on the public highways 
today is the dark cloud in an other- 
wise clear and bright outlook for 
automotive transportation in Amer- 
ica,” said Fred Carpi, vice-presi- 
dent—traffic, of the Pennsylvania 
Railroad, in a speech he made at 
Boston, Mass., February 7. 


Mr. Carpi spoke at the fifth annual 
meeting of the New England district of 
the American Petroleum Institute’s oil 
industry information committee, at the 
Statler hotel in Boston. 


Describing the status of the Pennsyl- 
vania as a customer of the petroleum in- 
dustry, he said that that railroad oper- 
ated, directly and indirectly, nearly 8,500 
pieces of motor vehicle equipment. About 
6,200 of those units were trucks or trail- 
ers, and more than 700 were busses, he 
said. He referred to the Pennsylvania 
as “one of the nation’s largest truck- 
fleet operators.” 


Diesel Fuel Purchases 


He stated that the Pennsylvania, op- 
erating “a great fleet of diesel locomo- 
tives,” purchased more than 150 million 
gallons of diesel oil for its railroad op- 
erations in 1951. 

“When all our orders for diesels are 
filled,” he said, “we expect to have the 
largest fleet of any railroad, and will 
then need about 300 million gallons of 
diesel fuel a year... 

“Our company also operates, or shares 
in the operation, of a sizable industrial 
‘navy’—tugs, lighters, barges, ferry boats 
and other marine equipment. These ve- 
hicles and vessels consume vast quanti- 
ties of motor fuel, lubricating oils and 
greases.” 

The paramount purpose of the rail- 
toad industry, like that of the petroleum 
industry, said Mr. Carpi, was to continue 
as a privately managed enterprise to 
Serve the public to the best of its ability, 
with the opportunity to earn a profit 
sufficient to permit expansion and im- 
provement of services as needed, and to 
pay a fair return on investment so as to 
attract the new equity capital that was 
heeded. 

In the course’ of a subsequent discus- 
Sion of the revenue problem of the rail- 
toads, Mr. Carpi said that the railroads 
Were “starved and weakened by inade- 
quate profits” and: that “only once in 30 
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‘Giant Trucks’ Hold Threat to Future 
Of Automotive Transport, Carpi Says 


Pennsylvania Railroad Vice-President, Addressing Group of Oil Men, 
\ y Sucgests That Unchecked Use of Roads by ‘Oversize’ Trucks May Cause 
ss of Much Profitable Oil Business Provided by Smaller Vehicles. 


years has the railroad industry as a 
whole been permitted to earn as much 
as 6 per cent on net investment.” 


“What has happened in the case of 
the railroads,” he said, “is the best ex- 
ample I know of what can happen in 
other industries when people seek—some- 
times with the best intentions in the 
world—to substitute the manipulations 
of men and theories for the laws of free 
and fair competition in our economy... 


Railroads and ‘Monopoly’ Concept 

“There was ...a time when the rail- 
roads held a virtual monopoly in the 
business of intercity transportation. The 
regulatory methods then set up served 
a useful purpose. But today, when high- 
ways, airways, pipe lines and waterways 
criss-cross the nation, we are still pro- 
ceeding as if the railroads were a monop- 
oly, subject to none of the laws of free 
competition .. .” 


After asserting that the railroads 
needed new capital, that they “must 
earn profits” to plow back into the busi- 
ness, and that revenue yielded by freight 
rate increases they had been permitted 
to make had failed to keep pace with 
increases in costs, Mr. Carpi said that 
the railroads were denied “another fun~ 
damental of good management—the right 
to discontinue services which are un- 
profitable and which everybody agrees 
will remain unprofitable.” 


Competition and Subsidies 


“... The railroads ask only the right 
to compete on an even basis with other 
forms of transportation,” he continued. 
“All of us know that the original pur- 
pose of subsidies was to encourage de- 
velopment of a product or a service con- 
Sidered necessary to economic progress 
and the public welfare. But when sub- 
sidy is carried to such lengths that 
equally necessary and often more eco- 
nomical competitors are endangered, the 
question arises: What constitutes prog- 
ress, and what, in the long run, benefits 
the public welfare?” 


To illustrate his point on the subject 
of subsidies, Mr. Carpi said that, in 
Pittsburgh, the Pennsylvania was im- 
proving its main passenger station at a 
cost of $27 million, “an amount about 
equal to what it is costing federal and 
local taxpayers to construct’ the new 
Pittsburgh airport,” but that the station 
improvéménts were being paid for by the 
railroad itself, ‘and that, “meantime, the 
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Pennsylvania Railroad pays Pittsburgh 
well over $1 million a year in taxes.” 


On land, railroads competed for freight 
business primarily with big trucks and 
truck-and-trailer combinations, he said. 


“The essential difference.” he con- 
tinued, “is that, while railroad box cars 
roll over their own tracks .. . the long- 
distance highway freighters share pub- 
licly built roads with local truckers and 
private motorists. 


“Between 1920 and 1941, a million 
miles of highways were surfaced in a 
vast effort to get the automobiles out 
of the mud. Just seven years later, the 
average load carried by trucks using 
these highways had jumped 38 per cent, 
and if compared to 1936, the 1948 loads 
were 73 per cent heavier. 

“There has been a rising clamor in 
recent years over the damage done to 
roads and highways by excessively heavy 
trucks, and by overloading. Our present 
highways were not designed for the size, 
weight and numbers of the vehicles they 
now carry. Yet, in the face of evidence 
that heavy loads cause excessive damage, 
motor truck associations campaign per- 
sistently to increase weight limits still 
more. 

“Who opposes them? Not the railroads 
alone, I can assure you. In my state of 
Pennsylvania, the recent so-called ‘big 
truck bill,’ which was vetoed by the gov- 
ernor, was opposed by highway engineers 
and officials, by automobile clubs, the 
State Grange, the United Mine Workers, 
the C.I.O. and many other groups, in 
addition to the railroads. It was sup- 
ported by the Pennsylvania Motor Truck 
Association, the American Federation of 
Labor and, according to the newspapers, 
by the ‘petroleum interests.’ 

“Study after study has shown that, on 
a ton-mile basis, heavy trucks do not pay 
their proportionate share of highway 
user taxes. An Illinois survey revealed 
that passenger cars were paying three 
times as much in motor fuel and license 
taxes per ton-mile as heavy vehicles 
paid. Yet it has been estimated that 
heavy vehicles may reasonably be held 
responsible for more than half the cost 
of constructing highways. 


Road Rebuilding and User Taxes 


“There is a widespread demand by the 
automobile and allied industries that our 
highway system be rebuilt to meet pres- 
ent needs. Of course, much will have to 
be done—and the cost will be tremen- 
dous. There is as yet no realistic plan 
for meeting this cost. I question whether 
the truck associations are acting in their 
own best interests when they advocate 
higher load limits, with resulting damage 
to our present roads, and oppose bearing 
an increased share of highway user taxes. 

“And I seriously question whether the 
petroleum industry -is acting in its own 
best interests when it supports the truck- 
ers’ campaign. : ' 

“A distinguished president of one of 
your great firms, Mr.: Alexander Fraser, 
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of Shell Oil Co., once pointed out the 
grave danger of the motor vehicle defeat- 
ing its own purpose by choking the 
arteries through which highway traffic 
must flow. Today there are more than 
40 million automobiles on our roads, and 
nearly 9 million trucks. Relatively few 
of these trucks are the oversize, heavy- 
weights of the road, but their numbers 
are increasing, and their interference 
with the free flow of automobile and 
small truck traffic—and with safety and 
the tempers of motorists—is out of all 
proportion to their numbers. 


“Isn’t it possible that highways clogged 
by heavy trucks might strangle a sig- 
nificant part of your most profitable 
business—the passenger car and the 
small truck. business in gasoline and 
lubricants? 


‘Self-Control’ of Highway Transport -. 


“Representing, as I do, one of the na- 
tion’s largest truck-fleet operators, I am 
keenly aware that self-control of high- 
way transportation, so as to cause the 
least inconvenience to the public, is the 
best way to assure continued operation 
of trucks where they are best suited to 
the transportation task at hand. 

“Certainly, the: unrestrained use of 
giant trucks on the public highways to- 
day is the dark cloud in an otherwise 
clear and bright outlook for automotive 
transportation in America. 

“Certainly, too, self-control by all seg- 
ments of the transportation industry 
will call for a broad viewpoint and a 
high degree of business statesmanship. 
There is no doubt that such a view- 
point would be a great contribution to 
the public relations of all industry. 

“I bespeak your support for a sound 
national transportation policy that will 
provide equality of competition, without 
special favors, and will thus allow each 
type of transportation to render the 
services for which it is best suited. 

“I urge your support especially for 
measures which will lift the heavy hand 
of subsidy and the stifling hand of 
government over-regulation from the 
living arteries of commerce and trade, 
so that the transportation industry may 
provide adequately for all American 
business and industry. 

“I am confident of your support be- 
cause the kind of competition I urge is 
the very kind that has made your own 
industry great.” 





Carloadings Totaled 731,006 
In Week Ended February 2 


Loading of revenue freight the week 
ended February 2, 1952, totaled 731,006 
cars, the Association of American Rail- 
roads announced. This was an increase 
of 79,841 cars or 12.3 per cent above the 


corresponding week in 1951, when load-- 


ings were reduced by a strike of railroad 
switchmen, and an increase of 118,542 
cars or 19.4 per cent above the corres- 
ponding week in 1950, when loadings 
were reduced by restricted coal mining 
operations, said the A.A.R. 

Loading of revenue freight the week 
ended February 2 increased 3,073 cars 
or four-tenths of one per cent above 
the preceding week. 

Coal loading amounted to 511,366 cars, 
an increase of 12,843 cars above the 
corresponding week a year ago, but a de- 
crease of 9,077 cars below the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 368,- 
257 cars, an increase of 40,075 cars above the 


corresponding week last year, and an in- 
crease of 6,569 cars above the preceding week 
this year. 

Loading of merchandise less than carload 
freight totaled 72,430 cars, an increase of 
3,637 cars above the corresponding week in 
1951, and an increase of 1,751 cars above, 
the preceding week in 1952. 

Grain and grain products loadings totaled 
53,518 cars, an increase of 9,485 cars above 
the corresponding week in 1951, and an 
increase of 3,935 cars above the preceding 
week this year. In the Western Districts, 
grain and —_— products loadings for the 
week of February 2 totaled 36,283 cars, an 
increase of 6,916 cars above the same 1951 
week, and an increase of 3,060 cars above 
the preceding 1952 week. 

Livestock loading amounted to 9,173 cars, 
an increase of 3,408 cars above the same 
week in 1951, and an increase of: 590 cars 
above the preceding week this year. In the 
Western Districts, loading of livestock for 
the week of February 2 totaled 6,756 cars, 
an increase of 2,259 cars above the same 


week @ year ago, and an increase of 471 
cars above the preceding week this year. 

Forest products loadings totaled 42,477 cars, 
an increase of 5,899 cars above a year ago, 
but a decrease of 91 cars below a week ago. 

Ore loading amounted to 17,535 cars, an 
increase of 3,413 cars above last year, but a 
decrease of 643 cars below last week. 

Coke loading amounted to 16,250 cars, an 
increase of 1,081 cars above a year ago, and 
an increase of 39 cars above the previous 
week this year. 

All districts reported increases compared 
won the corresponding weeks in 1951 and 

Cumulative Loadings 


1952 1951 1950 


Four weeks of 











January 2,828,319 3,009,358 2,390,393 

Week of Feb- 
ruary 2 731,006 651,165 612,464 
Total 3,559,325 3,660,523 3,002,857 





Long-Haul Motor Carrier Rights Case 
Argued in Briefs Filed with I.C.C. 


Railroads and Motor Carriers Oppose Application on a Number of 
Grounds, All Saying Shippers Supporting Application Had Not 


Investigated Existing Services. 


Briefs of several hundred pages 
each have been filed with the Com- 
mission by the applicant, many rail- 
roads, and motor carriers protestants, 
in MC-30012, Sub. 50, T. S. C. Motor 
Freight Lines, involving a partner- 
ship application which the railroads 
called an “exceedingly ambitious” 
application, “seeking most extensive 
long-haul overhead operations.” 


The applicant said it was asking au- 
thority to transport general commodities, 
including dangerous explosives, but ex- 
cluding commodities of unusual values, 
household goods, commodities requiring 
special equipment, and those injurious 
or contaminating to other lading, (1) 
between New Orleans, La., and New York. 
N.Y., over a route to Washington, D.C., 
Baltimore, Md., Philadelphia, and New 
York, and return, and over alternate 
routes between Birmingham, Ala., and 
Warrenton, Va., between Baltimore and 
a highway junction south of New Bruns- 
wick, N.J., and (2) from Jackson, Miss., 
to Livingston, Ala., over a specified route, 
thence to Birmingham and then over a 
specified route to New York City, and 
return. 


The carrier said it proposed to serve 
intermediate and off-route points in the 
Philadelphia commercial zone; such 
points in the New York commercial zone, 
all unincorporated areas within five miles 
of the New York commercial zone, and 
all municipalities, any part of which 
were located within five miles of the 
New York zone; in the Washington com- 
mercial zone, and Baltimore and points 
within 10 miles of the city limits of Balti- 
more, restricted to service between Jack- 
son, Miss., and New Orleans, La., on the 
one hand, and, on the other, New York 
City, and the aforementioned interme- 
diate and off-route points. 

In addition to a two-volume, 802- 
page abstract of testimony and brief 
filed by the applicant, the eastern, south- 
ern and southwestern railroads and Rail- 
way Express Agency filed a two-volume 


Common Control Also Involved. 


brief of nearly 400 pages; Roadway Ex- 
press, Inc., Akron, O., filed another two- 
volume brief of more than 200 pages; 
and briefs were filed jointly by Cook 
Truck Lines, Malone Freight Lines, Inc., 
and Baggett Transportation Co., and by 
Dixie Highway Express, Inc., and Cooper 
Motor Lines, Inc. 


‘Propositions’ Advanced by Applicant 


In support of its application, T. S. C. 
advanced the following “propositions”: 

“1. The service proposed by applicant 
is a new and distinctive type of service 
as pertains to the involved points. 

“2. The public is entitled to adequate 
service by rail, water, freight forwarder, 
and truck. 

“3. The existing transportation facili- 
ties and services are mnadequate. 

“4. The public convenience and neces- 
sity require the proposed service. 

“5. The effect of this application on 
existing carriers is no bar to the grant 
hereof. 

“§. Applicant is fit, willing and able.” 

T. S. C. said that “the single-line 
regular route common carrier motor car- 
rier service proposed herein by applicant, 
protecting down through fourth class 
on rates, is a new and distinct type of 
service ...” This was true, it said, be- 
cause there was no such service avail- 
able between the involved points except 
Roadway’s service “eastern points— 
Houston.” It also said that the air, 
water, and express services were designed 
for different objectives than overland 
freight service and were of a different 
type, and that “the Commission has 
heretofore held that irregular route serv- 
ice contemplates a different type of 
service than is contemplated by a regular 
route application such as this.” Finally, 
as a point in favor of the single-line 
service proposed, T. S. C. said: 

“The rate stops and restrictions appli- 
cable in movements by all-truck be- 
tween involved points prohibit the free 
flow of commerce and do not permit 
movements between involved points on 
joint rates but combinations of local 
rates are generally applicable to such 
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movements. This will be cured under 
the proposal of applicant.” 


The applicant said that Pan-Ameri- 
can Bus Lines Operation, 1 M.C.C. 190, 
was its principal authority for the propo- 
sition that the Commission must give 
consideration to the new and distinctive 
type of service proposed by it, in deter- 
mining the need for the service, as be- 
tween the points involved in the appli- 
cation. It added: 


“Applicant concedes that there is ade- 
quate service between the majority of 
points in the United States, but contends 
that such quality and intensity of serv- 
ice is not being rendered between in- 
volved points. It is applicant’s proposal 
to put the involved points on a parity 
with other points by the rendition of the 
proposed service in an adequate and ef- 
ficient manner.” 


After a lengthy review of restrictions 
it said existed in tariffs of other carriers 
and those with which it interchanged, 
T. S. C. said it was necessarily depend- 
ent on the rate restrictions of its inter- 
change carriers. By granting the instant 
application, it said, it would no longer 
be dependent on the restrictions con- 
tained in the tariffs of its connecting 
line carriers in transportation between 
the involved eastern points, on the one 
hand, and, on the other, points in the 
south and southwest. 


The applicant explained that the pro- 
posed operations would be coordinated 
with its operating rights now under lease 
to T. S. C. Motor Freight Lines, Inc., a 
corporation controlled by the partner- 
ship applicants, Geo. H. Blewett, Leon- 
ard W. Harper, and Marion L. Martin. 


Opposition Briefs 


In opposing the T.S.C.. application, 
the railroads asked 10 findings of fact, 
among them one that “traffic between 
the territories now moves principally over 
rails, and the granting of the applica- 
tion would have a serious adverse effect 
on the railroads and the Railway Ex- 
press Agency, Inc., contrary to the na- 
tional transportation policy and to the 
public interest.” 


The railroads also asked the Commis- 
sion to find that applicant had failed 
to sustain its burden of proof that the 
proposed service would serve a _ useful 
purpose responsive to public need which 
existing carriers could not or would not 
fulfill in a reasonably satisfactory 
manner. 


They also asked findings that the ap- 
Plicant had failed to prove it was a 
qualified applicant, and that it could 
not be assumed that the Commission 
would approve a proposal to lease to the 
corporation any certificate granted as 
a result of the application. They added 
that an alternative plan to operate the 
certificate as a system or group of com- 
panies in the event the proposed lease 
Was disapproved, was unworkable and 
moreover, the promise to render single- 
line service under the alternative plan 
1s a legal impossibility.” Among other 
findings asked was one that “if the un- 
derlying rate situation is a source of dis- 
satisfaction, appropriate remedies are 
available under other provisions of the 
act,” and that “such evidence is of no 
Value in this proceeding.” The final find- 
ing asked was that any deficiencies in 
Interline service over the Birmingham 
gateway could be eliminated by closer 
Cooperation on the part of the corpora- 
tion with its connecting lines, which, the 
tailroads said, had clearly shown will- 
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ingness to work out difficulties, “if any 
there be.” 


Among other things, Roadway Express 
said that operations west of Jackson and 
of New Orleans were owned by the part- 
nership and leased to the corporation 
until April, 1956, and that the corpora- 
tion held the certificate for the present 
operations between Jackson and New 
Orleans, on the one hand, and Birming- 
ham, on the other. It added that the 
regular route sought in the instant pro- 
ceeding by the partnership duplicated 
the certificated route of the corporation 
between Jackson and Birmingham, and 
between New Orleans and Birmingham. 

Under those circumstances, it said, 
granting the application to the partner- 
ship would violate established principles 
of law: (1) That duplicate operating 
rights would not be issued to commonly 
controlled carriers; (2) that long-term 
leases would not be approved; (3) that 
two substantially duplicating operating 
rights might not be kept alive under 
lease by one operation. 


In developing those principles, Road- 
way said granting of the application 
would enable the commonly controlled 
carriers to perform service between “the 
exact points,” one performing a single- 
line service and the other a joint-line 
service. Such a situation would give rise 
to the “fighting ship” situation, partic- 
ularly with regard to rates, Roadway 
asserted, adding that single-line T.S.C. 
partnership could pick and choose the 
traffic it desired and leave the lower- 
rated freight to move via the corpora- 
tion’s joint-line service with interchange 
to some other carrier at Birmingham. All 
sorts of preferences and discriminations 
would be possible, Roadway said. 


The railroads had asserted that ship- 
pers supporting the application were not 
familiar with existing services. Roadway 
said many of those shippers had had 
very little experience in the use of all- 
truck service between the involved areas, 
that few had any real complaint against 
Roadway, and that “it is natural for 
them to support an application such as 
this and hope that the impossible can 
be performed.” 


Other Motor Carrier Opposition 


The carriers joined with Dixie High- 
way Express similarly asserted that ship-. 
pers who had testified had “made only 
a trivial amount of shipments by motor 
carriers,” and that “a very substantial 
number of the shippers indicated that 
they were hopeful of obtaining lower 
costs between the considered points.” In 
common with the railroads and Roadway 
Express, Dixie and Cooper Motor Lines 
said that granting the application would 
have a serious and adverse effect on the 
carriers now participating in the traffic. 


Dixie and Cooper included in their 
brief a “reservation of rights.” They said 
an effort had been made by the appli- 
cants to resubmit to the preiding exam- 
iner, Thomas F. Kilroy, the entire record 
developed to that point, (May 7, 1951) 
with the further stipulation that the 
parties would agree that testimony would 
be the same on direct and cross-examina- 
tion, and that the same rulings on ob- 
jections would be made by the examiner 

That effort was made, they said, .be- 
cause of the decisions of the Supreme 
Court of the United States which, they 
said, rendered proceedings conducted by 
Commission examiners who had not been 
appointed under section 11 of the ad- 
ministrative procedure act of doubtful 
validity. They added that it was con- 
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ceded at the time that Examiner Kilroy 
had not qualified as a hearing examiner 
under the act until May 4, 1951. Appli- 
cants and their counsel failed to obtain 
such a stipulation, they said, and that, 
May 10, 1951, the examiner had admitted 
the objections, testimony and exhibits in 
evidence, without prejudice. 


Dixie and Cooper said that they did not 
consent to nor waive objections to any 
of the actions referred to, and wished to 
state they did not waive any rights they 
might have, in view of the subsequent 
decision, October 18, 1951, in L. A. Tucker 
Truck Lines, Inc., v. United States of 
America and Interstate Commerce Com- 
mission, in which the court held that the 
hearing examiner issue might be raised 
before it, even though it had not been 
raised in hearing before the Commission. 


Examiner Quoted 


Cook Truck Lines, and the carriers 
joined with it, also asserted that when 
shipper witnesses were asked about their 
need for the service on cross-examina- 
tion, “it developed that they knew prac- 
tically nothing or nothing about the 
existing motor carrier services, had 
never used them, and in many instances 
it appeared likely that they would never 
use them.” 


The motor carriers said that “appli- 
cants’ whole case can be very adequately, 
conveniently and neatly summarized by 
a quotation of Examiner Kilroy’s hold- 
ing in the case of Colonial & Pacific 
Frigidways, Inc. Common Carrier Appli- 
cation,” decided by the examiner on 
November 8, .1951. They followed this 
with a long quotation from that report 
in which, among other things, the ex- 
aminer said there was no explanation 
in the record how a shipper could rea- 
sonably condemn existing services as 
— without having utilized 
them. 





Protests Denied on Banning 
Of Freight Commodity Data 


The Commission, division 1, has denied 
petitions protesting the Commission’s 
discontinuance of the reporting by rail- 
roads of freight commodity statistics by 
geographic areas, according to a notice 
issued by Secretary Bartel. 


Text of the “Notice to Class I and 
Class II Steam Railroads” follows: 


“By order dated November 8, 1951, 
the Commission’s order of September 24, 
1946, in the Matter of Freight Com- 
modity Statistics was modified by the 
cancellation of the requirements relating 
to reports of freight commodity statistics 
by geographic areas effective on Decem- 
ber 16, 1951. As petitions protesting the 
discontinuance of the statistics by 
geographic areas were received the effec- 
tive date of the order was postponed to 
January 7, 1952, by order dated Decem- 
ber 17, 1951. 

“After considering the protests, divi- 
sion 1 of the Commission denied the 
petitions on February 4, 1952. Therefore, 
under the provisions of the order dated 
November 8, 1951, as amended by order 
dated December 17, 1951, Class I steam 
railroads will not be required to file 
reports of freight commodity statistics 
by geographic areas on form SCS; nor 
will such Class I and II steam railroads 
be required to renort the data heretofore 
required in schedule 541A of annual 
report form A.” 





fumigation 
at pier ‘N’ 


—ANOTHER SOUND ADVANTAGE FOR 
'w & W VIA NORFOLK” SHIPPERS 


You can get quick and efficient fumigation 
service at the Norfolk and Western’s piers at the 
Port of Norfolk on famed Hampton Roads, 
where four modern fumigation chambers pro- 
vide almost 14% thousand cubic feet of space. 

This facility is completely equipped 
for fumigation of cotton and cotton waste, old 
bagging, tobacco, broomstraw and other export 


and import products requiring treatment. The 
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plant is strategically located near warehouse and 


berthing space for speedy, economical service. 


SPEED-&-ECONOMY 
lOother ADVANTAGES 


e Overland rates between Norfolk and the West and 
mid-West as much as 4c per cwt. lower than competing 
North Atlantic ports. 


e No expensive lighterage — rails direct to shipside. 
e 2,000,000 sq. feet of clean warehousing space. 

e Modern oil handling facilities. 

e 750,000-bushel grain elevator. 

e Supporting yards for thousands of cars. 

e Spacious ground storage. 


e Completely modern mechanized equipment, includ- 
ing gantry cranes. 


e Experienced manpower. 


For prompt, detailed information on any phase of 
ocean shipping, contact — 


W. C. SAWYER, Gen. Foreign Freight Agent 
NORFOLK AND WESTERN RAILWAY 
233 Broapway, New York, N. Y. 
402 Royster BLpG., NORFOLK, VA. 


—or other N&W freight representatives in principal cities. 


eet Westeww. Railway 
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A.R.A.M. Elects Tredway, 
Of Southern Pacific, as 
President For 1952 


F. Q. Tredway, of the Southern Pa- | 


cific Railroad, San Francisco, Calif., 
was elected president of the Associa- 
tion of Railroad Advertising Man- 
agers at the group’s annual meeting 
January 25-26 at the Sheraton Hotel, 
in St. Louis, Mo. Mr. Tredway suc- 
ceeds A. W. Eckstein, advertising 
agent of the Illinois Central Railroad. 

Elected first vice-president was C. C. 
Dilley, of the Milwaukee Road. L. Brown, 
of the Wabash Railroad, and R. P. 
Schaeffer, of the Chicago & North West- 
ern System, were elected vice-presidents. 
C. T. Sills, of the Denver & Rio Grande 
Western, was elected treasurer; Ivan 





Newly-elected officers of the Association of Rail- 
road Advertising Managers, are (seated, left to 
right) Leo Brown, of the Wabash Railroad, vice- 
president; F. Q. Tredway, of the Southern Pacific 
Railroad, president; C. C. Dilley, Milwaukee 
Road, first vice-president; (standing, left to right) 
C. D. Perrin, Chicago, assistant secretary; C. T. 
Sills, Denver & Rio Grande Western, treasurer; 
R. P. Schaeffer, Chicago & North Western System 
vice-president, and |. A. Coppe, of the Great 
Northern Railway, secretary. 


Coppe, of the Great Northern, assistant 
secretary, and C. D. Perrin, Chicago, as- 
sistant secretary. 


At a luncheon meeting January 25, the 
association presented awards to winners 
2 its first annual advertising competi- 
ion. 


First prize was won by American Car 
& Foundry Co., for its efforts in the field 
of railroad traffic promotion. The Elec- 
tro-Motive Corporation received an hon- 
orable mention scroll for its efforts in 
this field. 


In the institutional field, the first place 
award went to the American Railway 
Car Institute for contributing to better 
pulic understanding of the American 
Taiiroads. General American Transpor- 
tation Corporation won an honorable 
Mention in this field of the competition. 





THE WEEK IN TRANSPORTATION 


1.C.C. Tells Congress ‘Deregulation’ of 
Transportation Caused by Lack of Funds 


»Reviews Appropriations and Salary Increases by Congress, Leaving 
“ Smaller Amounts for Other Purposes. Says Added Funds Would Be Less 
Than One-Thousandth of Non-Defense, Non-Emergency Appropriations. 


The “deregulation” of transporta- 
tion in interstate commerce might 
be accomplished directly by repealing 
its statutory powers, or indirectly 
“through reducing appropriations” 
to a point where it was unable to 
meet the statutory obligations im- 
posed on it, the Commission told 
Congress in its sixty-fifth annual 
report to the legislative body, made 
public February 6. It recommends 
the addition of 1,281 employes to its 
staff. 


“Regardless of whether this de- 
regulation is brought about through 
the former or through the latter 
course of action, the consequences are 
in the last analysis the same,” added 
the Commission. “Deregulation is 
still deregulation.” 


The report covers the period from 
November 1, 1950, to October 31, 1951. 

At a number of points, in discussing 
the work of its bureaus or sections, the 
Commission referred to its inability sat- 
isfactorily to perform all its functions 
because of reduced funds. Under the 
heading, “Effect of Reduced Appropria- 
tions,” it summed up those matters. It 
showed total appropriations received in 
the fiscal years 1940 through 1952, with 
the estimated cost of congressional sal- 
ary increases, and the amount then 
available for other than congressional 
salary increases from 1946 through 1952. 
In 1946 the total appropriation was 
shown as $7,410,338, estimated costs of 
congressional salary increases as $748,- 
396, and the amount available for other 
purposes as $6,661,942. For fiscal 1952, 
the appropriation was $8,784,935, the 
salary increases estimated at $2,126,845, 
and the remaining amount, $6,658,090, 
the lowest for any of the years begin- 
ning with 1946. 


Effect of Reduced Funds 


Showing that its average employment 
in 1940 of 2,439.9, had fallen to 1,839.3 in 
1946, and to 1,682.8 estimated for fiscal 
1952, the Commission continued: 

“What are the effects of these radical 
and progressive reductions in person- 
nel on the work of the Commission? 
First of all, there has been an increased 
pressure for greater efficiency, to offset, 
by savings, as much as practicable of the 
losses arising from decreased personnel. 
There have been extensive savings of 


this character, but estimates of their 
size are difficult for the reason that all 
efforts in this direction are and have 
been, in turn, disrupted and canceled out 
by succeeding reductions in personnel. 

“A second effect has been increasingly 
serious delays in the production of work. 
This poses two alternatives, both of 
which it has been necessary to adopt. 
A particular phase or phases of the work 
may be deferred indefinitely, perhaps en- 
tirely dispensed with, or such activity or 
activities may be continued as before but 
with decreased efficiency or effective- 
ness, or both. 

“A third effect of the decreasing per- 
sonnel is a growing casual and superficial 
consideration of many important mat- 
ters. Lack of staff to perform properly 
a given segment of work engenders the 
view that neither thorough nor careful 
consideration or performance are im- 
portant and this, in turn, tends to im- 
pair the morale of the remaining avail- 
able staff. There is growing complaint 
that the records in important formal pro- 
ceedings are not adequately analyzed and 
that the Commissioners do not possess 
the facilities for speedy review and in- 
vestigation which many take for granted 
in connection with their office work. As 
a matter of fact, Commissioners at times 
have been compelled to conduct all the 
work of their offices with quite inade- 
quate staff. In consequence, it oftens 
becomes necessary to call on examiners 
and analysts who have initially pre- 
pared reports and discussions in effect 
to review their own work. This is not at 
all the independent review which the 
Commission’s organization presupposes 
will be made in each Commissioner’s 
office or in each board or other subdivi- 
sion handling matters requiring review. 
It is, however, inevitable under the ex- 
isting personnel situation. 

“Still another effect is the inability 
of the Commission to comply with all 
the provisions of the statutes for the col- 
lection, review, compilation and analysis 
of the reports from the carriers. This in- 
capacity, arising from inadequate person- 
nel, reflects itself first in a failure to at- 
tempt the procurement of all data which 
should be required; second, in the in- 
adequate checking and particularly polic- 
ing of the reports and reporting; and 
third, in unfortunate and damaging de- 
lays in producing data essential to the 
Commission’s regulatory operations. 

“The cumulative effect of the reduc- 
tions in appropriations for general ex- 
penses is that for the fiscal year 1951- 
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52 about 60 percent of the staff necessary 
for the efficient and effective perform- 
ance of the Commission’s duties is avail- 
able. Rates, fares, and charges authorized 
in formal proceedings set either a ceil- 
ing or a floor or else establish the just 
and reasonable relationships of charges 
on commodity shipments or passenger 
travel, producing carrier revenues of 
many billions of dollars annually. In this 
vast country more than 1,000 billion ton- 
miles of freight are handled annually by 
thousands of carriers, public and private. 
These include some 750 railroad com- 
panies, about 21,000 motor carriers, 77 
pipelines, and 278 water carriers sub- 
ject to regulation, and also numerous 
private car lines, freight forwarders, 
and the Railway Express and Pullman 
companies. 

“The deregulation of transportation 
in interstate commerce may be accom- 
plished either directly, by the repeal in 
whole or in part of various statutory 
powers which the Congress has vested 
in the Commission, or indirectly, through 
reducing appropriations to a point where 
the Commission is unable to meet the 
statutory obligations imposed upon it. 
Regardless of whether this deregulation 
is brought about through the former or 
through the latter course of action, the 
consequences are in the last analysis 
the same. Deregulation is still dereg- 
ulation. 

“Although the Congress has since 1940 
repeatedly expanded the Commission’s 
regulatory functions, deregulation is in- 
creasing through the gradual but steady 
reduction of the appropriations for the 
Commission each year. The resulting 
slow but steady attrition of the staff, 
aggregating in too many instances actual 
decimation, which more recently has in- 
creased with alarming speed, is reflected 
in deterioration of morale and increas- 
ing difficulty of recruitment. The net 
result to date is an impairment of ef- 
ficient administration, a growing in- 
ability to perform the functions and 
duties required by the statute, and a 
weakening of the Commission’s regula- 
tory authority which has already as- 
sumed serious proportions. All this 
leaves the general public more and more 
helpless and defenseless. 

“This is illustrated by the situation 
in the Bureau of Formal Cases where 
the progressive reduction in the exam- 
ining force is serious. That bureau is 
organized to hear formal complaints, 
conduct formal investigations instituted 
on the Commission’s own motion and to 
supply skilled advisers to the Commis- 
sioners. The importance of that work is 
probably greater now-than ever before 
but the number of trained and experi- 
enced examiners is steadily declining. 
At the present time 40 percent of the ex- 
aminers are 60 years of age or older and 
many will retire in the next few years. 
In recruiting new men to fill in the gap, 
low salaries and slowness in promotion 
due principally to inadequate funds 
cause resignations from the service after 
these men are partially trained. 

Turning to railroad safety and locomo- 
tive inspection, the Commission said that 
the primary purpose of the laws adminis- 
tered through its Bureau of Locomotive 
Inspection and Bureau of Safety was to 
promote the safety of employes and 
travelers on railroads. It continued: 

“Notwithstanding the fact that the 
workload of these two bureaus has been 





materially increased because of recent 
developments in railroad equipment, no- 
tably diesel-electric locomotives, stream- 
lined and other new designs of railroad 
cars, and numerous installations and ex- 
tensive modifications of railroad signal- 
ing, this safety work has been curtailed 
because of increased travel costs and 
other administrative expenses and re- 
strictions upon the use of funds appro- 
priated for these purposes. The safety 
appropriation for the fiscal year 1951 
was $1,000,000, of which $17,000 was set 
up as a budgetary reserve. The 1952 
safety appropriation is $983,000, with a 
limitation of $757,287 for personal serv- 
ices.” 

To conform to those limitations, the 
Commission said, 16 existing and pro- 
spective vacancies in the Bureau of 
Safety could not be filled during the 
current fiscal year, a reduction to 118 
from the authorized force of 134. 

It said that the 1952 appropriation for 
the Bureau of Locomotive Inspection was 
$706,600 with a limitation of $540,000 for 
personal services. To conform to those 
limitations, it asserted, eight existing 
vacancies in the bureau could not be 
filled during the current fiscal year, a 
reduction to 104 from the statutory and 
authorized force of 112. The Commis- 
sion added: 

“Safety work such as that carried on 
by these bureaus cannot be deferred; if 
curtailed, some of the intended benefits 
are lost for the time being. If inspec- 
tions and investigations cannot be made 
currently, unlawful or unsafe conditions 
may continue without detection or cor- 
rection, and the protection to railroad 
passengers and employees which is in- 
tended to be provided by these laws is 
not obtained. There can be no backlog 
in safety work of this nature.” 


Discharge of Commission Functions 


Having said it had given some indica- 
tion of the varied problems with which 
it was called on to deal, the Commission 
said, under the heading, “Full Discharge 
of the Commission’s Functions,” that 
many of the more difficult problems 
arose from radical increases in competi- 
tion among carriers and between modes 
of transportation, “behind which lies 
the keen rivalry of shippers.” 

That competition, it said, was also as- 
suming new and in some respects “more 
destructive tendencies,” and continued: 


“Tt tends to be centered in large meas- 
ure on the higher grades of traffic but is 
expanding geographically. It has con- 
tributed to giving the public generally 
better service, largely through invest- 
ments in improved plant and other facili- 
ties, such as diesel locomotives, larger 
freight cars, and more efficient truck 
and trailer units. Our task of steering 
a proper course in the regulation of these 
highly varied competitive situations in 
keeping with the provisions of the stat- 
ute and the national transportation 
policy is immeasurably more difficult 
than our work was in the years prior 
to 1930 when the railroads had so near 
a monopoly on the carriage of both 
freight and passengers.” 

The Commission said that the growth 
“in the mere size of the task,” apart 
from the increasing perplexity of issues 
presented, could be indicated by the 
situation in 1934, just prior to federal 
regulation of motor carriers, when less 
than 1,600 carriers (rail, water, pipeline, 
electric railway, express and Pullman 
companies) including nonoperating com- 
panies, were subject to its jurisdiction. 
As a consequence of the extension of 





its authority over motor carriers and 
water carriers, freight forwarders, and 
private car lines, said the Commission, 
today it had jurisdiction over about 22,- 
000 carriers with revenues aggregating 
about $16.5 billion in the 12 months 
ended June 30, 1951. In addition, it said, 
many thousands of exempt and private 
motor carriers were subject to its regu- 
lations as to safety of operations and 
hours of service. 

Touching briefly on the importance of 
its duties to the national defense, the 
saving of more than $2,000,000 annually 
to the Defense Transport Administra- 
tion resulting from the use of Commis- 
sion services, and its work in valuation 
and statistics, safety, certification of 
carriers, reorganization of railroads, and 
the obtaining of adequate and efficiency 
transportation among carriers making 
a direct contribution to the defense ef- 
fort, the Commission said: 

“Necessarily, we feel the heavy respon- 
sibilities placed upon us by the acts we 
administer and by the national trans- 
portation policy. Our decisions affect the 
welfare of carriers and the holders of 
their securities, of shippers and other 
users of carrier service, of communities 
and sections, and of the nation as a 
whole. Our growing population and ex- 
panding production call for efficient 
transportation rendered on terms fair to 
all. Under the system of administrative 
law which has developed in this country, 
we are, in effect, the final tribunal estab- 
lished by the Congress for the adjudica- 
tion of most of the issues brought before 
us by sharply contending carriers, ship- 
pers, and others, and in the great ma- 
jority of proceedings, the ultimate re- 
sponsibility is ours. 

“Tt follows that the legitimate interests 
of carriers, shippers, travelers, many 
special groups, and the general public 
may be affected seriously by anything 
less than a thoroughgoing and satisfac- 
tory performance of our statutory obliga- 
tions. Such performance not only pre- 
supposes but is essentially dependent 
upon the maintenance of a staff of suffi- 
cient size and ability to cope both 
quantitatively and qualitatively with the 
huge workload involved.” 


Staff Requirements 


The Commission continued by saying 
it was a matter of grave concern that 
its staff had for some years been decreas- 
ing, not only in numbers, but also in 
competence because of “severe losses in 
trained personnel due to death, retire- 
ment, and resignation.” In that respect, 
it said,. it might not fully be realized 
that the general statutory increases in 
the government salaries applicable to 
its employes had seriously depleted its 
staff “because we have generally been 
compelled to absorb those increases.” 
It cited an increase of 53 per cent, from 
$4,000 to $7,040, in one professional grade 
since 1944, and said that percentage in- 
creases for lower grades of work had been 
greater than “the foregoing.” The Com- 
mission added: 

“We now realize fully that we have 
too greatly lowered our sights in pro- 
graming the staff needed to discharge 
our duties effectively. We have been 
mistakenly guided by what we thought 
could be obtained rather than by what 
we knew was necessary for the full dis- 
charge of our responsibilities. However, 
it is also true that our recent requests 
for staff and funds each year have 
greatly exceeded what we have been 
allowed. In the four fiscal years 1947-8 
to 1950-51, inclusive the reductions from 
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our requests for funds for general ex- 
oenses aggregated $9,562,673. This reduc- 
tion was equivalent to about $2,391,000 
a. year, or approximately 20 percent of 
our total requests for the 4 years.” 


Saying that the public interest, as 
well as the responsibilities which it alone 
must shoulder, demanded a frank state- 
ment of its conception of the level of 
activities required for the full discharge 
of the statutory duties laid on it by 
Congress and through it by the people 
of the United States, the Commission 
added that “it is important that mis- 
understandings and misconceptions of 
our responsibilities under the statute 
should be removed.” Its judgment and 
experience, the Commission asserted, 
qualified it to “express an opinion as to 
the kinds and amounts of work which 
are necessary to the attainment of the 
congressional objectives.” The Commis- 
sion then added: 


“It remains for others to decide to 
what extent the full discharge of our 
responsibilities should be compromised 
by considerations of economy in gov- 
ernment. Important though this latter 
consideration may be, it is also true that 
the ‘additional amount necessary for the 
proper discharge of our obligations would 
be less than a single thousandth part of 
the total appropriations for objectives 
lying wholly outside of defense and 
emergency activities.” 


Added Workers Needed 


The Commission then took up its func- 
tions one by one and estimated the 
number of additional workers it needed 
in each case as follows: Rate work; 86 
transportation tariff examiners and 
clerks, four report writers and clerks 
for adjudication of rates by the Board 
of Suspension, and three for fourth sec- 
tion work, two employes for informal 
handling of rate complaints; 20 examin- 
ers of junior grade for formal proceed- 
ings, excluding motor carrier, and 10 
examiners and clerks for motor carrier 
formal cases; 22 additional examiners 
to handle applications for operating 
authorities, principally motor carrier; 
100 employes for a year to establish a 
director covering an up-to-date record 
of outstanding authorities, with 25 em- 
ployes thereafter to keep the information 
current; 35 employes for one year to con- 
solidate all the rights of each carrier 
under various certificates, and 5 em- 
ployes thereafter to keep the certificates 
current; 57 employes to check whether 
service authorized is being performed; 
one examiner and one clerk to keep ap- 
plications to issue securities “reason- 
ably current”; three added employes to 
work on reorganization of railroads or 
modification of certificates; 125 addition- 
al positions in connection with the con- 
trol of carrier accounting; 83 additional 
employes to keep up with present load 
of statistical and analytical work; 145 
additional workers in the Bureau of 
Valuation; six more employes for the 
Bureau of Water Carriers and Freight 
Forwarders; 122 employes for the Bu- 
reau of Service; 24 added employes in 
rail safety work; 264 added workers on 
motor carrier safety; 11 positions in the 
Bureau of Service in connection with 
Supervising the transportation of ex- 
plosives; 19 additional attorneys, 30 ad- 
ditional special agents, and 94 additional 
clerks in enforcement activities; 76 ad- 
ditions to the legal staff. 

The Commission said that the total 
of the staff requirements for the full 
discharge of its statutory duties was 
1386, or 1,281 after completion of desig- 


nated initial work, in addition to the 
present staff. It also said that in that 
stated total, no figures were included 
for a proportionate increase in the staff 
of its Bureau of Administration for the 
conduct of personnel budget and fiscal 
work, stenographic services, and other 
functions of that bureau. Said the Com- 
mission: 

“We have been impelled to this frank 
statement of our needs in the belief that 
the effectiveness of regulation has been 
and is being steadily undermined through 
the erosion of the staff and that this 
process imperils the entire system of 
transportation regulation under the in- 
terstate commerce act. If it be desirable 
to restrict the present system of regulat- 
ing interstate commerce, the appropriate 
amendments to the statute would permit 
us to concentrate our present reduced 
staff upon the efficient and effective 
administration of the more limited stat- 
utory obligations assigned us by the 
Congress.” 


Legislative Recommendations 


Of a total of 11 legislative recommen- 
dations contained in the Commission’s 
report, four are new. They follow: 

“We recommend that section 402 (b) 
(2) be amended to terminate the exemp- 
tion of freight forwarders of used house- 
hold goods. 

“We recommend that section 402 (c) be 
amended to make the exemption of ship- 
pers’ associations and shippers’ agents 
revocable by this Commission where it is 
found that the operation under consid- 
eration is not that of a bona fide associa- 
tion or agent as defined in that section. 

“We recommend that section 411 be 
amended to provide for the regulation of 
consolidations, mergers, and acquisitions 
of control of freight forwarders. 

“We recommend enactment of H. R. 
5045, introduced by Congressman Walter, 
‘to amend the administrative procedure 
act,’ the object of which is to validate 
certain motor-carriers application ‘pro- 
ceedings before the Commission possibly 
without compliance with the hearing- 
examiner provisions of sections 5, 7, 8, and 
11 of the administrative procedure act.” 


Transportation Review 


The Commission opened its report with 
its customary review of the transporta- 
tion developments of the period covered, 
saying that the unusual complexity of 
conditions in transportation noted in its 
previous report had heightened. The sud- 
den outbreak of hostilities in Korea in 
June, 1950, and the ensuing emphasis on 
rearmament, not only increased the de- 
mand for transportation, but also gave 
rise to many uncertainties, it asserted. 

Among other things, the Commission 
said that, despite the somewhat les- 
sened pressure which the higher levels 
of traffic should afford, “this year, like 
1950, has been one of continued and 
great competitive thrusts among trans- 
portation agencies.” Those efforts, it 
added, came to it mainly as applications 
to reduce rates. It said that diversion 
of rail traffic to motor and other car- 
riers and the efforts of the railroads to 
stem it, had been basically disturbing 
factors in transportation for a number 
of years. It said that such diversion was 
“symptomatic of a great number of 
changes in the conditions of competi- 
tion,” service and cost factors being in- 
volved, as well as considerations ‘with 
which it said it did not deal. 


The Commission said that the rail- 
roads called its attention to what they 
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considered “the selective nature of mo- 
tor traffic, including especially that of 
contract carriers,” objected to exemp- 
tions provided in the act, and in some 
instances expressed the view that the 
competitive problem they faced could be 
met only by giving them greater oppor- 
tunity to exercise managerial discretion 
in fixing rates to meet not only regulated 
but private and exempt motor and water 
competition. The Commission said that 
railroad opposition to the granting of 
applications for motor carrier and to 
some extent water carrier operating 
rights was given appropriate considera- 
tion in reaching its decisions as to 
where the public interest lay. 


After reviewing briefly applications for 
reduced rates rail or motor, on tobacco 
and tobacco products, petroleum prod- 
ucts, textiles, and other commodities, 
and its already expressed objection to 
having to pass on reductions without 
knowing whether they would accomplish 
the results intended, the Commission 
said the same general considerations had 
entered into its determination of rail- 
barge and, to a limited extent, motor- 
barge competition. There also, it added, 
Me have placed rates on a sounder 
basis.” 


Observing that the railroads in suc- 
cessive applications for general increases 
had placed some reliance on the possible 
upward adjustment of motor and water 
carrier rates, the Commission said a seri- 
ous problem was presented when an ad- 
vance in motor rates was not required 
by motor carrier costs. Some, it said, 
urged greater use of motor carrier oper- 
ations by railroads, adding that legisla- 
lation was required if there was need in 
the public interest for more liberal treat- 
ment of the railroads in that respect, 
since its own interpretation of the situ- 
ation had been sustained by the Supreme 
Court of the United States. Independ- 
ent motor carriers, it said, opposed 
relaxation of the conditions under which 
the railroads now used motor service, 
and it added that “there is evidence that 
shippers in many instances prefer a rail- 
conducted motor operation if other con- 
ditions are reasonably equal.” 





Special Meeting of 1.C.C. 
Practitioners to Be Held 
Feb. 18, in Washington 


An announcement that a special 
meeting of the Association of Inter- 
state Commerce Commission Practi- 
tioners would be held at 7:30 p.m., 
February 18, in Hearing Room “A” at 
the I.C.C. Building in Washington, 
was issued February 6 by Mrs. Sarah 
F. McDonough, secretary of the asso- 
ciation, at the request of Arthur H. 
Schwietert, of Chicago, president of 
the association. 

The practitioners would meet, it was 
stated, for the purpose of considering 
two Senate bills recently introduced— 
S. 2348, to amend the procedure of the 
Commission, and S. 2352, to establish 
annual license fees for services rendered 
by the Commission. Those bills were 
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among 16 that Senator Johnson, of 
Colorado, introduced “by request,” on 
the same day (T.W., Jan. 19, p. 62). 


S. 2352 would amend section 18 of 
the interstate commerce act by inserting 
at the end thereof the following: 


“(3) Each person holding a certificate, 
permit, or license under this act shall 
pay to the Commission annually such 
license fee as the Commission shall de- 
termine to be fair and reasonable for 
such certificate, permit, or license for 
the purpose of reimbursing the United 
States for the costs of administering this 
act. Such fees shall be covered into the 
Treasury.” 

S. 2348 should amend section 17 of 
the interstate commerce act by strik- 
ing out of the first sentence of its para- 
graph (2) the words “three or more 
eligible” and inserting in lieu thereof 
the words “an employee of”; by striking 
out the second sentence of paragraph 
(2), by striking out paragraph (5); by 
striking out of the first sentence of 
paragraph (6) the words “or after an 
order recommended by an individual 
Commissioner or a board shall have be- 
come the order of the Commission as 
provided in paragraph (5)”; by striking 
out the last sentence of paragraph (6), 
by striking out the last three words 
of paragraph (9) and the comma im- 
mediately preceding such words, and by 
amending paragraph (8) to make it read 
as follows: 

“(8) The making of an application 
for rehearing, reargument, or recon- 
sideration shall not excuse any person 
from complying with or obeying the de- 
cision, order, or requirement, or oper- 
ate to stay or postpone the enforcement 
thereof, without the special order of 
the Commission.” 

The call for the special meeting of 
the association members to consider 
these legislative proposals was authorized 
at a meeting of the executive committee 
of the association last month. 

Mrs. McDonough asked that all asso- 
ciation members who planned to at- 
tend the special meeting notify her in 
advance of the meeting. 





Keller Made Director of 
A.A.R. Mechanical Research 


“Emphasizing the intensified program 
of railroad research now being carried 
on, William M. Keller, of Philadelphia, 
assistant mechanical engineer of the 
Pennsylvania Railroad, has been named 
to the newly-created position of director 
of mechanical research of the Associa- 
tion of American Railroads in Chicago,” 
William T. Faricy, president of the 
A.A.R,. announced. 

Mr. Keller takes the place of John R. 
Jackson, of Chicago, former mechanical 
engineer of the A.A.R., who retired re- 
cently. 

Mr. Keller, who was born in Pittsburgh, 
Pa., in 1901, entered railroad service in 
1919 as an apprentice machinist on the 
Pennsylvania Railroad and remained on 
that railroad until his present appoint- 
ment with the exception of the time 
spent in earning an engineering degree. 
After serving as a machinist from 1919 
to 1923, he studied engineering at the 
University of Pittsburgh and later ob- 


tained a degree in engineering at Penn- 
sylvania State College. He subsequently 
was employed as an inspector, then coal 
inspector and assistant engineer, all in 
the road test department of the Penn- 
sylvania Railroad. In 1941, he was named 
foreman in the research section of the 
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mechanical engineer’s office and two 
years later was promoted to general fore- 
man of car design, being placed in charge 
of freight and passenger car design in 
1944. He was promoted to assistant me- 
chanical engineer in charge of research 
the following year. 
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‘Public Interest’ in Transportation as 
A Whole Emphasized by Senator Bricker 


In Address at Annual Dinner of The Traffic Club of Washington, 
Senator Urges System of Regulation in the Interest of ‘Well-Being’ 


Of Entire Transportation Industry. 


Before approximately nine hundred 
members and guests of The Traffic 
Club of Washington, D.C., at the 
forty-fifth annual dinner of the club 
at the Statler Hotel the evening of 
February 6, Senator Bricker, of Ohio, 
member of the Senate interstate and 
foreign commerce committee, advo- 
cated a system of federal regulation 
of the entire transportation service 
industry in the “public interest.” 


Paraphrasing, as he said, the definition 
of “public interest” in the declaration 
of national policy in the interstate com- 
merce act, Senator Bricker said that the 
“public interest lies primarily in the main- 
tenance of the entire transportation in- 
dustry at a sound and healthy level, to 
the end that it may be able to meet the 
commerce, postal and defense needs of 
the nation.” 

John S. Peters, of the traffic manage- 
ment division of the General Services 
Administration, president of the club, 
presided. The toast- 
master was Harold 
F. Hammond, man- 
ager of the trans- 
portation and com- 
munications de- 
partment of the 
Chamber of Com- 
merce of the United 
States. 

Among those sit- 
ting at the head 
table were members 
of the Interstate 
Commerce Com- 
mission, Federal 
Maritime Board, Civil Aeronautics Board, 
transportation officers of the military 
services, representatives of the General 
Services Administration, Association of 
American Railroads, American Trucking 
Associations, the American Waterways 
Operators, the National Industrial Traf- 
fic League, Freight Forwarders Institute, 
Federation for Railway Progress, Air 
Transportation Association of America, 
National Defense Transport Association, 
the Department of Commerce, the Amer- 
ican Short Line Railroad Association, 
the Associated Traffic Clubs of America, 
the National Federation of American 
Shipping, and presidents of other traf- 
fic clubs. The dinner turned out to be 
one of the largest in the club’s history. 

Senator Bricker, who has become 
widely known in transportation circles in 
recent months as the “author” of the 
“Bricker report”—the reference being to 


J. W. Bricker 





Large Attendance at Dinner. 


the “Progress Report of the Senate Com- 
mittee on Interstate and Foreign Com- 
merce by Its Domestic Land and Water 
Transportation Subcommittee’—in his 
address, said: 

“It was a real pleasure for me to be 
asked to address the Traffic Club of 
Washington, although I must confess 
that at this moment I look on the op- 
portunity of doing so as somewhat of 
a mixed blessing. I am honored to have 
been asked to discuss with you the dif- 
ficulties facing the transportation indus- 
try today, and particularly the role of 
the federal government in compounding 
or alleviating those difficulties, and yet, 
on the other hand, I suspect that there 
are many among this group who know 
far more of the subject than I do. 

“Most, if not all, of you are trans- 
portation experts; I freely admit I am 
not an expert in any sense of the word. 
One -of the greatest satisfactions of 
serving in the United States Senate is 
that every senator is compelled to know 
something about virtually everything 
that affects the nation. I believe the 
non-expert has a contribution to make 
toward the formulation of a national 
policy on transportation. Only one whose 
responsibilities are not limited tn a 
specific segment of the industry or even 
to the industry as a whole can be ex- 
pected to trace, with any degree of 
objectivity, the course of the public in- 
terest in transportation. Only one who 


‘is not an advocate can mark those fields 
\/-where the public interest coincides with 


or deviates from the self-interest of the 


) industry or of selected segments of the 


industry. 

“The Congress itself has frequently 
lost sight of the forest in devoting its 
attention to the trees. Since 1887, when 
the federal government first interested 
itself in the regulation of transportation, 
legislation has been devised in a piece- 
meal fashion. Even congressional studies 
have been devoted to individual prob- 
lems which the Congress has sought to 
separate from the overall pattern of fed- 
eral regulation. 


Scope of Regulation 


“In the judgment of many of us in 
Congress, the problems of federal reg- 
ulation can no longer be considered 
either individually or in a vacuum. The 
inter-relationships of the competitive 
structure of the transportation industry 
are so complex that the effect of federal! 
regulation on any segment is necessarily 
felt, in varying degrees, by every other 
segment of the whole. Each block in 
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the structure is, to a greater or lesser 
extent, interdependent with the others, 
and any governmental influence is 
quickly reflected throughout the indus- 
try. 

“Tt has become clear, too, that the wel- 
fare of the industry as a whole is equally 
interdependent. If we accept the prem- 
ise, aS I believe we must, that the in- 
dustry is a competitive one and that, for 
the most part, the forces of competition 
have largely driven non-essential and 
non-competitive elements from the field, 
then those elements yet engaged in the 
transportation business are necessary 
ones. It follows that the strength of the 
system can be no greater, in the long 
run, than that of the weakest essential 
elements. I emphasize the word ‘essen- 
tial’, for I believe there are areas in the 
| industry which, through government ac- 
| tion or inaction, have been artificially 
sustained to the detriment of the public 
interest as well as the best interest of 
the industry itself. 


“It was on this understanding that the 
investigation of the Land and Water 
Subcommittee of the Interstate and For- 
eign Commerce Committee of the Senate 
was undertaken. The members of the 
subcommittee earnestly sought to divorce 
the hearings from individual carrier’s 
problems in order to study in the broad- 
est possible perspective the complex reg- 
ulatory and competitive framework. How 
successful the subcommittee has been 
in its pursuit of this objective is a ques- 
tion likely to produce some violent and 
varied answers. From the nature of the 
controversy caused by the issuance of 
Senate Report 1039, the progress report 
on the investigation—and from the na- 
ture of my mail on the subject—I am 
sure we have succeeded in stirring up 
some worthwhile thought and discussion, 
and that of course is net gain. 
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‘No Single Panacea’ 


“The wide range of conflicting opinion 
on the ills of the nation’s transportation 
system and of the remedies prescribed 
led our subcommittee to the conclusion 
that there is no single panacea for the 
ailment. And yet, despite the fierce com- 
petition between the various segments of 
the industry, the problems experienced 
by each differed not by type of carrier, 
as one might think, but rather by the 
sort of carriage service provided. Of all 
the conclusions we have reached in our 
investigation, there is none more impor- 
tant, in my judgment, than the fact that 
the ills of the transportation industry 
of our nation go across the board. The 
symptoms may vary in intensity, but 
they affect every regulated carrier. What 
may be crippling to one carrier is as yet 
but an annoyance to another, but the 
problems are identical. 

“We also learned from our hearings 
that the ills of each segment of the in- 
dustry varied with the degree of federal 
regulation under which each operated. 
It is perhaps a bitter commentary to find 
that the protecting arm of federal regu- 
lation is bent_in a stranglehold on many 
of the great carriers of the nation. 

“From our findings with regard to the 
extent of regulation we evolved what 

(/T believe to be the first and guiding 
jer ciple of national transportation pol- 
Icy. It is, simply, that all transportation 
| shor ld be regulated to the extent re- 
quired in. thé public Interést—and ho 
more. Some Have Called this principle 
We “minimum” rule. It seems to me 
thai this is one of the areas in which the 
layman—the non-expert, if you will—is 
peculiarly at an advantage over the 


ew ” 


transportation spectalté. Advocates for 
particular segments of the industry are 
quick to establish that the public in- 
terest to which the rule refers coincides 
exactly with the interest of their type of 
transportation, and that, therefore, reg- 
ulatory restrictions on their competi 
must be either retained or establish 
These others are equally vocal in a 
effort to show that there is, after all, 
public interest in the suffocating restric 
tion under which they labor. It is safe 
to assume that the truth lies somewhere 
between these two views. 







Scope of Industry 


“It is always safe to assume, too, that 
there is a public interest in any aspect 
'of the transportation system. In the 


/ first place, we are dealing with a busi- 


ness that reports annual aggregate reve- 
nues in the neighborhood of fifteen bil- 
lion dollars. There should be added to 
that figure an additional twenty to 
twenty-five billion dollars, of unreported 
transportation costs or revenues, making 
the annual cost figure about forty bil- 
lion dollars. It has been estimated that 
the total public and private investment 
in the transportation industry is ap- 
proximately one hundred billion dollars, 
almost one fifth of the nation’s capital 
values. Within the past fifty years, the 
federal government alone has spent over 


- sixty billion dollars on the development 


of transportation facilities. 


“I know I need not set out in detail 
the dependence of our national economy 
on the transportaiton industry. Our 
commerce moves on the rails, the high- 
ways and the waterways of the nation. 
As one student of transportation put it, 
in discussing production of defense items 
—“Until the gun has been delivered, 
it hasn’t been produced.” 

“Finally, the physical security of the 
nation largely depends on our ability 
to transport men and equipment where 
they are needed. The key target for air 
attack, according to military strategists, 
are the lines and centers of communica- 
tion. Without adequate supply, without 
adequate reinforcement, both entirely 
dependent upon transportation, armies 
in the field become helpless. 


“The public interest then, is the prod- 
uct of a complex equation. I am inclined 
to believe that the framers of our earlier 
federal regulation tended to treat the in- 
terests of the shipping public as identical 
with the general public interest. The in- 
terest of the shipper in transportation is 
a factor in the determination of the 
public interest, but, as I have attempted 
to show, it is just as certainly not the 
only factor. The public interest includes, 
too, the interest of the carriérs and the 
thousands of investors, but it does not 
necessarily follow that whatever meas- 
ure is in the best interest of a particular 
carrier is in the public interest. 


‘Public Interest in Transportation’ 


“The best clue, I believe, to the de- 
termination of the public interest in 
transportation, and the only justification 
for the extensive federal regulation of 
the industry is that which is well stated 
in the declaration of national transpor- 
tation policy, as stated in the interstate 
commerce act. If I may paraphrase, it 
seems to me we have there a definition 
of public interest acceptable to carriers 
and shippers alike. The public interest 
lies primarily in the maintenance of the 
entire transportation industry at a sound 
and healthy level, to the end that it may 
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be able to meet the commerce, postal 
and defense needs of the nation. 

, “In the progress report of the subcom- 
mittee on domestic land and water 
transportation, no change in this state- 
ment of policy was-recommendéd. ‘The 
difficulties and illnesses of the -transpor- 
tation industry today do not stem from 
any fault in the statement of policy. 
Rather, they are traceable directly, in 
my judgment, to a failure on the part 
of Congress and of the Interstate Com- 
merce Commission to adhere to the prin- 
ciple of regulating in the public interest, 
and only in the public interest. 


Discrimination in Regulation 


“There has been a great deal of dis- 
cussion about unfairness and discrimi- 
nation in federal regulation of transpor- 
tation. Senate Report 1039 specifies areas 
in which such discrimination has been 
practiced. Both Congress and the Com- 
mission must share the responsibility 
for this discrimination between and 
among competing carriers. Yet the point 
I want to emphasze tonight is that this 
discriminatory regulation is actually only 
a part of the greater problem, to which 
I have already referred. Regulation in 


the public interest permits no discrimi- |\\| 


nation, since the only justification for 


ederal regulation is the maintenance of ’ 


he entire transportation system of the 
nation at an adequate level. 

“T have already pointed out that the 
regulatory frdmework and the competi- 
tive structure of the transportation in- 
dustry are so inter-related that no single 
part of this structure may be disturbed 
without disturbing the whole. If gov- 
ernmental action or inaction weakens 
the position of a segment of the industry, 
I believe the whole structure is weakened. 
It follows, then, that the strengthening 
of the entire system cannot be accom- 
plished by weakening any of its compo- 
nent parts. A regulation which op- 
erates unfairly toward one segment of 
the industry is destructive of the entire 
structure, despite any seeming advantage 
which may accrue temporarily to a com- 
petitor of the depressed segment. 

“On the other hand, government pro- 
motion or subsidy can contribute to the 
strength of the transportation system, 
only where justified by a clearly demon- 
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strated need in the public interest. Un- / 


justified ee or subsidy on the 
\)|part ‘al government only) 


serves to depress other essential segments) 
of the industry to the detriment of the 
entire structure. 


Justification for Regulation 


“The maintenance of an adequate 
transportation system, then, requires the 
striking of a balance between the pro- 
tection of the industry and the natural 
forces of competition. I believe in the 
natural force of competition as the most 
dynamic motive in our economy today. 
I believe that regulation, which is after 
all another term for restricting the free 
force of competition, is justifiable only 
in the broad interest of the maintenance 
at an adequate level of all the industry. 
I believe that those who see favoritism 
in the attention our subcommittee has 
given to particular segments of the in- 
dustry or particular types of carriers 
within all segments are being short- 
sighted, for the interest of any essentia) 
segment of the industry is irrevocably 
linked with the interests of all the others. 
I have been heartened by the evidence 
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which is accumulating that more and 
more thinking citizens are concerned 
with the disparities existing in our trans- 
portation system today. During the 
course of the hearings before the domes- 
tic land and water transportation sub- 
committee, representatives of trucking 
industries evidenced concern over the 
financial plight of the rail carriers. They 
realize, as students of transportation and 
government must realize, that a nation 
must not permit its railroads to reach 
financial collapse. The alternative to 
competent regulation of any transporta- 
tion facility is nationalization, and if the 
railroads come under government owner- 
ship, the rest of our transportation in- 
dustry will inevitably follow. These wit- 
nesses before our committee recognized 
those facts. I am sure they would agree, 
too, that their own interest would best 
be served by the strengthening of the 
entire transportation structure. 


National Grange Letter 


“As a further example of encouraging 
evidence, I would call your attention to 
the recent letter, published widely in 
the newspapers, over the signature of 
Mr. Herschel Newsom, Master of the 
National Grange. I think it is fair to say 
that no group in our nation has a greater 
interest in fair transportation costs than 
have the farmers. I know of no group 
which is as dependent on adequate 
transportation. Mr. Newsom’s letter 
made it plain that his great organization 
is concerned over the present state of 
our transportation system, and the in- 
equities of the federal regulatory scheme. 
I want to pay tribute to Mr. Newsom 
and to the National Grange for their 
courage in the face of the history of 
legislation in this field. 


“In conclusion, let me say again that 
it is my profound conviction that if we 
permit any inequality of treatment 
among segments of the transportation 
industry whether by type of carrier or 
by carrier function, we are doing great 
disservice to the public interest. I be- 
lieve the time is fast approaching, if 
indeed it is not here, when all of you 
with a stake in the transportation indus- 
try must join ranks to insure the well- 
being of the industry itself. Let me warn 
you that advantages gained by one car- 
rier at the expense of another through 
inequitable government treatment are 
pure illusion. Each mode of transporta- 

‘ tion, each type of carriage is a plank 
in the ship of the transportation indus- 
try. If any one of those planks is faulty 
and if we fail to shore it up, we will all 
go down together.” 





Vore Cited for Saving U.S. 
Gov't $10 Million in ‘51 


Kenneth L. Vore, director of Military 
Traffic Service, Department of Defense, 
has been cited by the Junior Chamber 
of Commerce, of Washington, D.C., as 
one of four outstanding young men in 
government service in 1951. 

Mr. Vore, the citation read, helped ne- 
gotiate revised military passenger agree- 
ments with public carriers saving the 
government more than $10,000,000 last 
year. Mr. Vore received the Arthur S. 
Fleming award. Mr. Fleming was for- 


merly a member of the Civil Service 
Commission and is now president of the 
Ohio Wesleyan University. 


Mr. Vore, who had served as consult- 
ant to E. G. Plowman, formerly direc- 
tor of the Military Traffic Service, be- 
came director of the service March 23, 
1951. Mr. Vore was formerly director 
of transportation for the Los Angeles 
Chamber of Commerce. 





Faricy Points to Problems 
Faced by Railroads 


“The only safe approach to the trans- 
portaticn problems of mobilization in so 
far as the railroads are concerned is 
to prepare as if for war itself,” William 
T. Faricy, president of the Association 
of American Railroads, told the Kiwanis 
Club of Montgomery, Ala., February 5. 


To do this, Mr. Faricy continued, calls 
for solutions to four major problems 
which must be solved if railroads were 
to meet present and future transporta- 
tion demands. 

These problems, as Mr. Faricy enumer- 
ated them; were how to obtain adequate 
revenues to have a healthy railroad sys- 
tem; what provision should be made for 
the . procurement of scarce materials 
essential to rail operations; what pro- 
vision should be made for necessary 
manpower without infringing on the 
armed forces, and whether the railroads 
should be operated by private enterprise 
or by the government. 

Pointing out that low railroad earnings 
were one of the most serious problems 
faced by the carriers in this period of 
mobilization, Mr. Faricy told how rail- 
road wage rates had gone up more than 
140 per cent and the cost of materials 
had risen by more than 130 per cent 
since 1939. On the other hand, he de- 
clared, present rates produced an aver- 
age revenue for hauling a ton of freight 
one mile which was less than 45 per 
cent above the average revenue received 
in 1939. 

Just since 1949, railroad annual op- 
erating costs for wages, materials and 
taxes had increased by more than $1,- 
400,000,000, or 2% times as much as the 
increase in annual revenues since 1949, 
Mr. Faricy stated. 


To remedy this situation, the railroads 
had asked the Interstate Commerce 
Commission for authorization for an in- 
crease in. freight rates of 7.2 per cent, 
Mr. Faricy said. 


“It is essential that this increase be 
granted and that prompt action be taken 
on it, as the increased expenses it is 
designed to cover are already being 
paid, day by day,” he asserted. 

Turning to the question of materials 
procurement, Mr. Faricy declared that 
railroads now had 100,000 freight cars 
on order and that it was “very important 
that those orders be filled as rapidly as 
possible consistent with the other de- 
fense requirements of the nation.” 


Car Shortages in Fall 

Large car shortages might be expected 
each fall, he said, until a sustained pro- 
gram of freight car construction at this 
rate cculd be supported by steel alloca- 
tions. 

The A.A.R. president said that about 
one-fourth of railroad employes served 
in the armed forces in World War II, but 
that with the increasing number of 
young men in key positions on the rail- 
road rolls today, some system of defer- 
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ment for essential employes for a rea- 
sonable time should be worked out. 


Declaring that it was far better for the 
country for the railroads to remain in 
private operation, Mr. FParicy cited the 
experience of World War I when the 
railroads were under government opere- 
tion as contrasted with those in World 
War II when they were privately op- 
erated. 

Mr. Faricy explained that in World 
War I, the railroads under government 
operation produced a loss to the govern- 
ment of an average of almost $2,000,000 
each day while in World War II, the rail- 
roads paid taxes averaging $3,000,000 a 
day. 

“This difference between the $2,000,000 
loss per day of World War I and the 
$3,000,000 gain per day in World War II 
was $5,000,000 every time the sun went 
down,” Mr. Faricy said. 

The government also made substantial 
increases in freight rates in World War 
I while at the end of World War II, 
freight rates were no higher than when 
the war began, Mr. Faricy concluded. 





A.A.R. Executive Sees No 
Need for Congress to Act 


Now on Seaway Legislation 


Several features of the St. Law- 
rence seaway and power project that 
Canada is preparing to undertake “on 
her own” differ materially as to navi- 
gation and power from the project 
contemplated by the Great Lakes-St. 
Lawrence Basin agreement of 1941 
between the United States and Can- 
ada, and there is now no occasion for 
any action by Congress on seaway 
legislation, according to W. J. Kelly, 
vice-president, traffic department, 
Association of American Railroads. 


“What Canada now contemplates,” 
said Mr. Kelly, in a letter to chief traffic 
officers of the railroads concerning the 
proposed St. Lawrence development, “is 
not a unilateral extension of the 1941 
agreement, but the construction of an 
entirely different plan, avoiding the 
anomaly of duplicate navigation facili- 
ties.” 

Mr. Kelly stated that the 1941 agree- 
ment contemplated construction of 4 
27-foot navigation channel along the 
International Rapids section of the St. 
Lawrence River (between Montrea] and 
Prescott), on the south side of the river, 
partly using an existing channel through 
some relatively open water stretches, 
but leaving in existence unchanged the 
present 14-foot canals already built by 
the Canadian government on the north 
side of the river. He said that C. D. 
Howe, the Canadian minister of trade, 
commerce and defense production, in an 
address on November 28, 1951, in Wash- 
ington, D.C., “conveyed the distinct im- 
pression” that Canada had in mind 
widening, lengthening and deepening the 
locks, and deepening the channels of the 
canal system on the north side of the 
river so that they would conform with 
the navigation standards of the Welland 
Ship Canal—27-foot navigation with 
provision for deepening to 30 feet. 

From a transportation point of view, 
the project (under the 1941 agreement) 
to construct and maintain an additional 
27-foot channel on the south side of the 
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St. Lawrence, and to maintain the exist- 
ing 14-foot canals on the north side of 
the river, was without justification, said 
Mr. Kelly. 

“This project would require mainte- 
nance of two canal systems where one 
would serve the purpose,” he said. “This 
would entail maintenance of personnel 
and equipment engaged in dredging op- 
erations, to open and close locks, and to 
tie up vessels in the approaches to the 
locks and during the locking process. It 
would also be necessary to maintain— 
in many cases to reconstruct—highway 
and railroad bridges over both canals 
and to relocate highways and railroad 
rights of way on both sides of the St. 
Lawrence River, particularly in the In- 
ternational section. 

“On the question of tolls the 1941 
agreement provides that tolls would ap- 
ply only on traffic utilizing the new deep- 
water navigation waterworks on the St. 
Lawrence River, excluding the 14-foot 
canals on the Canadian side now in ex- 
istence. On the other hand, the act to 
establish the St. Lawrence Seaway Au- 
thority, recently passed in the Canadian 
Parliament, provides that the Authority 
may, subject to the approval of the 
Board of Transport Commissioners, es- 
tablish tolls which shall be fair and rea- 
sonable on passengers, goods or cargo 
carried in vessels entering, passing 
through or leaving any canal or works 
under its administration . .. The Au- 
thority ‘may’ impose tolls on traffic using 
the existing St. Lawrence canals and the 
locks serving those canals if they are 
improved to the navigation standards of 
the Welland Ship Canal... This would 
seem to be a somewhat inconsistent ap- 
proach to the question of tolls in that 
authority is granted to impose tolls on 
traffic handled on the St. Lawrence 
canals if and when improved to Welland 
Canal standards, but no similar provi- 
sion is made for tolls on traffic using the 
Welland Canal. 

“Generally speaking, most of the traffic 
that uses the St. Lawrence canals would 
also use the Welland Canal, but the 
reverse is not true because there is 
considerable traffic that uses the Wel- 
land Canal that does not go east of 
Lake Ontario. 

“Those who profess to fear that the 
United States may be forced to pay 
excessive tolls on traffic handled over 
the improved channels on the north side 
of the St. Lawrence seem to overlook 
the fact that under the boundary waters 
treaty of 1909, the tolls must be set so 
that Canadian and United States ship- 
pers pay the same amounts for the same. 
kinds of cargo. Since whatever tolls 
are imposed by the Canadian govern- 
ment are to be subject to approval 
by the Board of Transport Commission- 
ers for Canada, it would appear that 
these fears are without foundation .. . 


“It is clear that there is no occasion 
for any action by the Eighty-second 
Congress and that our Canadian friends 
Should, if they believe it to be to their 
advantage, at their own expense, develop 
the navigation phase as to canals within 
Canada, and that the power phase 
Should be handled under the auspices 
of the International (Joint) Commis- 
sion. That course of action certainly 


would not mean abandonment by our 
nation of its joint interest in the bound- 
ary waters of the Great Lakes and the 
St. Lawrence River.” 


In an address before the Canadian 
Women’s Club of New York City, Lionel 


Chevrier, the Canadian minister of 
transport, said that though the 1941 
agreement between the United States 
and Canada contemplated construction 
of canals of a minimum depth of 27 
feet on the United States side of the 
Internatioinal Rapids section, “there is 
nothing to prevent them being put on 
the Canadian side, and general plans 
have been prepared for this possibility.” 
In order to achieve seaway standards, 
he said, it would be necessary to deepen 
further the various connecting channels 
between the Great Lakes to provide a 
minimum of 27 feet. He added that 
that work would be mainly dredging 
and that, except for the Welland Canal, 
it would be done by the United States 
under terms of the 1941 agreement. 

He said that Canada would “welcome 
full participation” by the United States 


25 


| TRANSPORTATION WEEK 


in the seaway project, “along the lines 
of the 1941 agreement,” but that, “with 
no end in sight to the congressional de- 
lays, we have been forced to consider. 
how else our objective can be achieved.” 
The Canadian parliament, he said, had 
created the St. Lawrence Seaway Au- 
thority “to complete the necessary works 
of the seaway from Montreal to Lake 
Erie, and to maintain and operate the 
Canadian canals on completion.” 

“If the 1941 agreement is approved, the 
Authority will construct the works as- 
signed to Canada in the joint venture,” 
he said. “If the project proceeds on any 
other basis, the Authority will complete 
an all-Canadian canal system.” 





J. T. Moore Elected General Chairman 
Of Mid-West Shippers Advisory Board 


Flat Car Shortage, Need for Cleaning Dirty Cars, Repair of ‘Bad 
Order’ Equipment Discussed at Annual Meeting in Chicago. Better 
L.C.L. Service Reported. R. S. Macfarlane Is Speaker at Luncheon. 


John T. Moore, assistant traffic 
manager of International Harvester 
Co., Chicago, was elected general 
chairman of the Mid-West Shippers 
Advisory Board at its annual meeting 
in the Sheraton Hotel, Chicago, Jan- 
uary 31. Mr. Moore succeeds T. C. 
Burwell, vice-president, A. E. Staley 
Manufacturing Co., Decatur, Ill. 


M. I. Adams, traffic manager, Cutler- 
Hammer, Inc., Milwaukee, was elected 
alternate general chairman, and C. R. 
Purcell, manager, transportation depart- 
ment, Quaker Oats Co., Chicago, was 
chosen general secretary. 

About 800 persons attended the meet- 
ing. 

Thirty-six board members were elect- 
ed to serve on the executive committee. 

Robert S. Macfarlane, president of the 
Northern Pacific Railroad, St. Paul, 
Minn., spoke at a luncheon sponsored 
jointly by the Mid-West board and the 
Traffic Club of Chicago. His subject 
was “What Price Inequity?” 

All past general chairmen of the 


board were honored at the luncheon. A 
number of these were present and were 
seated at a special table. 

Also present were the presidents of 15 





Left to right: A. B. Murphey, president, Traffic 
Club of Chicago and R. S. Macfarlane, president, 
Northern Pacific Railway Company. 





railroads, and vice-presidents of three 
others. 

A report on national transportation 
conditions was presented by A. H. Gass, 
chairman of the car service division, 
Association of American’ Railroads, 
Washington, D.C. 

J. J. Mahoney, general superintendent 
of the Santa Fe Railway, gave the re- 
port of the railroad contact committee. 


Retirement of G. M. Cummins 


Mr. Burwell opened the general meet- 
ing by announcing that George M. Cum- 
mins, chairman of the board’s executive 
committee, and traffic commissioner of 
the Davenport, Ia., Chamber of Com- 
merce, would retire in April, and, be- 
cause he would move out of the board’s 
territory, would no longer be a member. 

He then read the names of the past 
general chairmen who were being hon- 
ored at the meeting. 

Mr. Adams, giving the report of the 
executive committee meeting of Jan- 
uary 30, announced that a farewell party 
for Mr. Cummins would be given in 
Davenport, Ia., on March 27. 

A resolution honoring the memory of 
William David Beck, for 20 years dis- 
trict manager of the A.A.R. car service 
division, Chicago, was adopted. 

Mr. Gass said that the railroads had 
performed a total of 644,600,000,000 rev- 
enue ton-miles in 1951, a big increase 
over the corresponding figures for 1950 
and 1941. After stating that the rail- 
roads performed 475,000,000,000 revenue 
ton-miles in 1941, Mr. Gass said the rail- 
roads had realized a higher net income 
on the traffic hauled in that year than 
in 1951, despite the greater volume 
transported in the latter year. 

The railroads’ net return last year 
was 3.66 per cent, as against 4.24 per 
cent ten years ago, said Mr. Gass. 

Despite the lower return in 1951, Mr. 
Gass declared, the railroads committed 
$1,400,000,000 to enlargement and im- 
provement of their facilities. He said 
the railroads added 87,729 cars to their 
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supply last. year and now had 33,135 
more’ cars in service than in January, 
1950. 

Mr. Gass told the board that the rail- 
roads also added 3,827 units of diesel 
power in 1951 and that 108,913 cars were 
on order January 1, 1952. 

Mr. Gass asserted that steel alloca- 
tions for freight car construction were 
not sufficient. He said the railroads had 
been given enough steel to build 19,983 
cars in the first quarter of this year, 
and 15,000 in the second quarter. The 
railroads last year had retired 50,000 
cars, and the steel allocations in the first 
and second quarters would just about 
enable the railroads to offset retirements, 
he said. He forecast a “marked” in- 
crease in rail traffic by the middle of 
March. 

In a discussion on flat cars, Mr. Gass 
said that orders for flat cars would be 
increased as deliveries were made. He 
said the railroads had added 3,022 flat 
cars to their supply in 1951. 

In answer to a suggestion from the 
floor that the railroads work their re- 
pair shops six days a week to cut down 
the number of bad order cars, Mr. Gass 
said “bad orders” now amounted to 5 per 
cent of the total car supply, and that the 
railroads hoped to get below that figure 
this year. He said the “bad order” fig- 
ure had recently been as high as 8 per 
cent. 

Cites Traffic World 


When he was asked why shippers 
should pay demurrage when they didn’t 
unload, while the railroads didn’t pay 
anything for delaying cars, Mr. Gass said 
that it was recently reported in TRAFFIC 
Wortp that several railroads had been 
fined sizable amounts for violating serv- 
ice order number 866 (T.W., Nov. 24, 
1951, p. 61). 

Mr. Mahoney, reporting for the rail- 
road contact committee, said the “No. 1 
shortage” in board territory appeared to 
be flat cars. 

He said the supply of flat cars had de- 
clined 12,165 since VJ Day and was in- 
adequate to meet all requirements. He 
reported that Class A box cars and gon- 
dolas were in short supply, but that open 
and covered hoppers were presently in 
good supply. ° 

Commenting on bad order cars, Mr. 
Mahoney said that presently the rail- 
roads had had an increase in home 
ownership on line, and that because of 
this return of cars from other lines, they 
would soon be able to upgrade them. He 
said this was the season for repairing 
bad-order cars. 

F. Wade, of Corn Products Co., told 
Mr. Mahoney that his firm was spending 
$12,000 a year to upgrade cars, and 
asked when more Class A box cars would 
be forthcoming. Mr. Mahoney replied 
that the materials shortage was holding 
up deliveries, adding that there were now 
enough box cars on order that, if deliv- 
ered, they would supply all requirements. 


Less-Carload Service 


Reporting for the less-carload com- 
mittee, H. B. Spamer, assistant general 
traffic manager, Spiegel, Inc., Chicago, 
said that l.c.l. service had improved con- 
siderably between major points, but was 
still lagging on off-line points, particu- 
larly in Iowa. He said the railroads 
needed better schedules and more truck- 
rail coordinated service. 

Truck service had fallen down, and it 





was now “time for the railroads to go all 
out for additional] 1.c.l. business,” he said. 

At the i.cl. committee a day earlier, 
Mr. Spamer predicted that l.c.l. tonnage 
would increase through additional ton- 
nage, partly because of restrictions on 
parcel post package weight and dimen- 
sions under recently enacted legislation. 


Plea for Fair Competition 


All that America’s railroads asked was 
“even-handed justice—the opportunity to 
compete fairly and freely for your busi- 
ness, and the opportunity to prosper and 
remain strong in order that they may 
continue to serve the _ transportation 
needs of commerce and the demands of 
the nation in any emergency,” President 
Macfarlane, of the Northern Pacific 
Railway, said in his address at the 
luncheon session of the board. 


Mr. Macfarlane said that existing 
competitive inequalities among carriers 
should be corrected, and that managerial 
discretion should be restored to the rail- 
roads in order to permit reasonable, but. 
prompt, rate adjustments needed to meet 
changes in operating costs. 

“I don’t mean that restrictive legisla- 
tion should be imposed on the truckers, 
the air lines or the waterways,” he said. 
“Each performs a necessary and useful 
transportation function, and, where each 
can best serve, it should be permitted to 
serve without unreasonable restriction. 
But the competition between the various 
transportation agencies should not be 
‘weighted’ by the use of unequal regula- 
tion or continuing subsidy.” 


Present competition, he asserted, was 
more than adequate to prevent any abuse 
should the power of managerial discre- 
tion be restored to railroad management. 

“The authority of the Commission to 
correct unreasonable, preferential or dis- 
criminatory rate adjustments is ample 
to guarantee that the public interest 
will, at all times, be fully safeguarded,” 
he said. 

“These two basic remedies cannot be 
brought to pass by wishful thinking. 
Legislative action is necessary, and you 
men to whom dependable, efficient trans- 
portation service is a necessity—and 
only you—can bring about the adoption 
of such legislation ... 

“The nation’s major transportation 
problem for more than a quarter of a 
century has been the inability of the 
railroads to earn a sufficient return on 
their investment to make them finan- 
cially strong and thereby insure their 
continued operation under private man- 
agement.” 

‘Critical’ Situation 

The situation was especially critical 
today, he said, because the nation was 
in the midst of a gigantic rearmament 
program which required that the rail- 
roads—“the backbone of our national 
transportation system”—remain at top 
efficiency. 

The railroads’ financial plight was 
more critical now than a decade ago, he 
continued, because the industry had not 
been permitted to increase its rates suf- 
ficiently to offset increasing costs of 
labor, equipment and supplies, and be- 
cause of the increasing loss of business 
to competition which was subsidized by 
the government was less handicapped by 
government regulations than were the 
railroads. 

“Inherent in regulation is the coordi- 
nate obligation that property devoted to 
the public use under efficient manage- 
ment shall receive a fair return,” he de- 
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clared. ‘Hence, it becomes the respon- 
sibility of every regulatory body not only 
to protect the public interest, but equally, 
to protect public savings invested in 
property devoted to public use.” 


Railroad earnings had been pitifully 
inadequate in recent years, the average 
return on net investment being 3.32 per 
cent from 1946 to 1949; 3.96 per cent in 
1950; and only 3.54 per cent in 1951, 
he said. 

“Tronically, the industry has been able 
to preserve these meager earnings only 
by pouring billions into a program of 
expansion and jmprovement, thus en- 
abling it to attain a record efficiency in 
operation—earnings which, by the way, 
would have produced more profit to the 
owner if invested in almost any other 
line of industry,” Mr. Macfarlane averred. 


Praises Bricker Report 


He quoted at length from the recent 
“Bricker report” on the transportation 
inquiry by a subcommittee of the Senate 
interstate and foreign commerce com- 
mittee, and from the addresses by Sen- 
ator Bricker before the Traffic Club of 
Chicago (T.W., Dec. 8, p. 25) and the 
regional transportation conference of the 
Chamber of Commerce of the United 
States in Cleveland (T.W., Dec. 22, p. 21). 

“The findings and conclusions con- 
tained in the report are not those of the 
railroad industry, or of anyone con- 
nected with the industry, but the view 
of a group of impartial public servants 
attempting to find the solution to one 
of the most difficult business problems 
facing America today,” he asserted. 


“Tt is my sincere conviction,” he con- 
cluded, “that every citizen who believes 
in private enterprise has an obligation to 
do everything in his power to remove 
the threat of nationalization by seeing to 
it that the (railroad) industry, under 
efficient management, is given the chance 
to be financially strong.” 


Freight Loss and Damage 


Mr. Purcell reported for the loss and 
damage committee, which met the pre- 
ceding day. Speakers at the committee 
meeting were Robert E. L. Harmon, 
packaging and loading supervisor of 
the Western Weighing & Inspection Bu- 
reau, Chicago, and A. L. Green, special 
representative of the A.AR. freight 
claim division at Chicago, who talked on 
the national claim situation, progress 
in establishing the new prevention sec- 
tion and the present status of the board’s 
recommendation that freight claim sta- 
tistics be broadened to break down con- 
cealed and unlocated damage. 


Mr. Purcell reported that in the com- 
mittee meeting a motion had been made 
to set up a committee on classification 
to deal with upgrading of motor car- 
rier industry packaging requirements so 
that they would conform with those of 
the railroads. It was stated in the 
meeting, Mr. Purcell said, that because 
its packaging requirements were so 
much lower than those of the railroads, 
the trucking industry was breaking 
down the Rule 41 packaging program 
by rail. It was reported that motor 
carriers were accepting second hand 
packages, and that some of these pack- 
ages were finding their way into rail 
transportation, with the result that both 
truck and rail claims were increasing. 
After some discussion by the board 
members, it was agreed to forward the 
motion to the National Association of 
Shippers Advisory Boards for consider- 
ation. 

After Mr. Harmon’s talk on proper 
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Top: Left to right—M. |. Adams, newly elected board alternate general chairman; John T. Moore, 

newly elected board general chairman; T. C. Burwell, retiring board general chairman; and C. R. 

Purcell, newly elected board general secretary. Bottom: Past board general chairmen honored at 

luncheon left to right—George M. Cummins, Lawrence Farlow, T. C. Burwell, A. H. Schwietert, Clayton 

F. Devine. Another past chairman at the luncheon was J. E. Bryan but he was not present when the 
photograph was taken. 


packaging, the loss and damage com- 
mittee members engaged in a discussion, 
in which it was stated that many pack- 
ages shipped by rail were not properly 
closed or sealed. It was stated that poor 
application of box closure, due to im- 
proper wetting of gummed tape in cold 
water, was probably the cause. It was 
suggested that shippers insert an electric 
heating unit in cold water used for wet- 
ting gummed tape, or keep the water 
at room temperature. 


Claims Up in 1951 


Mr. Green, in discussing the national 
claim situation, said that he estimated 
the 1951 claim figure at $97,000,000 to 
$98,000,000. He said that, for the first 
11 months of 1951, claims totaled $89,- 
000,000 up 9.6 per cent from the same 
1950 period. He reported, however, that 
Since last July there had been a definite 
downward trend in new claims filed. 


If inflation did not go much further, 
Mr. Green said, the claim figure might 
level off in 1952, and might even result 
In a better year than in 1951. 


Mr. Green said the railroads now had 
400,000 new cars equipped with modern 
draft gears, and high speed trucks, which 
softened the effects of shock and vibra- 
tion on lading in transit. 


He said that certain commodities 
which rated high in claim costs would 
hot move in as great a volume as in 
1950 or 1951, and that fibre boxes would 
be in good supply, both factors making 
for a better year in 1952. 

Mr. Green reported that the claim 
prevention section had received a $25,000 


appropriation to produce a film in color 
on perfect switching, and an additional 
appropriation for a training film on less- 
carload service. 


He said two posters for the Perfect 
Shipping Campaign would be put out by 
the claim prevention section this year. 
One of the posters, he said, would em- 
phasize the importance of slowing down 
the coupling speed of cars. 

Regarding formation of the new claim 
prevention section, Mr. Green said delay 
encountered in selecting a director was 
holding up the program. 

With respect to progress made in de- 
vising a new claim report breaking down 
the categories of concealed and un- 
located damage, Mr. Green said the 
freight claim section was giving the 
matter proper consideration. However, 
he said, such a program would require an 
additional number of men at freight 
stations to do inspection work, and all 
inspectors would have to receive addi- 
tional training, which factors. would in- 
crease transportation costs. 


Clean Car Committee 


W. J. Slawny, manager of the trans- 
portation department of the Milwaukee 
Grain Exchange, gave the report of the 
clean car committee. He said it cost 
more than $100,000,000 annually to clean 
cars, and asserted that such a cost was 
covered in the freight rates paid by ship- 
pers and receivers of freight. He also 
said that failure to clean freight cars 
reduced car utility as much as three tuo 
four days. He reported that the com- 
mittee planned to launch a _ publicity 
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campaign to teach shippers the value of 
cleaning cars. 

Mr. Wade, of Corn Products Co., at 
this point, said the way empty cars were 
coming into his plant with debris in 
them was “terrible.” He said it was cost- 
ing his firm $100 a week to take away 
the rubbish which came in with the cars. 
Stating that he was getting “sick and 
tired” of the situation, he said his firm 
was going to start rejecting all such cars 
in the future. Earlier, in the loss and 
damage commiitee meeting, Mr. Wade 
complained about the number of cars 
coming in to his plant with staples in 
the walls. He said such staples were 
tearing paper bags and “upping” his 
claim figure. 


Legislative Matters 


C. W. Stadell, traffic manager of the 
Illinois Coal Traffic Bureau, Chicago, 
reported on legislative developments. 
Stating that legislative proposals for 
building of the St. Lawrence seaway and 
power project were pending before the 
Senate foreign relations committee and 
House public works committee and 
might be reported favorably, Mr. Stadell 
suggested that the Board reproduce an 
article by A. H. Schwietert, traffic direc- 
tor of the Chicago Association of Com- 
merce & Industry, which appeared in a 
recent issue of the Rotarian magazine, 
and that it send copies to board members 
to be forwarded to their respective mem- 
bers of Congress. Mr. Schwietert’s article 
set forth arguments in‘ opposition to con- 
structing the St. Lawrence seaway. 

Mr. Stadell’s suggestion was put in the 
form of a motion, which the board 
adopted. 

Reporting that 19 bills had been in- 
troduced in January by Senator Johnson, 
of Colorado, to revise transportation laws, 
Mr. Stadell said the legislative committee 
was presently examining them and would 
recommend action on some of them in 
the future. 

Emil G. Stanley, executive vice-presi- 
dent and secretary of the Traffic Service 
Corporation, Chicago, gave the report of 
the publicity committee, of which he is 
chairman. 

Mr. Stanley, commenting on publicity 
for the annual meeting, said he had 
made arrangements for a press table at 
the joint luncheon, and had arranged for 
the taking of pictures of the speakers. 
He praised L. L. Perrin, manager of pub- 
licity for the Northern Pacific Railroad 
for his assistance in publicizing the talk 
of Mr. Macfarlane 

J. J. Hayden, district manager of the 
A.A.R. car service division at Chicago, 
— the local transportation situa- 
ion. 


Local Transportation Conditions 


Reporting that the railroads had been 
handicapped by the bad weather and 
that this had resulted in shortages of 
cars in the past few weeks, Mr. Hayden 
said that the railroads were again ap- 
proaching a normal basis. 


Though flat cars continued to be in 
very short supply, the situation was bet- 
ter, however, than it was at this time 
last year, he said. 

He said the box car situation was bet- 
ter, too, although there was some delay 
in supplying cars for high class lading. 

Mr. Hayden then called on D. Benton, 
of the A.A.R. refrigerator car section, 
who reported on the refrigerator car 
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situation. Mr. Benton said all concerned 
with refrigerator cars should become 
“prompt conscious,” moving cars 
promptly and releasing them clean. 

Mr. Hayden, commenting on the fu- 
ture, said the indications were that the 
railroads would need all cars available 
to meet the demands of board members 
this year. 

Mr. Moore, the new general chairman, 
had varied traffic experience before he 
joined the Springfield, O., works of In- 
ternational Harvester Co., in November, 
1934. He previously had worked for the 


Chicago & Alton Railroad, the Chicago 
& Eastern Illinois Railroad, and the old 
Dodge Brothers Co. Shortly after he 
began with International Harvester as a 
stock ‘supervisor, Mr. Moore was trans- 
ferred to the general offices in Chicago, 
where he was placed in charge of various 
functions within the traffic department. 
On July 1; 1946, Mr. Moore became as- 
sistant traffic manager, after having had 
experience in all the major phases of 
traffic administration, including several 
special assignments on rate problems. 
He was born in Chicago. 


Twenty-seven new members were ap- 
proved at the meeting. 

The next meeting was set for April 
16-17 in the Morrison Hotel, Chicago. 





Northwest Advisory Board Reaffirms 
Demand for 10,000 Rail Cars a Month 


Holds Present Steel Allocations ‘Totally Inadequate’ for Expanding 


Economy Even If No War Intervenes. 


Board Reelects Luth, All 


Other Officers. To Hold 100th Meeting April 24 in Minneapolis. 


A resolution “emphatically restat- 
ing our conviction that top priority 
consideration” be given a steel allo- 
cation program sufficient to build 
10,000 railroad freight cars a month 
over and above monthly car retire- 
ments until the total car supply was 
increased by a minimum of 150,000 
cars was adopted by the Northwest 
Shippers Advisory Board at its an- 
nual meeting January 31 in the Hotel 
Nicollet, Minneapolis. 


The resolution had been drafted by the 
board’s executive committee the previ- 
ous day, 24 hours before board members 
heard Defense 
Transport. Admin- 
istrator outline the 
need for more steel 
for freight cars 
(T.W., Feb. 2, p. 13). 

Terming present 
steel allocations, 
estimated to pro- 
vide an  approxi- 
mate gain of only 
1,000 freight cars a 
month, “totally in- 
adequate to even 
supply the require- 
ments of our nor- 
mal expanded economy,” the _ board 
resolution asserted that “railroad facili- 
ties and equipment, particularly freight 
cars, are inadequate to provide trans- 
portation for the normal expansion of 
our economy and would face a critical 
breakdown should our country be called 
upon to stem the tides of another ex- 
treme national crisis.” 

“There is a practical limit to the de- 
gree of relief that can be obtained from 
restrictive orders, such as heavy loading 
or penalty demurrage,” the resolution 
declared. 

The board said that railroad transpor- 
tation had, and would continue for the 
foreseeable future, to provide the back- 
bone of “logistics” accompanying na- 
tional emergencies. 

In a second resolution the board 


L. E. Luth 





repeated its former reauest that the 
Department of Agriculture stagger the 
maturity date on grain loans so as to 
permit the movement of the old grain 
prior to the advent of the new harvest. 

“The grain loan program .. . results 
in a tremendous burden on the railroads 
for the movement of the loan grain 
and the new crop simultaneously,” and 
“this adds to an already critical short- 
age of box cars at a time of peak de- 
mand,” the board statement averred. 

A third resolution, drafted by the 
shippers’ less-carload transportation 
committee, was also adopted. 

“In the interests of imoroved less-car- 
load service and to ease the shortage of 
box cars, the less-carload committee 
favors the principle of truck service in 
lieu of box car service on l.c.l. merchan- 
dise traffic on the part of rail carriers 
on a station-to-station basis,” it was as- 
serted in the resolution. 

General Chairman L. E. Luth, director 
of traffic, Gould National Batteries, Inc., 
St. Paul, was reelected, as were the other 
officers and state vice-chairmen, as fol- 
lows: 

Alternate general chairman, R. E. 
Dobbins, Dobbins-Taylor Co., Minneap- 
olis; general secretary, W. E. Keller, vice- 
president, Truax-Traer Coal Co., Minot, 
N.D.; assistant general secretary, F. L. 
O’Neill, general traffic manager, Minne- 
sota Mining & Manufacturing Co., St. 
Paul; state chairman—Minnesota, G. H. 
Westberg, secretary, Northern Cold 
Storage & Warehouse Co., Duluth; Mon- 
tana, I. N. Early, traffic manager, 
Billings Traffic Bureau; North Dakota, 
R. F. Gunkelman, president, Gunkel- 
man & Sons, Fargo, and South Dakota, 
E. F. Norman, secretary, Public Service 
Commission, Pierre. 

In his report on the board’s com- 
modity forecast (T.W., Jan. 19, p. 29), 
Secretary Keller observed that the total 
movement of iron ore on the Great Lakes 
in 1951 amounted to 89,092,012 tons, or 
99 per cent of the objective of 90,000,000 
tons. 

“While everyone has been keeping his 
eye on the Great Lakes ore ships to see 
whether the nation’s demand for iron 
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would be met, it became apparent that 
rail shipments had turned the trick,” 
said Secretary Keller. “Mining men esti- 
mated that about 6,000,000 tons of ore 
have moved to eastern steel mills by rail 
during 1951 from the mines that ring 
Lake Superior.” 

State chairmen, in written reports 
commented on transportation develop- 
ments in their areas. Mr. Gunkelman 
reported that $100,000,000 had been spent 
in North Dakota for oil exploration, 
drilling, and in payment for leases. Oil 
was rapidly becoming an important 
factor in North Dakota’s economy, and 
might become a considerable source of 
income to the transportation companies 
serving the state, he said. 

Mr. Norman, reporting for South Da- 
kota, said that much school and private 
land in the western half of that state 
had been leased in the past year to oil 
companies. 


Hear W. E. Callahan 


Shippers in the area should receive an 
adequate supply of box cars during the 
year, W. E. Callahan, manager, open 
top section, car service division, Associ- 
ation of American Railroads, Washing- 
ton, D.C., teold the board. High-grade 
box cars would be in tight supply 
throughout the year, a severe shortage of 
hopper cars would develop within 60 
days, and it appeared inevitable that the 
gondola shortage would continue 
throughout 1952 because of expanded 
steel production, he reported. 

Mr. Callahan forecast that the car 
shortage during the period of heavy 
loading late this year would be more 
serious than it was in the fall of 1951. 


A pulpwood shipper from northern 
Minnesota expressed his thanks to the 
A.A.R. for its efforts to improve the car 
supply for this industry. 


George H. Shafer, general traffic man- 
ager, Weyerhaeuser Sales Co., St. Paul, 
praised the railroads in the northwest 
for their successful efforts in reducing 
the proportion of bad-order cars. 

“The railroads nationally should aim 
at a proportion of 3 per cent for bad- 
order cars,” he said. “Then we would be 
in fine shape with respect to the car 
supply.” 

G. E. Hunt, traffic manager, Butler 
Bros., Minneapolis, reporting for the 
loss and damage prevention committee, 
urged the railroads to observe Rule 64 
governing inspection of equipment, to 
avoid furnishing damaged cars to ship- 
pers. 


Mr. Hunt suggested that shippers 
adopt the bonded block method of car- 
loading when possible. This method had 
— Butler Bros. reduce its claims, he 
said. 


W. M. Christel, superintendent of 
transportation, Soo Line Railway, re- 
porting for the railroad contact com- 
mittee, said that the railroads had de- 
cided to tighten up their inspection of 
cars in order to furnish more good cars 
to grain shippers. 


L.C.L. Service Improved 


An improvement in rail merchandise 
freight service was noted both by E. W. 
Ledin, supervisor, merchandise traffic, 
Soo Line, for the rail subcommittee, and 
Philip Halverson, traffic manager, Our 
Own Hardware Co., Minneapolis, for 
the shippers’ less-carload committee. 


In the Twin Cities the railroads had 
expedited such service by using motor 
trucks rather than trap cars to exchange 
freight, said Mr. Ledin. Mr. Halverson 
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observed that a number of railroads had 
published merchandise schedules. 

O. W. Galloway, Pillsbury Mills, Inc., 
Minneapolis, reporting for the car ef- 
ficiency committee, recommended that 
grain shippers use paper tape to repair 
small cracks in the floors of box cars. 

“It costs only 5 cents, compared with 
the price of $3.75 for grain doors which 
some shippers are using across the floors 
of cars,” he said. 

General Chairman Luth announced 
that 44 new applications for membership 
had been received, the largest number 
received at any meeting of the board. 

The northwest board would observe its 
one hundredth meeting by gathering 
April 24 in the Hotel Nicollet, Minne- 
apolis, for the spring meeting, he an- 
nounced. The board was founded in 
1923. 



























The luncheon at which Mr. Knudson 
spoke was sponsored jointly by the. board 
and the Traffic Club of Minneapolis. The 
two organizations will co-sponsor a 
luncheon April 24, it was announced. 
Mayor Eric Hoyer, of Minneapolis, wel- 
comed board members and guests. How- 
ard A. Shultz, traffic club president, 
presided. 


Trucks and Congestion 


The motor trucking industry may ex- 
pect increasing restrictions of its opera- 
tions in the nation’s cities, according to 
Henry K. Evans, transportation special- 
ist of the Chamber of Commerce of the 
United States. He told the Local Cart- 
age National Conference meeting in 
New York City that growing downtown 
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traffic volume, already 50 per cent higher 
than 10 years ago and apparently headed 
for higher levels, was causing more and 
more streets to be closed to truck op- 
eration. 

Mr. Evans, who was moderator of a 
panel session, entitled “How can local 
truckers avoid being legislated off the 
streets?” recommended that: 

“1. Truckers and merchants work out 
means of speeding up loading and un- 
loading operations; 

“2. City officials provide for an ade- 
quate number of reserved curb truck 
loading zones, selected on a basis of 
engineering study; 

“3. Truckers, merchants and city of- 














Graduation exercises marking comple- 
tion of studies at the Academy of Ad- 
vanced Traffic, New York City, by a 
Class of 84 men were held the evening 
of January 31 at the Socony-Vacuum 
Oil Co. Training Center in New York 
City. 

Charles W. Braden, general traffic 
manager, National Distillers Products 
Corporation, New York, was the speaker 
for the occasion. As the basis of his 
talk, he used the material he had writ- 
ten and published in the form of a book- 
let, entitled, “The Story of the Historical 
Development of the Economic Regula- 
tion of Transportation.” Each graduate 
received a copy of the pamphlet. 

In his introductory remarks, Mr. 
Braden noted that, beginning in 1846, 
there had been a number of British ex- 
periments with commissions set up to 
deal with railroads. The early history 
of the commission movement in the 
United States, he said, was bound up 
with the problem of railroad supervision 
and control—first by the states, finally 
by the federal government and its inde- 
Pendent regulatory commission. Mr. 
Braden then described the development 
of legislation affecting transportation, 
Including the interstate commerce act 
and important amendments to it. 


Several Supreme Court decisions that 
had far-reaching effects on carriers in 





Academy of Advanced Traffic Adds 84 to Alumni List 


the early history of their regulation were 
discussed by Mr. Braden. He reviewed 
developments that preceded enactment 
of the transportation act of 1940 and 
dealt briefly with federal laws affecting 
freight forwarders, air carriers and 
water carriers. 


The present situation in transporta- 
tion, he said, involved “the age old prob- 
lem of the adjustment of relations of 
government to carriers.” That prob- 
lem had become increasingly complex in 
recent years because of increased activity 
of the government in creating and im- 
proving facilities for transportation by 
land, water and air and because of the 
concomitant and consequent increase in 
the number and types of carriers. He 
pointed out that a number of legislative 
proposals designed by their authors to 
remedy some of the conditions about 
which carriers and shippers had com- 
plained were now pending before the 
Senate interstate and foreign commerce 
committee. 


Following are the names of the mem- 
bers of the graduating class: 

Oke E. Anderson, Bruce W. Arnold, 
George A. Atkinson, John D. Banker, 
Justin W. Bazilus, Milton Bernstein, 
James W. Cameron, Steve Chiszar, Peter 
J. Civardi, William H. Collister, Peter 
Comtabad, Jr., John J. Curran, Michael 
F. De Clemente, Hector J. De Soiza, 








































































John J. Deus, Thomas J. Donohue, Frank 
Duh, Jr., James J. Dwyer, Jr. 

John V. Egan, Anthony A. Farbizio, 
Alban J. Fee, Jr., Malcolm Findlay, John 
J. Fitts, David Flint, Robert Flint, Wil- 
liam Fogarty, Gus Geismar, John W. 
George, William Gillen, William God- 
dard, Irving Goldberg, Angelo Grandelli, 
Russell F. Guba. 

Frank W. Hamer, Douglas Hassell, 
Edward R. Herlihy, Edward J. Hobbs, 
Jr., Maurice W. Houghton, John P. 
Indyk, William E. Johnson, Robert L. 
Juillerat, John J. Kelly, William M. Kirk, 
Kurt S. Kochler, Edward J. Kozlowski, 
Abe Krimsky, William J. Kwapisz. 


Fred La Croce, Frederick J. Landolfe, 
John C. Leonard, John J. Linton, John 


J. Lorden, Elliot Lorents, William J. 
McNulty, James Mackie, Gerard J. 
Maloney, Vincent D. Mazzia, John 


Minervini, Robert H. Monahan, George 
A. Murphy, John P. Murray, Samuel A. 
Nierenberg, Vincent R. O/’Connell, 
Thomas K. Pickhardt. 

Philip A. Radicchi, Stanley R. Rogers, 
Martin Rudolph, James B. Ruehl, Rich- 
ard C. Ruggles, Wilton A. Ryder, Edwin 
A. Salonius, Joseph Santry, Robert T. 
Schmotzer, Harold J. Shaw, Ralph E. 
Smith, Philip Solomons, Robert D. 
Stair, Israel Starr, Ernest D. Strauss, 
John Ural, Vito Volino, Raymond A. 
Weckstein, Frank G. Woods, and 
Stanley Yudenfreund. 
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ficials cooperate on plans for more ef- 
ficient street usage, such as one-way 
streets, improved signals, prohibited 
parking and turning restrictions; 

“4. More off-street and alley truck 
loading bays be provided by downtown 
businessmen through both voluntary 
means and municipal regulations.” 


N.Y.C. to Analyze Its 


Passenger Operations 


In an effort to “increase passenger rev- 
enues, tailor service more closely to the 
public’s needs and wishes and put it on 
a sound economic footing,” the New York 
Central System is undertaking “the most 
comprehensive analysis of its passenger 
operations ever attempted,” according to 
Gustav Metzman, president. 

The Central’s management will be as- 
sisted in the project by Robert Heller & 
Associates Inc., management consultant 
firm of Cleveland, O. 

“Adequate railroad passenger service 
on a self-supporting basis is vital to the 
nation’s‘ peacetime economy, and even 
more-so to the defense effort,” Mr. Metz- 
man said. “It is essential that railroads 
be able to render this service without 
suffering losses which if allowed to con- 
tinue could undermine the railroads’ 
financial structure. 

“In attacking the problems presented 
by this situation, we determined to add 
to our own resources the fresh objective 
viewpoints and broad experience of the 
Heller organization which has rendered 
valuable service to many important in- 
dustrial concerns, railroads and the fed- 
eral government. 

“We intend to look again into every 
phase of passenger. service with a view 
to attracting a greater volume of traffic 
to our trains and also to eliminating the 
heavy losses which we, like most other 
railroads, now incur in passenger op- 
erations. 

“We have purchased more new post- 
World War II passenger train cars than 
any other railroad—840 of them at a 
cost of approximately $80,000,000. Our 
multi-million dollar dieselization pro- 
gram has enabled us to use modern, 
smooth-running diesel power on practi- 
cally all our principal through passenger 
trains. Naturally, we wish to insure that 
with this new equipment we are render- 
ing the best possible service to the public 
and doing it in the most efficient manner. 

“With respect to losses suffered by the 
Central and other roads in passenger 
train operation, many factors complicate 
the picture, including special privileges 
granted to our competitors. But, within 
the realm of our own operations and 
policies, we are going to continue looking 
hard for ways to attract more business 
and to make passenger service pay.” 


Continental Transport Meeting 


W. H. Rose, president, and Milton E. 
Harris, executive vice-president, of the 
Continental Transportation Lines, Inc., 
were toastmaster and principal speaker, 
respectively, at Continental’s twentieth 
annual meeting January 25-26 in Pitts- 
burgh, Pa., which was attended by 
branch and district sales managers and 
solicitors from all company terminals. 


The meeting was closed with a banquet 
at the Pittsburgh Athletic Association, 
at which there were about 100 invited 
guests. 


‘Specific’ Plan for Airway 
User Charges to Be Issued 


Soon, Budget Bureau Says 


In a report it has filed with the 
Senate committee on expenditures in 
the executive departments, the Bu- 
reau of the Budget says that it plans 
to present “a specific program” of 
airway user charges to Congress, “at 
an early date.” 


The report, dated January 28, 1952, was 
entitled, “Bureau of Budget Progress 
Report on the Review of Charges for 
Services and Products.” In an introduc- 
tory statement the bureau said that the 
project discussed in the report was ini- 
tiated nearly two years ago, “for exam- 
ination of charges presently made for 
government services and products and of 
services rendered to special beneficiaries 
without charge.” The purpose of the 
project, the bureau said, was “to obtain 
for the government adequate. compensa- 
tion for such services and products where 
it is appropriate, and obtain policies that 
provide reasonably equitable treatment 
for similar services rendered by different 
departments or to different clienteles.” 

Reference was made in the report to 
provisions of Public Law 137, Eighty- 
second Congress (the independent offices 
appropriation act for fiscal year 1952) 
containing an expression of the “sense 
of Congress” to the effect that govern- 
ment departments and agencies should 
require payment of fees for their services 
so as to make them self-supporting as 
nearly as possible. Quoted in the report 
was the following excerpt from the Pres- 
ident’s budzvet message for 1948: 

“While it is not sound public policy 
to charge for all services of the federal 
government on a full-cost basis, and 
many services should be provided free, 
the government should receive adequate 
compensation for certain services pri- 
marily of direct benefit to limited 
groups.” 

In discussion of services of the Civil 
Aeronautics Administration, the bureau 
cited recommendations made by Presi- 
dent Truman in his budget message for 
1953 for the establishment of airway 
user charges. 


Comment on I.C.C. 


Dealing with services of the Inter- 
state Commerce Commission and the 
possible imposition of fees therefor, the 
Budget Bureau said: 

“An Interstate Commerce Commission 
staff committee has been studying inten- 
Sively the question of imposing fees in 
connection with certificate proceedings, 
approval of inter-carrier contracts, ap- 
proval of security issues, and the various 
other forms of regulatory proceedings 
conducted by the Commission. In view of 
the varied nature of the proceedings, the 
development of an equitable fee system 
presents difficult problems. In its study. 
the Commission staff is seeking the ad- 
vice of representatives of the regulated 
industries.” 


Under action already taken in fur- 
therance of the project described in its 
report, the Budget Bureau said, it was 
estimated in the 1953 budget that more 
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than $22 million a year in additional 
collections from a variety of sources 
would be produced for the federal gov- 
ernment. It noted that the budget also 
estimated that another $15 million a 
year would be received if legislation 
now being prepared were enacted. 

“The work still in progress on trans- 
portation agencies may result in even 
larger amounts for the Treasury,” the 
Budget Bureau said. 

The Budget Bureau set forth in its 
report a “list of areas tenatively pro- 
posed for formulation of uniform policies 
on user charges” in which were included 
the following: 

(1) Applications, permits, licenses, reg- 
istrations, certificates, etc., and docu- 
ments and documentary services, of reg- 
ulatory agencies; (2) publications—peri- 
odical and special studies; (3) trans- 
cripts and abstracts of documents; (4) 
maps, charts, photos, and blueprints; 
(5) reproduction of documents and other 
material by photostat, microfilm, litho- 
graphs, etc.; (6) certified copies of docu- 
ments, and (7) recording titles, bills of 
sale, etc. 




















Business Mail Council 
Campaigns to Restore 


Parcel Post Service Cuts 


The National Council on Business 
Mail, at its recent annual meeting in 
the Palmer House, Chicago, launched 
a campaign “to prevent further curbs 
on parcel post traffic and to eliminate 
the present discrimination being 
practiced against citizens of first 
class post offices,” President George 
F. McKiernan, Chicago, announced. 


The council will write industria traf- 
fic managers throughout the country, 
asking them to join an effort to restore 
recent cuts in parcel post service. 

Elected to the council’s 15-man board 
of directors were several traffic man- 
agers, including the following: Jesse 
M. Cody, general traffic manager, Butler 
Brothers; Harold M. Hansen, general 
traffic manager, R. R. Donnelley & Sons; 
Fay L. Waggoner, traffic manager, Al- 
dens, Inc., and Richard Webber, general 
traffic manager, Spiegels, Inc., all from 
Chicago. 

“Since the first of the year mailers in 
first class post offices have been receiving 
parcel post service comparable to World 
War I,” said Mr. McKiernan. “The sud- 
den cutback to the weight and siz 
limits in effect before 1914 has resulted 
in higher packaging and shipping costs 
for many business firms, as well as con- 
fusion in the Post Office Department.” 

There was no basis, he asserted, for 
the argument that the decline in Rail- 
way Express Agency business was caused 
by a diversion to parcel post. 

“Parcel post volume actually decreased 
by more than 40,000,000 pieces in the 1950 
fiscal year as compared with the pre- 
vious year,” he said. 

Mr. McKiernan declared that the sub- 
stantial decline in R.E.A. operations 
since 1946 was paralleled by four major 
rate increases between 1946 and 1950. 

“Size and weight limits on parcel post 
were never a factor in the express de- 
cline, as the same limits applied in 194 
as in 1950,” he said. 

“Cutting the size and weight of parce! 
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post shipments is not the answer to the 
postal deficit problem,” continued Mr. 
McKiernan. “This new law will deprive 
the Post Office Department of revenue 
and throw an additional burden on the 
remaining volume of small packages in 
proportion to overhead costs. 

“We are not opposed to parcel post 
rate increases to cover the cost of han- 
dling such mail. The parcel post size 
and weight limit law denies whole com- 
munities the benefits of a public service 


that used to be equally available to all. 
In effect, this new law forces certain 
types of shipments—but only between 
certain points—into less_ satisfactory 
channels. 

“Parcel post service is the only truly 
nation-wide service we have for trans- 
porting all packages expeditiously and 
economically.” 

Organized in 1925, the National Coun- 
cil on Business Mail represents about 
300 large mail shippers. 





Truck-Trailer Builders Oppose Ton-Mile 
Tax, Address Materials Plea to N.P.A. 


Manufacturers’ Association, in Convention at Houston, Tex., 
Elects W. E. Grace, of Fort Worth, as President, to Succeed 


L. C. Allman. 


William E. Grace, executive vice- 
president and general manager of 
Hobbs Manufacturing Co., ~ Fort 
Worth, Tex., was elected president of 
the Truck-Trailer Manufacturers 
Association at its annual convention 
last week in the Shamrock hotel, 
Houston, Tex. He succeeds L. C. All- 
man, of the Allman Co., Inc., Detroit, 
Mich., who had served two years as 
president of the association. 


The delegates also chose S. E. Biggs, 
of Trailmobile, Inc., as eastern vice 
president, and T. C. Brown, of Brown 
Trailers, Inc., Spokane, Wash., as west- 
ern vice-president, and named R. C. 
Tway, Jr., of Kentucky Manufacturing 
Co., Louisville, Ky., as treasurer. 

Elected directors were: H. C. Wolfe, 
of Gramm Trailer Corp., Lima, O.; C. L. 
Schneider, of Fruehauf Trailer Co., De- 
troit; Julius L. Glick, of Truck Engineer- 
ing Corp., Cleveland, O.; Christopher 
Hammond, Jr., of Steel products Co., Sa- 
vannah, Ga.; C. W. Alexander, of Luf- 
kin Foundry & Machine Co., Lufkin. 
Tex.; P. M. Heinmiller, of Utility Trailer 
Manufacturing Co., Los Angeles, Calif., 
and Ralph Veenema, of Veenema & Wie- 
gers, Inc., Paterson, N.J. 


Attendance Sets Record 


More than 250 attended the meeting, 
setting a new attendance record for con- 
ventions of the association. 

In the fiscal year ended June 30, 1951, 
the federal government bought 17,000 
trailers of all types and sizes, valued at 
$66,000,000, said L. T. Altobell, chief, trail- 
er section, procurement division, Ord- 
hance Tank-Automotive Center, in an 
address on the first day of the two-day 
Convention. The truck-trailer manufac- 
turing industry had done an “excellent 
job” thus far in producing trailers for 
the Ordnance Division, he stated. Both 
‘commercial” and military types of trail- 
ers had been bought by the government, 
he said. 

Two other speakers on the convention 
progy am expressed agreement in the 
pinion that, so far as aluminum and 
steel were concerned the shortage of 
critical materials would be no worse in 
the second half of 1952 than in the pres- 
ent quarter and the succeeding three 
Months. They were George R. Davis, 


Transport Bills Pending in Senate Criticized. 


assistant director, motor vehicle division, 
National Production Authority, and E. J. 
Lucas, chief, N.P.A. truck-trailer branch. 

With John B. Hulse, T.T.M.A. manag- 
ing director, acting as moderator, Mr. 
Lucas repeatedly asserted that accuracy 
in reporting inventories monthly was 
necessary. 


“We put those figures down in a book 
and make our claims accordingly,” he 
explained. “You are entitled to all that 
you actually need, but if you have excess 
inventory please do give it back.” 

Mr. Davis said that, because inventory 
reporting to the N.P.A. had been reason- 
ably accurate, Mr. Lucas was able to 
“justify” a claim for materials for 16,000 
trailers (including 2,119 for the armed 
services) for the second quarter this year 
“instead of the 8,000 to 9,000 that were 
suggested as permissible in some circles.” 

Mr. Allman, the outgoing president 
of the association, told the convention 
delegates, in the “president’s report,” 
that under materials allocations pro- 
grams authorized by the National Pro- 
duction Authorty it would be possible 
to build ‘at least 62,500 truck-trailers 
this year.” Such a total would be nearly 
eight times larger than the production 
of 1942, when the United States was 
“just getting into stride” in World War 
II, thus giving evidence of the growth 
of the truck-trailer industry, he said. 
However, he added, an output of 62,500 
truck-trailers in the current year would 
mark a sharp cutback from an indicated 
67,000 built in 1951. The latter produc- 
tion, Mr. Allman said, was a near-record, 
exceeded only in 1946. It was made pos- 
sible, he said, only because the Truck- 
Trailer Manufacturers Association and 
a “trucking industry national defense 
committee” were able to impress on gov- 
ernment authorities that the transporta- 
tion role played by trailers was essential. 


Attack on Price Controls 


‘Thurman’ Sensing, executive  vice- 
president, Southern States Industrial 
Council, Nashville, Tenn., said in a 
speech he made at the convention that 
there was “absolutely no excuse for the 
price controls we have at present.” He 
averred that a continuing increase in the 
national debt, if permitted, would in- 
evitably lead to national socialism. 

In a resolution it adopted in the clos- 
ing session of its convention, the as- 
sociation expressed unqualified opposi- 
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tion to imposition by any state of taxes 
based on the ton-mile or weight-distance 
method of tax measurement. Officers of 
the association said that thereby the 
T.T.M.A. aligned itself with “the organ- 
ized motor carrier industry” in a fight 
to repeal or invalidate ton-mile tax laws 
in Oregon, New York and elsewhere and 
to stave off enactment of such laws in 
other states where ton-mile tax meas- 
ures have been proposed. 


Tax Called Inequitable 


The resolution of opposition to ton- 
mile taxation, one of four adopted. by 
the trailer manufacturers, termed the 
ton-mile tax “an inequitable extra tax 
assessed only against a small group of 
highway users,” and said such a levy 
“is discriminatory because it fails to 
measure accurately variations in tonnage 
transported or (to) consider return 
movements empty.” 

In another resolution, the T.T.M.A. 
pledged support for “Project Adequate 
Roads,” a program launched by the Na- 
tional Highway Users Conference to 
bring about correction of highway de- 
ficiencies. 

“It has become obvious that only im- 
proved highways constructed on the 
basis of thorough research including a 
determination of the priority of highway 
needs obtained through application of 
an unbiased method, such as the appli- 
cation of ‘sufficiency ratings,’ will care 
for the present and prospective needs of 
all highway users,” said the association 
in its “P.A.R.” resolution. 


Criticism of Senate Bills 


In still another resolution, the associa- 
tion urged the Senate and House com- 
mittees on interstate commerce to exer- 
cise “extreme caution in tampering with 
existing regulatory law and with the 
recognized motor transportation indus- 
try practices under which the distribu- 
tion system of the country functions 
with an efficiency superior to any found 
elsewhere.” The resolution referred to a 
group of bills introduced recently in 
Congress by Senator Johnson, of Colo- 
rado, chairman of the Senate interstate 
and foreign commerce committee, pro- 
posing changes in the national transpor- 
tation policy heretofore laid down by 
Congress. The resolution contained dec- 
larations that “many of the provisions 
of those bills would impose restructions 
on commercial transportation via high- 
way,” that the recommended restrictions 
reportedly were sponsored by interests 
competitive with highway transporta- 
tion, and that “it would not be in the 
public interest to hamper unduly the 
transportation which the public itself 
has demonstrated it requires.” 

The association expressed commenda- 
tion of the truck-trailer branch, motor 
vehicle division, National Production Au- 
thority, saying that “strenuous efforts” 
by that branch had resulted in alloca- 
tions of sufficient materials to permit 
trailer production in 1951 “approaching 
the expressed needs of commercial users 
in both for-hire and private fields.” 


However, the resolution of commenda- 
tion continued, the industry was seriously 
hampered throughout the year by mate- 
rials shortages and withholding of ma- 
terials under government controls and 
the industry had been informed that 
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curtailment of materials would continue 
and might become more serious in 1952, 
“despite the fact that an adequate supply 
of truck-trailers is imperative for civil- 





ian and military transportation needs.” 

The resolution, therefore, urged the 
N.P.A. truck-trailer branch “and other 
government agencies” to “make provi- 
sion for allocation truck-trailer materials 
sufficient to meet all foreseeable demands 
for ‘vehicles, components and _ repair 
parts.” 


January Examination Questions Released 
By Traffic and Transportation Society 


Sixty-six Candidates for Society Membership Certificates Take 
Tests, Given on Two Days in 17 Cities. Announcement to Be Made 
Soon of Percentage of Examinees Who Received ‘Passing’ Grades. 


The American Society of Traffic 
and Transportation held its semi- 
annual examinations for certificated 
membership in seventeen cities on 
January 17 and 18. Sixty-six ex- 
aminees took one or more of the four 
examinations. 


Successful passing of the examinations 
is required, in conjunction with an 
original paper on a transportation sub- 
ject, for the awarding of a certificate of 
membership in the society. Announce- 
ments as to the percentages of successful 
candidates and of the dates for the June 
series of examinations will be made 
shortly by G. Lloyd Wilson, the society’s 
director of education. 

Following are the questions used in 
the January examinations. In each of 
the four sets, answers were required only 
to 10 of the 12 questions posed. 


EXAMINATION NO. 1 


Transportation Economics or Business 


“1. Explain clearly why improvements 
in transportation tend to stimulate fur- 
ther: (a) Technical division or special- 
ization of labor; (b) geographic division 
or specialization of production. 

“2. The Civil Aeronautics Board has 
begun to follow a policy of separation of 
payment for service performed from sub- 
sidy in the determination of airmail pay- 
ments. (a) Do you believe that to be 
desirable in public interest? (b) In two 
recent decisions making such separation, 
one involving a trunk airline, the other 
a local-service line, the percentage of 
subsidy to total award was in excess of 
63 per cent in the one case, in excess of 
96 per cent in the other. Do you be- 
lieve that either line should be continued 
in operation? State your position clearly. 

“3. State the present distribution per- 
centage-wise as among the major forms 
of transport serving in the United States 
of inter-city (a) freight traffic and (b) 
passenger traffic. What changes do you 
believe can reasonably be expected in the 
next 10 years? 

“4. State, with respect to interstate 
carriers certificate of convenience and 
necessity: (a) Type or types of transport 
to which it now applies. (b) Justifica- 
tion(s) for its utilization. (c) Nature of 
showing applicant must make to obtain 
regulatory approval. 

“5. Indicate what theory or principle 
(theories or principles) of valuation 
should be followed in determining the 





rate base for a regulated enterprise, such 
as a railroad, justifying your choice. 


“6. Trace carefully the growth of the 
power of the Interstate Commerce Com- 
mission over railway rates and compare 
such existing powers with powers now 
exercised over common carrier rates by 
both highway and air. 

“7. Many responsible spokesmen are 
now calling for the repeal of the fourth 
section, part I, of the interstate commerce 
act. (a) State briefly significant provi- 
sion(s) of that section. (b) Give your 
judgment relative to the matter of repeal. 
(c) Is there a comparable section in Part 
II of the act? Why? 

“8. (a) Discuss briefly the development 
through recent years of commercial air 
freight. (b) Will freight, in your opinion, 
become the major source of revenue in 
the field of air transport as it has with 
other forms of transport? Why, or why 
not? 

“S. In recent years the Interstate Com- 
merce Commission has computed and 
published data showing the annual rail 
passenger deficit for each of the Class I 
railways and for the railways as a whole. 
Since the railways seek, and it appears 
that the Commission recognizes the 
equity of, a fair return upon operations 
as a whole, some have protested sharply 
against burdening freight traffic with 
such heavy passenger losses as published. 
Discuss this problem at some length, 
indicating what you believe to be a true 
picture of the financial results of passen- 
ger service and indicating also steps you 
believe should be taken to improve those 
results. ° 

“10. Inability to effect speedily and 
satisfactorily a settlement of the many 
disputes between railway management 
and railway labor under existing legis- 
lation make it apear imperative that 
such legislation be modified materially 
or that it be replaced by legislation quite 
different in type. Set forth at moderate 
length your judgment with respect to 
this problem, indicating whether you 
would modify—and, if so, in what way(s) 
—or replace; if replace, summarize your 
plan. 

“11. From the action of numerous 
states within recent years it is clear that 
the toll road is finding public favor. Give 
major arguments urged, both for and 
against, indicating your judgment as to 
the place of the toll road—if any. 

“12. In the summarization of the 
Bricker report, so-called, these two rec- 
ommendations appear: (2) The agricul- 
tural commodity exemption (in the motor 
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Fek 
carrier act) should be rewritten and clar- 
ified; and (3) The bulk commodity ex- an 
emption (for water carriers) should be not 
reviewed with a view to repeal. (a) “ 
State the nature of the exemption in ff of ; 
each case. (b) Indicate why, in each per: 
case, the recommendation is made and | rier 
why you agree or disagree with the rec- Dis' 
ommendations.” intr 
EXAMINATION NO. 2 plat 
The Principles of Traffic Management 
“1. Define traffic management. Dis- 
tinguish between an industrial and a f “] 
commercial traffic manager. List some J) ize 
arguments for traffic management in a men 
business concern. S indu 
“2. Explain the use in an industrial 9 giyi 
traffic department of the following basic § few 
traffic papers or forms: Bill of lading; indu 
“pro”; shipper’s export declaration; con- the 
signee’s statement; commodity and§ jth 
weight certificates; standard form for § and 
presentation of overcharge claims; “9 
standard form for presentation of loss . lit 
and damage claims. trem 
“3. Describe in some detail various and 
factors to be considered in the selection impc 
of a route. What are some of the ad- place 
vantages of railroad service v. other ing 
modes of transport? Advantages of mo- ff “3 
tor freight v. rail? Advantages of water parti 
lines v. rail and truck? tion 
“4, Assume you are a traffic manager f} more 
of a corporation that has a number off the 
branches. Your main plant is in Vir-f  peco; 
ginia. Your main sources of supply are ff any 
branches in California, Oregon and} yjew: 
Nevada. How would you equip yourff are { 
branches for communication? Would} jf ay 
you place a traffic manager and tariff the g 
file in each plant or would you attempt “4 
to control all traffic from your main of- ties rf 
fice? Discuss. differ 
“5. Define reparation and distinguish istrat 
between reparation and overcharge with be = 
respect to the nature of each and the ais 
means of redress. of : 
“6. As an industrial traffic manager,—} mean 
how would you go about obtaining aff ganiz 
change in the rates on a certain com-f} (eiths 
moditiy produced by vour company? ganiz; 
What justifying facts would you use tof} ment: 
support a request for such a change? ff which 
“7. Explain the following: (a) Demur- ff basis 
rage; (b) overcharge claims; (c) loss} activi 
and damage claims; (d) misrouting; (e) J} °Utlin 
liability of carriers; (f) long and shortf} “9. 
haul; (g) reconsignment; (h) shippers} ans] 
load and count; (i) transit arrange-f the ] 
ments; (j) fourth section relief. y tries? 
“8. State generally the relationship of | °f an 
the functions of the traffic manager to Close | 
production, distribution, public relations, § ™forn 
pricing, transportation cost control, and Ment 
business trend analysis. partm 
“9. Explain how the following publica- | detern 
tions might be used in an industrial !catic 
traffic department: Consolidated Freight | 6. 
Classification; Light Weight Register; § U@tion 
Bullinger’s Postal and Shipping Guide; | to: (a 
The Official Guide; List of Open andf () ir 
Prepay Stations; Export Trade andjj ™and 
Shipper; Aviation Week. Pa 
“10. Define or explain the following: }J ‘ansp 
(a) Tariff; (b) tariff circular; (c) rat-[§ tion 
ing; (d) absorption; (e) agreed valua-j§ 28enci 
tion; (f) agreed weight; (g) embargo;}) ferent 
(h) proportional rate; (i) joint rate; fj Several 
(j) basing point. y have f 
“11. (a) What is a bill of lading?) ‘on. 
Whose duty is it to issue a bill of lad-[§ “es, « 
ing? (b) What is the common lawfj %8ency 
liability which a bill of lading limits? tion. 
(c) Name kinds of bills of lading. @f , “8. 1 
When does title pass from shipper to con- tween 
signee? (e) What characteristics doesfj % pro 
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an order bill of lading possess that are 
not possessed by a Straight bill? 


“12. Name and describe briefly some 
of the principal services which may be 
performed by shippers for which car- 
riers may lawfully make allowances. 
Distinguish between spotting of cars and 
intra-plant switching at industrial 
plants.” 


EXAMINATION NO. 3 


General Business 


“1, Some industries remain small in 
size but the number of the establish- 
ments in the nation is large, while other 
industries achieve great size in the in- 
dividual concern and there are very 
few concerns in the nation. Name a few 
industries in each class and indicate 
the reasons for the tendency toward 
either small or large scale organization 
and production. 


“2. The motor truck, though unknown 
a little over a century ago, has had a 
tremendous impact on our marketing 
and distribution system. Describe some 
important changes which have taken 
place as a result of the growth of truck- 
ing. 

“3. Economists have pointed out that 
particularly since the industrial revolu- 
tion nations have become economically 
more interdependent, whereas politically 
the tendency has been for nations to 
become more independent. Is there 
any evidence of the validity of this 
view? If this statement is true what 
are the ultimate consequences? What, 
if anything, can be done to reconcile 
the differences that are said to exist? 


“4. In a business organization, activi- 
ties may be grouped in any of several 
different ways for purposes of admin- 
istration. For example, activities may 
be grouped by processes; by products; 
geographically; by functions; by types 
of consumers. (a) Explain what is 
meant by organization by functions; or- 
ganization by processes. (b) Outline 
(either in writing or by chart) the or- 
ganization of several major depart- 
ments in one business concern with 
which you are familiar. Indicate what 
basis or bases are used for grouping 
activities in the business concern you 
outline. 

“S. What general principle, insofar as 
transportation cost is concerned, governs 
the location of manufacturing indus- 
tries? What factors influence location 
of an industry close to the market or 
close to the raw materials? What basic 
information can be furnished manage- 
ment of an industry by the traffic de- 
partment which would be helpful in 
determining the most economic plant 
location? 

“6. What effects do the following sit- 
uations tend to bring about with respect 
to: (a) Freight rates; (b) price of goods; 
(1) inelastic demand; (2) elastic de- 
mand (3) elastic supply. 

“7. Government plays a big part in 
transportation and one in transporta- 
tion should know the government 
agencies which are responsible for dif- 
ferent aspects of transportation. Name 
Several governmental agencies which 
have functions pertaining to transporta- 
tion. Indicate briefly what the agency 
does, and name also a person in each 
ey who holds an important posi- 

on. 

“8. What is the chief difference be- 
tween ‘direct’ and ‘roundabout’ methods 
of production? Show, by illustration, 
Which method of production may be 


generally considered as more economic. 


“9. It is argued by some that our vast 
transportation system with its large in- 
vestment of capital and labor is a great 
social waste; that a great proportion of 
the transportation is unnecessary—an 
economic waste, being ‘cross-hauling;’ 
that there is also a duplication of many 
services and routes due to parallel lines. 
Decentralization of industry and local 
self-sufficiency are offered as remedies. 
Take a position, pro or con, and explain 
fully your reasons. 


“10. From 1940 to 1950, the population 
of California increased 53%, and of the 
state of Washington 37%. During this 
same period, Nebraska’s population in- 
creased only 0.7% (7/10th’s of 1%) and 
Mississippi’s actually declined 0.2%. (a). 
Discuss briefly a few of the major causes 
of these changes in population; (b). Dis- 
cuss briefly a few of the major effects 
of these changes in population. 

“11. The different transportation agen- 
cies must secure their capital for equip- 
ment or for operating expenses from one 
source or another both in the beginning 
and as the years pass. Indicate sources 
which have been open to the different 
transport agencies. 


“12. An analyst for an investment 
company was puzzled in public recently 
by the sudden and pronounced increase 
in the rate of “savings.” Another well 
known group said: A sharp change in 
savings, for example, was one of the ma- 
jor elements in the private recession. In 
the second quarter savings expanded at 
a remarkable rate as defense drove in- 
come un and recession drove spending 
down. Define savings in the economic 
sense. Does this definition differ from 
those of the two sources quoted? If so. 
how? Why should an investment house 
analyst be concerned about savings? Dis- 
cuss at some length the apparent incon- 
sistency of the last sentence quoted 
above.” 


EXAMINATION NO. 4 


Interstate Commerce Law and Regulation 


“1. Trace the historical development 
of the power of the Interstate Commerce 
Commission to regulate the level of com- 
mon carrier rates on specific commodi- 
ties. 

“2. In order to obtain general adjust- 
ments in their rates and charges rail 
carriers proceed through what is known 
as Ex Parte proceedings before the In- 
terstate Commerce Commission. The In- 
terstate Commerce Commission decides 
the amount of general increases. (a) It 
has been suggested that the carriers 
should be given more power to fix their 
rates. Discuss pro or con. (b) Should 
the motor carriers be required to also 
proceed through Ex Parte hearings? Dis- 
cuss pro or con. (c) In several cases the 
Interstate Commerce Commission has 
concluded its rate order with the state- 
ment that rates therein prescribed are 
not declared reasonable under the mean- 
ing of Arizona Grocery Co. v. A. T. & 
S. F. Ry. Co. et al., (284 U.S. 370), 1932. 
What is the significance of this state- 
ment? 

“3. Several hundred interstate motor 
carriers of property have entered into 
an agreement to set up a bureau for the 
joint establishment and consideration of 
motor rates and to serve as their agent 
in compiling and issuing tariffs. The 
agreement provides that any member 


carrier may direct the bureau to publish : 


a proposed rate for its independent ac- 
count, regardless of the action of the 
bureau’s executive committee, provided 
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the member carrier acts within 15 days 
after being notified of the executive com- 
mittee’s action. (a) What approval, if 
any, is necessary before any such rate 
bureau may lawfully begin to operate? 
(b) What effect, if any, would the pro- 
vision relating to independent action 
have on any required approval? Give 
your reasons. 

“4. In December, 1950, the AB Steel 
Company made 30 shipments of steel 
discs from Chicago, Ill. to St. Louis, Mo. 
over the XY Railroad. The AB Com- 
pany believes that the rates charged on 
the shipments were unreasonable. (a) 
What action, if any, would you take to 
obtain reparation on these shipments? 
(b) How would you proceed in part (a) 
if the transporter were (1) a motor com- 
mon carrier; (2) a water common Car- 
rier; (3) a freight forwarder? Give rea- 
sons for your answer. (c) Is any relief 
now available if the shipments were de- 
livered in December, 1948? Give your 
reasons. (d) Suppose the XY Railroad 
is willing to pay reparation regardless 
of the time of delivery of the shipments. 
Would the carrier’s willingness to pay 
reparation make any difference in your 
answers to parts (a) and (c)? 


“5. Under section 4 (part 1) of the 
act, it is unlawful for any common car- 
rier by rail to charge any greater com- 
pensation as a through rate than the 
aggregate of intermediate rates. Suppose 
you found a situation where a common 
motor carrier was violating this provi- 
sion: (a) Is there a similar statutory 
provision for motor carriers? (b) Out- 
line your procedure in seeking adjust- 
ment of rates to the lowest combination. 
(c) Could reparation be sought; if so, 
by what process? 


“6. The motor carrier operations of a 
manufacturing plant are performed in its 
own vehicles and consist of the move- 
ment of its own property in raw, semi- 
finished and finished form to its plants; 
between its plants and warehouses; or 
occasionally direct to customers. It re- 
ceives no compensation in any form 
from its subsidiaries or customers for 
the transportation of its raw materials 
or its products, except in some instances 
a transportation allowance based on 
common carrier rates is received for the 
transportation of purchased raw mate- 
rials in its own vehicles to its own 
plants. What provisions of Part II of 
the Interstate Comnierce Act govern 
these operations? 

“7. What is the importance of F.O.B. 
terms as to: (a) the point at which title 
to goods passes to the purchaser; (b) the 
responsibility and basis for payment of 
freight charges. 

“8. A refining company operates a 
petroleum products pipe line from its re- 
finery in Oklahoma to terminals in a 
number of other states. The company 
transports only its own products from its 
own refineries to its own storage tanks. 
The Interstate Commerce Commission 
orders the refinery to file tariffs as a 
statutory common carrier under part I 
of the interstate commerce act. The re- 
finery petitions the federal court to re- 
strain the Commission from the enforce- 
ment of its order. What is your opinion? 
Discuss. 

“9. What do you understand by the 
term ‘subsidy’ as it applies to govern- 
mental grants to transportation agencies 









34 


| TRANSPORTATION WEEK 


by the Congress? In your answer discuss 
the nature and character of such subsi- 
dies either direct or indirect. 

“10. In what respects, if any, has 
Congress defined the liability of a car- 
rier for full loss, damage or injury to 
property as to: (a) Railroads; (b) ex- 
press companies; (c) motor carriers; 
(d) water carriers; (e) forwarders; (f) 
air carriers. 

“11. A shipper accepts orders, for ma- 
terial on a sales basis F.O.B. their plant, 
containing requests for routing via com- 
mon carriers. Shipper ships via his con- 
tract carrier prepaying freight charges. 
Does this constitute a violation of the 
interstate commerce act? Discuss criti- 
cally. 

“12. In docket No. 28300 the Com- 
mission found first class rates unlawful 
for class rate traffic. Does that finding 
constitute prima facie evidence that they 
are unlawful for use in arriving at rates 
for traffic subject to classification ex- 
ceptions or commodity rates? Discuss 
critically.” 


P.O. to Lease Trucks for 
Long Island Bulk Mail 


The Post Office Department has an- 
nounced that it has awarded a contract 
for the lease of 60 trucks from L. T. 
Stevenson, of Woodside, N.Y., for use in 
the transportation of bulk mail (parcel 
post) on Long Island. 

The mail was formerly transported 
by the Long Island Rail Road, which 
asked to be relieved of the traffic, a de- 
partment spokesman said. The depart- 
ment said there would be no change in 
the handling of first-class mail on Long 
Island in railway post office cars. 

The contract was awarded with the 
service to go into effect as soon as the 
vehicles can be provided. The Post Of- 
fice Department will furnish the drivers 
and gasoline. Maintenance will be pro- 
vided by the lessor. 

The spokesman for the department 
said it was the first instance in which 
the department had entered into a lease 
for vehicles to carry the mail. 


Detroit Institute Courses 


Traffic management courses given at 
the Detroit Institute of Technology have 
been announced by D. J. Terpeney, dean 
of the College of Business Administra- 
tion. 

“Day and evening courses in transpor- 
tation law, motor carrier transportation, 
rail and motor classification, and carrier 
rate making are announced in the sched- 
ule of classes, leading to the degree of 
Bachelor of Administration in Transpor- 
tation at the college,” said he. 

“The college also possesses an adequate 
traffic library which is available for re- 
search problems and study for courses 
covered by the American Society of Traf- 
fic and Transportation, which recently 
held its examinations at the college.” 


New Marine Institute Head 


Walter E. Maloney, New York attor- 
ney who has been chief attorney for 


the American Merchant Marine Insti- 
tute, Inc., has been elected president 
of the institute. He succeeds Frank J. 
Taylor. R. J. Baker and John Burns were 
reelected secretary-treasurer and gen- 
eral counsel, respectively, at the meeting 
of the board of directors of the insti- 
tute. 


Transport Tax Revenues 
Exceed $340 Million for 
Last Half of 1951 


Revenues collected by the federal 
government by means of the tax on 
amounts paid for transportation of 
persons in the last half of 1951 
totaled $142,263,921.85, while the tax 
on amounts paid for transportation 
of property yielded $198,560,112.28 in 
the same period, a total of $340,824,- 
034.13, according to a report of the 
Bureau of Internal Revenue. 


The amount collected from the tax on 
transportation of persons was an in- 
crease Of $22,452,952.45 over the amount 
collected for the last six months of 1950, 
while the amount collected from the tax 
on transportation of property was an 
increase of $6,030,447.94 over the amount 
collected for the last six months of 1950. 


For the month of December, 1951, the 
collections of the tax on transportation 
of persons totaled $17,572,233.57, com- 
pared with $16,577,225.42 for the same 
month of 1950, while collections of the 
tax on transportation of property totaled 
$29,845,997.06, as against $31,008,484.55 in 
December, 1959. 


The federal tax on transportation of 
oil by pipe line produced collected reve- 
nue of $12,925,319.30 in the last six 
months of 1951, or about $566,000 more 
than the $12,358,802.06 produced by that 
tax in the last half of 1950. Collections 
of that tax in December, 1951, amounted 
to $1,530,816.50 as against $2,524,867.03 
in December, 1950. 

Revenue yielded by the manufacturers’ 
excise tax on gasoline (including floor 
tax) in the last half of calendar year 
1951 totaled $335,526,287.12, compared 
with $296,818,498.99 for the corresponding 
1950 period, the 1951 figure thus showing 


an increase of $38.7 million over the. 


one for 1950. 


For December, 1951, the gasoline tax 
revenue collections totaled $53,149,390.23, 
compared with $48,845,076.55. 

The revenue bureau’s compilation also 
showed that the new federal tax of 2 
cents a gallon on diesel fuel for use in 
diesel-powered highway vehicles, made 
effective November 1, 1951, under a pro- 
vision of the revenue act of 1951 in 
which it was specified that the tax would 
be reduced to 1% cents a gallon on and 
after April 1, 1954, produced revenue of 
$176,140.66 in the last half of 1951. 


S.F. Practitioners’ Meeting 


Forty-five members and guests of the 
San Francisco Region Chapter of the 
Association of Interstate Commerce 
‘Commission Practitioners at their Janu- 
ary meeting heard George L. Buland, 
general counsel, Southern Pacific Co., 
speak extemporaneously on recent 
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Southern Pacific developments, incluc- 
ing his company’s sale of its Mexican 
lines, its Morgan Lines operations, anci 
the Cotton Belt’s emergence from reor- 
ganization in 1947. 

Announcement was made that the an- 
nual meeting of the Association of Inter- 
state Commerce Commission Practition- 
ers would be held in San Francisco, 
California, May 13-14, 1953. Chapter 
Chairman P. S. Labagh presided. 












Confectioners Elect Officers 


Paul A. Snyder, traffic manager of the 
Cracker Jack Co., Chicago, has been 
elected chairman of the Manufacturing 
Confectioners’ Traffic Conference of the 
United States for the 1952 term, succeed- 
ing Ray V. Harron, of General Foods 
Corporation. 

Other officers elected at the organiza- 
tion’s recent annual meeting in Chicago 
include R. J. Goble, of Rockwood & Co., 
vice-chairman; R. D. Reeds, of E. J. 
Brach & Sons, secretary-treasurer, and 
C. J. Braun, Jr., Hershey Chocolate Co., 
assistant secretary-treasurer. 

















A.T.A. Group Board Members 


The Regular Common Carrier Confer- 
erence of American Trucking Associa- 
tions, Inc., has announced the naming 
of four new members to its board of 
governors, as follows: 

By Southwestern Motor Freight Bu- 
reau, Inc., Alvin C. Hill, president, Hill 
Lines, Inc., Amarillo, Tex., and O. B. 
English, president, Red Ball Motor 
Freight, Inc., Dallas, Tex.; by Motor Car- 
riers Central Freight Association, F. W. 
Bankerd, vice-president, Transportation 
Service, Inc., Detroit, Mich.; and by 
Rocky Mountain Motor Tariff Bureau, 
Inc., M. B. Howe, president, Navajo 
Freight Lines, Inc., Los Angeles, Calif. 

















G.A.T.X. Buys Tank Car Fleet 


General American Transportation 
Corporation, Chicago, has purchased the 
tank car fleet of the Union Oil Co. of 
California, H. E. Coyl, vice-president, 
G.A.T.X., announced. The fleet, num- 
bering approximately 600 tank cars of 
various sizes and types, will be operated 
by General American under lease to 
Union Oil. 










Atlantic Shippers to Meet 


The Atlantic States Shippers Advisory 
Board will hold its spring meeting April 
17 in the Hotel Roanoke, Roanoke, Va., 
President W. W. Weller, eastern traffic 
manager, Weyerhaeuser Sales Co., New- 
ark, has announced. Board committees 
will meet April 16. 












United-Finnish Agreement 


United Air Lines has entered into 4 
general sales agreement with Aero O/Y 
(Finnish Airlines) authorizing Aero to 
act as United’s agent throughout Fin- | 
land. The pact, said to be the first gen- 
eral agency pact ever signed by United 
with another carrier, results from in- 
creasing air traffic between cities of 
Northern Europe and the United States, 
the company says. The Finnish line will } 
represent United in the sale of passenger 
tickets, handling of cargo bills, and dis- 
tribution of information. 






















Fe 










WORLD 


neluc- 
exican 
Ss, and 
1 reor- 


he an- 
Inter- 
tition- 
ncisco, 
hapter 


of the 
; been 
cturing 
of the 
icceed- 
Foods 


raniza- 
yhicago 
& Co., 
| me J@ 
r, and 
ite Co., 


bers 


Sonfer- 
.ssocia- 
naming 
ard of 


ht Bu- 
nt, Hill 
O. B. 
Motor 
or Car- 
.. we 
yrtation 
and by 
Bureau, 
Navajo 
Calif. 


leet 


ortation 
ised the 
Co. of 
esident, 
r, num- 
cars of 
yperated 
ease to 


} 


Advisory 
ag April 
ke, Va., 
n traffic 
o., New- 
nmittees 


it 


1 into 4 


ero O/Y 
Aero to 
ut Fin- 
irst gen- 
7 United 
rom in- 
sities of 
1 States, 


line will 3 


assenger 
and dis- 





February 9, 1952 


RY 










INTERSTATE 
COMMISSION NEWS 





.C.C. Allows 30 Days Before Ordering 
lowa Intrastate Rates Adjustment 


With the Exception of Sugar Beets, Commission Finds Rates on lowa 
Intrastate Traffic Below Level of Ex Parte Nos. 162, 166, 168, 
Unlawful. Commissioner Splawn Dissents From Majority Conclusion. 


The Commission has given the 
state authorities of Iowa 30 days 
from February 1 in which to permit 
railroads operating in that state to 
pring their intrastate rates, except 
on sugar beets, up to the interstate 
level authorized by the Commission 
in Ex Parte 162, Increased Rates, 
Fares and Charges, 1946, 266 I.C.C. 
537; Ex Parte 166, Increased Freight 
Rates, 1947, 270 I.C.C. 403, and Ex 
Parte 168, Increased Freight Rates, 
1948, 272 I.C.C. 695. 


Commissioner Splawn dissented, as- 
serting that “when, as here, that power 
(to require increases in intrastate rates) 
is exerted for the purpose of nullifying 
state-prescribed rates, the justification 
for the exercise of the federal power 
must clearly appear.” 

The Commission made its report in 
No. 30767, Iowa Intrastate Rates and 
Charges, in which it said that the par- 
ties had agreed to waive the service of 
a proposed report. 

The proceeding was instituted on peti- 
tion of the railroads serving Iowa, and 
the Commission said the investigation 
concerned the differences between 
freight rates and charges on intrastate 
traffic and those established pursuant to 
authority for increases in freight rates 
and charges for the transportation of 
property in interstate or foreign com- 
merce granted by it in the aforemen- 
tioned general rate increase cases. 

The Commission found that Iowa in- 
trastate rates and charges on freight 
generally, except sugar beets, caused un- 
just discrimination against interstate 
commerce. It also found that Iowa in- 
trastate rates and charges on coal and 
fertilizer caused undue and unreason- 
able advantage, preference, and preju- 
dice as between persons and localities in 
intrastate commerce and those in inter- 
State commerce. It found that Iowa in- 
trastate rates on sugar beets were not 
shown to cause undue or unreasonable 
advantage, preference, or prejudice, nor 
unjust discrimination against interstate 
or foreign commerce. 

Its findings and conclusions were with- 
out prejudice to the right of the Iowa 
authorities, or of any other interested 
party, to apply for modification thereof 
as to any specific intrastate rate or 
charge affected on the ground that such 


rate or charge was not related to the 
interstate rates and charges on like traf- 
fic in such a way as to contravene the 
provisions of the interstate commerce 
act. The Commission added: 

“An order carrying into effect the fore- 
going findings and conclusions will be 
entered, unless we are notified by the 
Iowa commission, within 30 days from 
the date of the service of this report, that 
it will permit promptly the increases ap- 
proved.” 


Commissioner Splawn Dissents 


Commissioner Splawn said he disagreed 
with the findings in the report which re- 
quired the respondents to apply to the 
Iowa intrastate class rates, exception 
class rates, and commodity rates, except 
on sugar beets, “the same respective in- 
creases as are and for the future may 
be maintained by respondents on like 
interstate traffic’ under the Commis- 
sion’s authorization in Ex Parte Nos. 162, 
166, and 168. 

The commissioner said it was well 
settled that intrastate transportation was 
primarily the concern of the state and 
that the power of the Commission under 
section 13(4) to require increases in in- 
trastate rates was dominant only when 
required to change rates which in- 
juriously affected interstate transporta- 
tion. 

“And when, as here, that power is 
exerted for the purpose of nullifying 
state-prescribed rates,” he added, “the 
justification for the exercise of the fed- 
eral power must clearly appear.” 


Commissioner Splawn said that the 
report proceeded on a misconception of 
the law “in two material respects.” First, 
he said, it assumed, improperly as he 
believed, that presently and for the fu- 
ture the interstate increases must be 
applied equally in interstate and intra- 
state traffic or unlawfulness “automati- 
cally results in the exact amount of 
the resulting mathematical differ- 
ences... .” Second, he said, the report 
assumed that the ultimate findings of 
unlawfulness were adequately supported 
by the conclusion that “Iowa intrastate 
traffic is no less able to bear the full in- 
creases sought than interstate traffic.” 
If that conclusion meant that the intra- 
state traffic would bear the increases 
without diversion to an extent that little, 
if any, additional revenue would be 
realized from the increases, said Com- 
missioner Splawn, the conclusion was not 


only directly contrary to the judgment of 
the Iowa commission, but contrary to the 
evidence in the proceeding “by many 
shipping interests who actually control 
the movement of this traffic.” 

He said also the conclusion seemed 
to result from placing the burden on 
the protestants to justify lower rate 
levels on intrastate traffic, contrary to 
proper procedure in such proceedings. 
Later he said it was the burden of the 
railroads to show affirmatively not only 
that the full interstate increases could 
be borne by intrastate traffic with result- 
ing increased net revenue, but that fail- 
ure to apply such full increases to the 
intrastate rates resulted in unlawfulness 
within the meaning of section 13(4) as 
construed by the Supreme Court of the 
United States. In his opinion, said 
Commissioner Splawn, the respondents 
had not sustained that burden. 


Majority Opinion 


The majority, in their general discus- 
sion and conclusions, said the record 
warranted the determination that Iowa 
intrastate traffic was no less able to bear 
the full increases sought than interstate 
traffic to, from or through Iowa. As to 
possible diversion from the rails, the 
majority said the railroads urged they 
should be permitted to exercise man- 
agerial discretion in maintaining uni- 
formity in the rate structure so far as 
possible to effect an equitable distribu- 
tion of the transportation burden, and 
in making individual adjustments where 
justified in order to hold possible diver- 
sion to a minimum. 

Based on 1950 Iowa intrastate tonnage, 
the majority said, the respondents esti- 
mated an annual loss of one million dol- 
lars in revenue because of failure to ob- 
tain the full increases sought in Iowa. 
Allowing for diversion, the majority 
said, the conclusion was warranted that 
the proposed increases would yield sub- 
stantial increased revenue on Iowa intra- 
state traffic, excluding sugar beets. With 
reference to that traffic, the majority said 
that the preponderance of evidence in- 
dicated that increased rates would dis- 
courage its movement by rail and would 
yield litte, or no, additional revenue. 

The report included a detailed discus- 
sion of the evidence relating to traf- 
fic subject to class rates, exception rat- 
ings, minimum charges a less-carload or 
any-quantity shipment, minimum line- 
haul rate where pick-up and/or delivery 
service was performed, and commodity 
rates. 





Baltimore Excursion Rights _' 


By a report, certificate and order in 
W-1029, Tolchester Lines, Inc., Common 
Carrier Application, the Commission, di- 
vision 4, has authorized the applicant to 
operate as follows: 

As a common carrier by self-propelled 
vessels in the transportation of passen- 
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gers, seasonally each year from May to 
September, both inclusive, (1) in nonstop 
excursion service from Baltimore, Md., 
through the Chesapeake’ and Delaware 
Canal, and return, (2) in one-way ex- 
cursion trips between Baltimore, on the 
one hand, and, on the other, Philadel- 
phia, Pa., and Washington, D.C., and 
(3) in cruise service out of Baltimore to 
ports and points in Maryland on Chesa- 
peake Bay, and return. 

The certificate and order were made 
effective April 18. 





Quinn Freight Lines Found 
Not Shown as Conducting 


Unauthorized Operations 


In a complaint proceeding insti- 
tuted by E. J. Scannell, Inc., of Somer- 
ville, Mass., the Commission, division 
5, has found that Quinn Freight Lines, 
Inc., Brockton, Mass., has not been 
shown to have been, or to be, con- 
ducting unauthorized regular route 
operations between Boston, Mass., 
and Brockton, on the one hand, and, 
on the other, New York, N.Y., and 
Baltimore, Md. 


The Commission said the fact that 
Quinn joined regular and irregular routes 
did not necessarily show an unlawfui 
conversion of the latter. It said it was 
unable to find that Quinn converted its 
operations to those of a regular route 
carrier as contended by the complainant. 


A report, and an order dismissing the 
complaint and closing the proceeding, 
were issued in MC-C-995, E. J. Scannell, 
Inc. v. Shoe City Express Co., Inc., and 
Quinn Freight Lines, Inc. It said Quinn 
had been authorized to acquire the op- 
erations of Shoe City and that Shoe City 
was no longer operating as an interstate 
carrier. It said the evidence related to 
Quinn. 

In Transportation Activities, Brady 
Transfer & Storage Co., 47 M.C.C. 23, 
affirmed 335 U.S. 875, said the Commis- 
sion, it found it impossible to lay down 
a general rule by which the regular or 
irregular route character of all motor 
carrier operations could be determined, 
since too much depended on the peculiar 
characteristics and the surrounding cir- 
cumstances of each operation, and that 
each situation must be considered on its 
own particular facts. 


“We are unable to determine, on this 
record,” it said, “whether the shipments 
defendant is transporting are prima- 
rily truckload or less-than-truckload, 
whether the service is daily or at some 
other specified regular intervals, or even 
whether or not the same route or routes 
are regularly traversed although it does 
appear that two routes are used south 
of New York. 

“Although defendant has _ teriminals 
and solicitors at Baltimore and Boston 
which are suggestive of a regular-route 
operation, such facts must be weighed 
in the light of defendant’s regular-route 
authority in and out of Baltimore and the 
fact that its operations are based on 
Boston. Defendant’s vehicles appear to 
leave both Boston and Baltimore in the 


early evening, but this is the practice of 
many, probably most general-commodity 
operators. Defendant is not shown to be 
making any representation that daily, 
overnight, or service of any other par- 
ticular type is provided. The fact that 
it has an arrangement for changing 
drivers en route and thus operates ve- 
hicles straight through to destinatior 
without a lay-over for drivers’ rest o1 
using sleeper cabs shows a plan of oper- 
ation. 

“Regular- and irregular-route opera- 
tions may be joined provided the char- 
acter of irregular-route service is main- 
tained and the fact that defendant is 
joining regular- and_ irregular-routes 
does not necessarily show an unlawful 
conversion of the latter. We are unable, 
on this record, which shows only five 
or six trips over a 5-month period, to find 
that defendant has converted his opera- 
tions to those of a regular route carrier 
as is contended by complainant.” 

The Commission said the Regular 
Route Common Carrier Conference of 
the American Trucking Associations, 
Inc., and M. & M. Transportation Co., 
Inc., intervened on behalf of the com- 
plainant Scannell, and that the A.T.A. 
Irregular Route Common Carrier Con- 
ference intervened on behalf of the de- 
fendant Quinn. 


Traffic Pooling By Rails 


In Texas Area Authorized 


Pooling by the Chicago, Rock Island 
& Pacific Railroad and the Fort Worth 
& Denver Railway of (1) freight service 
between Fort Worth and Galveston, Tex., 
(2) passenger service and gross pas- 
senger revenues between Fort. Worth 
and Houston, Tex., and (3) gross reve- 
nues on certain freight between Fort 
Worth and Galveston, under an agree- 
ment dated June 20, 1951, has been au- 
thorized by the Commission, division 3. 
It issued a supplemental report and an 
order in Finance No. 17197, Burlington- 
Rock Island Railroad Co. Lease. 

“The proposed pooling of service, traf- 
fic, and earnings would have little if 
any effect upon the volume of traffic or 
total revenues of either of the appli- 
cants,” said the Commission. “Each of 
the parties will continue to seek traffic 
moving over the joint line and beyond. 
The arrangement would have no effect 
upon rates charged to shippers. In 
addition to competition by the applicants 
the following railroad companies ren- 
der service between Fort Worth and Gal- 
veston: Missouri’ Pacific, Missouri- 
Kansas-Texas, Southern Pacific, and 
Gulf, Colorado & Santa Fe.” 

The Commission said the Rock Island 
and the Denver filed a supplemental ap- 
plication on August 17, 1951, for authority 
to pool their service, traffic and earnings 
on their so-called “Joint ‘Texas Divi- 
sion.” 

It said the applicants controlled the 
Burlington-Rock Island and operated 
its property under lease for 99 years be- 
ginning January 1, 1951. Their Joint 
Texas Division, it said, extended from 
Fort Worth to Galveston and included, 
in addition to the properties covered by 
the aforementioned joint lease, the line 
of the Rock Island (C.R.I. & P.) between 
Fort Worth and Dallas, over which the 
Denver had trackage rights, and the line 
of the Missouri-Kansas-Texas of Texas, 
between Dallas and Waxahachie, over 
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which both of the applicants had track- 
age rights. 

The Commission said no change was 
proposed in the present method of oper- 
ation or in service to the public. It said 
the agreement of June 20, 1951, had. been 
assented to by 4ll carriers involved; 
would be in the interest of better serv- 
ice to the public and economy in opera- 
tion, and would not unduly restrain 
competition. 





Brownsville Port Trackage 


‘Concession’ Accepted 


The Commission, division 4, has issued 
a certificate, subject to condition, au- 
thorizing operation by Guy A. Thomp- 
son, Trustee of the St. Louis, Browns- 
ville & Mexico Railway Co., over the 
tracks of the Brownsville Navigation Dis- 
trict of Cameron county, Tex. (Port of 
Brownsville). 

A second supplemental report and cer- 
tificate were entered in Finance No. 
12914, St. Louis, B. & M. Ry. Co. Opera- 
tion, Brownsville Nav. Dist. 

By a report issued in December, 1951, 
said the Commission, it found that pub- 
lic convenience and necessity required 
the operation but withheld issuance of 
a certificate (T.W., Dec. 15, 1951, p. 35). 
It required, as a condition precedent, 
acceptance by Mr. Thompson, “for him- 
self and his successors, of a condition 
that he shall agree and undertake to 
abide by such findings as we may make 
hereafter with respect to any proceed- 
ings instituted for the purpose of the 
Texas & New Orleans Railroad Co. ob- 
taining access to and use of the tracks 
of the Navigation District.” 

No certificate was issued at that time 
and the proceeding was held open for a 
prescribed period to permit filing of such 
an agreement. 

On January 3, said the Commission, it 
received a communication from cougsel 
for the applicant in which the view was 
expressed that imposition of the afore- 
mentioned condition at this time was 
premature, but that the applicant was 
willing to make the following ‘“conces- 
sion”: 

“Applicant, Guy A. Thompson, Trustee 
of The St. Louis, Brownsville and Mexico 
Railway Co., is willing to concede for 
himself and his successors that the con- 
tract dated December 27, 1950, between 
him and the Brownsville Navigation Dis- 
trict shall be no bar to the T. & N. O.’s 
right to operate under trackage rights 
over the tracks of the Brownsville Navi- 
gation District in the event it is able 
to gain access to those tracks. Applicant 
does not, however, waive any right to 
protest any effort of the T. & N. O. to 
extend its line and gain access to and use 
the tracks of the Brownsville Naviga- 
tion District.” 

The Commission said that no repre- 


sentations had been made by any other | 
party to the record with respect to the | 


applicant’s response to the requirement 
of its report. It said it accepted the “so- 
called concession” as an agreement of the 
applicant complying with the condition 
prescribed. Its certificate was 


as accepted by the applicant. 


A footnote to the instant report said | 
the first report embraced Finance No. | 


12860, Port Isabel & R. G. V. Ry. C0. 
Abandonment, and the applications 1n 


issued, } 
said the Commission, subject to the con- | 
dition prescribed in the December report, | 
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Finance No. 12914 by Mr. Thompson as 
trustee of the San Benito & Rio Grande 
Valley Railway and as trustee of the 
Brownsville Railway which, among other 
things, involved operation over the tracks 
of the Brownsville Navigation District. 





Roadway Express Purchase 
Of Eastern Rights Denied 


Roadway Express, Inc., of Akron, O., 
has been denied authority by the Com- 
mission, division 4, to purchase the mo- 
tor carrier operating rights of Diamond 
State Motor Freight, Inc., of Minquadale 
(New Castle county), Del. A report and 
order were issued in MC-F-4585, Galen 
J. and Carroll J. Roush—Control; Road- 
way Express, Inc.—Purchase (Portion)— 
Diamond State Motor Freight, Inc. 


The report said Galen J. Roush and 
Carroll J. Roush, controlling owners of 
Roadway, sought authority to acquire 
control of the rights through the pro- 
posed purchase. 


A conclusion was warranted, said the 
Commission, that existing transportation 
facilities in an area in which the con- 
sidered rights would be operative, be- 
tween Washington, D.C., and New York, 
N.Y., were adequately serving the pub- 
lic, and that no need existed for the 
additional service of Roadway in the 
area. 

Roadway, it said, presently held reg- 
ular-route general-commodity authority 
that traversed in a number of instances 
the irregular-route territory it would ac- 
quire in the instant transaction. It said 
Roadway also held irregular-route gen- 
eral-commodity authority in eastern 
Pennsylvania and in New Jersey which 
embraced its regular-route authority and 
which would embrace to some extent the 
irregular-route authority it proposed to 
acquire. 

“The result would be a further com- 
plication of the operating rights of 
Roadway, which are already complex,” 
said the Commission. “Adherence by 
Roadway to the true character of service 
authorized under the combined operat- 
ing rights would be extremely difficult 
and, in some instances, it would be im- 
possible to ascertain whether traffic was 
moving under the regular or irregular- 
route rights. 


“Transactions where similar results 
would have occurred have been disap- 
proved by us in the past. See the Augs- 
burger Case [Roadway Exp., Inc.—Pur- 
chase—Augsburger, 57 M.C.C. 633, de- 
cided June 7, 1951]. Considering the 
long-haul regular-route service special- 
ized in by Roadway as compared to the 
service formerly rendered by Diamond, 
it also is apparent that the use to which 
Roadway would put the radial irregular- 
route authority in combination with its 
own rights would bear little resemblance 
to the service previously rendered by 
Diamond, either alone or in combination 
with other carriers. Compare Shein’s 
Exp.—Purchase—Stillwell, 56 M.C.C. 711.” 


Motor Finance Action 


Under its expedited procedure in mo- 
tor finance cases, the Commission, di- 
Vision 4, has authorized motor purchase 
transactions, specifying the effective 
dates of its orders and the dates on which 
objections to its findings, if any, are due. 


Reports and orders were issued as fol- 
lows: 


MC-F-5046, John F. Sims, et al.—Con- 
trol; San Juan Basin Lines, Inc.—Pur- 
chase—Joseph M. Montoya and Robert 
Valdez. Purchase by San Juan Basin 
Lines, Inc., Albuquerque, N.M., of cer- 


tain operating rights of Joseph M. Mon- : 


toya and Robert Valdez, partners doing 
business as Western Freight Lines, Santa 
Fe, N.M., and acquisition by John F. 
Sims, J. R. Modrall, A. T. Seymour, and 
John F. Sims, Jr., of control of the rights 
through the purchase, authorized, effec- 
tive February 29. Objections due by 
February 14. 

MC-F-5074, H. G. Schmitz—Control; 
L. A. Tucker Truck Lines, Inc.,—Pur- 
chase (Portion)—St. Mary’s Truck Lines, 
Inc. Purchase by L. A. Tucker Truck 
Lines; Inc. Cape Girardeau, Mo., of cer- 
tain operating rights of St. Marys Truck 
Lines, Inc., St. Marys, Mo., and acquisi- 
tion of control of the rights by H. G. 
Schmitz, of Cape Girardeau, through the 
purchase, authorized, effective March 11. 
Objections due by February 25. 

MC-F-5089, Jacob Lazar — Purchase 
(Portion)—Russell DeVries, embracing 
MC-F-5090, Russell DeVries—Purchase— 
Jacob Lazar. Purchase by Jacob Lazar, 
doing business as Bond Motor Express 
Co., Paterson, N.J., of certain operating 
rights of Russell DeVries, doing business 
as Carlton Hill Trucking Co., Carlton 
Hill, N.J., and purchase by Russell De- 
Vries, doing business as Carlton Hill 
Trucking Co., of the operating rights of 
Jacob Lazar, doing business as Bond 
Motor Express Co., authorized, effective 
March 6. Objections due by February 
20. 





S.A.L. Traffic Contro! Change 


By a report in No. 2800, Sub. 109, Ap- 
proval of Proposed Modifications of 
Safety Systems or Devices, Seaboard Air 
Line Railroad Co., the Commission, di- 
vision 3, has approved an application of 
Seaboard for authority to make modifi- 
cations in its traffic control system near 
Hialeah, Fla., on condition that cut outs 
be provided in its approach control cir- 
cuits. 


The Seaboard line involved crossed a 
line of the Florida East Coast, the Com- 
mission said, and that the latter rail- 
road opposed the change on the ground 
that present delays to its trains would 
be increased. However, the Commis- 
sion said, delays could be minimized if 
cut outs were provided in the approach 
control circuits, as required. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Batteries 


I. and S. M-3275, Batteries—Madison, 
Wis., to Chicago, Ill. By division 2. 
Schedules proposing a reduced rate of 
20 cents a 100 pounds on electric dry- 
cell batteries, not spent, minimum 30,000 
pounds, from Madison to Chicago, filed 
to become effective March 6, 1950, by 
Liberty Trucking Co., ordered canceled 
by March 9 on one day’s notice. The 
schedules were suspended on protest of 
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Central States Motor Freight Bureau, 
Inc., until October 5, 1950, and volun- 
tarily postponed thereafter by the re- 
spondent. The Commission said that 
there was no evidence in the record to 
warrant so drastic a reduction in the 
rate. It said the proposed rate was 23 
per cent lower than the present rate of 
26 cents. 


RAILROAD ABANDONMENTS 


Hlinois Terminal 


Examiner A. G. Nye has recommended 
that the Commission, division 4, permit 
the Illinois Terminal Railroad Co. to 
abandon a 2.132-mile portion of line 
between Troy Junction and Troy, Madi- 
son county, Ill. A proposed report was 
issued in Finance No. 17383, Illinois 
Terminal Railroad Co. Abandonment. 
The examiner said operating losses were 
sustained in 1949 and 1950 when roadway 
maintenance expenditures were curtailed 
substantially, and there would have been 
a loss in the first nine months of 1951 
had it not been for a movement of non- 
recurrent traffic. He said that a down- 
ward trend in traffic since January l, 
1949, despite the fact that business was 
generally good in the area, would prob- 
ably continue or at best remain static 
because of widespread use of motor- 
trucks and the availability of other rail- 
road service at Troy. The examiner rec- 
ommended that the Commission overrule 
a motion of protestants’ counsel on the 
ground the Commission lacked jurisdic- 
tion. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission, Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-84728, Sub. 22, Safeway Trails, 
Inc., Washington, D.C., Extension—Dis- 
trict of Columbia Commercial Zone. Cer- 
tificate granted, on further hearing, and 
findings in prior report, October 9, 1950, 
modified. Passengers and their baggage, 
newspapers, express and mail, serving 
points on Md. highways 650 and 320 with- 
in the Washington commercial zone as 
intermediate points in connection with 
regular-route operations, with certain re- 
strictions. 

* MC-8992, Sub. 2, Elmer D. Hostettler, 
dba E. D. Hostettler, Erie, Pa., Extension 
—Akron, Ohio. Certificate granted. Over 
irregular routes, (1) fruit juices, jellies, 
jams, preserves, in containers, from 
Westfield and Brocton, N.Y., to Akron, 
Canton, Massillon, Warren, Youngstown, 
O.; (2) non-frozen fruit juices, jellies, 
jams, preserves, in containers, Silver 
Creek, N.Y., to destinations in (1); (3) 
damaged or defective shipments of afore- 
mentioned commodities from O. destina- 
tions specified to respective origin points. 


* MC-111921, C. B. Crocker and R. E. 
Holleman, dba Crocker and Holleman, 
Smithfield, Va., Common Carrier. Cer- 
tificate granted. Farm implements, farm 
machinery, coal, feed, seed, fertilizer, 
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fertilizer ingredients, roofing, fencing, 


drain tile, black pepper, salt, cans, bags, 
boxes, cartons, and other containers, pa- 
per, and sugar, from Windsor, Suffolk, 
Ivor, and Norfolk, Va., to points in Isle 
of Wight county, Va., over irregular 
routes. 

* MC-30844, Sub. 18, Heuer Truck 
Lines, Inc., Marshalltown, Ia., Exten- 
sion—Oklahoma. Certificate granted, on 
reconsideration. Glassware, (1) from 
Ada, Blackwell, and Okmulgee, Okla., to 
points in Ia., with exceptions, and (2) 
from Muncie, Ind., to points in Ia., with 
exceptions, over irregular routes. 

* MC-112616, John McCabe, Glendale, 
Ariz., Common Carrier. Certificate 
granted. Over irregular routes, lumber 
from Fredonia, Ariz., to points in Davis, 
Weber, Salt Lake, and Utah counties, 
Utah. 

* MC-112146, Sub. 1, A. Gepner, dba A. 
Gepner Trucking Co., St. Paul, Minn., 
Extension—Special Commodities. Permit 
granted. Prefabricated wooden build- 
ings, knocked down or in sections, from 
Minneapolis, Minn., to points in N.D. 
and S.D., over irregular routes. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17601, Oahu 
Railway & Land Co. Stock, granting author- 
ity to issue not exceeding $1,139,200 of com- 
mon stock consisting of 56,960 shares of the 
par value of $20 each, to be exchanged for 
all the outstanding capital stock of Young 
Brothers, Limited, in order to effect the 
marger of that corporation into the ap- 
plicant as the surviving corporation. Con- 
ditions prescribed. Approved. 


Report and order in F.D. No. 17613, New 
York Central Railroad Co. Equipment Trust 
Certificates, granting authority to assume 
obligation and liability in respect of not 
exceeding $8,850,000 of New York Central 
Railroad equipment trust of 1952, 3%g-per- 
cent equipment-trust certificates, to be 
issued by the First National Bank of the 
City of New York, as trustee, and sold at 
99.66 percent of par and accrued dividends 
in connection with the procurement of cer- 
tain new ‘equipment. , Abproved. 


Report and order in F.D. No. 17611, Pacific 
Intermountain Express Co. Stock, granting 
authority to issue not exceeding 13,953.65 
shares of common stock of the par value of 
$5 each, and necessary scrip certificates, to 
be distributed pro rata to the stockholders 
as a stock dividend. Condition prescribed. 
Approved. 


MOTOR FINANCE CASES 


MC-F-4707, W. D. Howard, et al.—Control; 
Arkansas Express, Inc.—Purchase—William 
Hatton Weeks. Application of Arkansas Ex- 
press, Inc., Pine Bluff, Ark., for authority to 
purchase the operating rights and certain 
property of William Hatton Weeks, dba 
Weeks Truck Line, Harrisburg, Ark., and of 
W. D. Howard, T. P. Howard, G. D. May- 
field, and W. T. Parks, all of Pine Bluff, for 
authority to acquire control of the rights 
and property through the purchase, denied, 
effective April 1, Commissioner Mahaffie dis- 
senting. 








* * co 


MC-F-4782, Fred Wheelock, et al.—Control; 
Wheelock Bros., Inc.—Purchase—Dorse L. 
Overstreet. Application of Wheelock Bros., 
Inc., Kansas City, Mo., for authority to 
purchase the operating rights of Dorse L. 
Overstreet, dba Overstreet Truck Lines, 
Hutchinson, Kan., and of Fred, Everett, and 
Mrs. Aileen Wheelock, all of Kansas City, 
for authority to acquire control of the 
rights through the purchase, denied. 


MC-F-4831, Wm. Wilson—Control; Wilson 
Storage & Transfer Co.—Purchase—Dakota 
Warehouse Co. Purchase by Wilson Storage 


& Transfer Co., Sioux Falls, S.D., of the 
operating rights of Dakota Warehouse Co., 
dba Watertown-Fargo Freight Lines, Di- 
vision of Dakota Warehouse Co., and ac- 
quisition of conrtol of the rights by Wm. 
Wilson, approved, with condition, and 
issuance of certificate to Wilson Storage & 
Transfer Co. authorized. 
‘ 


MC-F-4877, 


* 


Vitus Hartley, Sr., et al.— 


* Control; Point Pleasant Transportation Co., 


(Portion) — United Trucking 
Service, Inc. Lease by Point Pleasant 
Transportation Co., Inc., Point Pleasant, 
W.Va., of certain operating rights of United 
Trucking Service, Inc., Port Huron, Mich., 
and acquisition of control of the rights by 
Vitus Hartley, and Arte E. Hartley, approved, 
with conditions. Application denied in part. 
* 


MC-F-5117, May and Roger Ferreira—Con- 
trol; Ferreira’s Transportation, Inc.—Pur- 
chase—Dighton Transfer Co. Application 
for authority under section 210a(b) of Fer- 


Inc. — Lease 
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reira’s Transportation, Inc., of Fall River, 
Mass., for temporary operation of the motor- 
carrier rights and certain properties of 
Dighton Transfer Company, of North 
Dighton, Mass., granted with exceptions. 


MC-F-5120, Wm. Holmes—Control; Tri- 
State Transportation Co., Inc.—Purchase— 
Kenneth V. Grebing. Application for au- 
thority under section 210a(b) of Tri-State 
Transportation Co., Inc., of Sioux Falls, S 
Dak., for temporary operation of the motor- 
carrier rights of Kenneth V. Grebing, doing 
business as Blue Line Transfer, of Pierre, S. 
Dak., granted with conditions. 

* ok ok 


MC-F-5125, F. E. McCreary, Jr.—Control; 
Peoria-Rockford Bus Co.—Purchase (Por- 
tion)—Cardinal Lines, Inc. Application for 
authority under section 210a(b) of Peoria- 
Rockford Bus Co., of Rockford, IIl., for 
temporary operation of a portion of the 
motor-carrier rights of Cardinal Lines, Inc., 
of Janesville, Wis., granted with conditions. 


ORDERS 


Halts Disturbance of 
Port Equalization on 
Ex-Lake Export Grain 


The Commission has suspended 
tariff schedules filed by railroads 
serving the ports of Baltimore, Md., 
and Philadelphia, Pa., on the one 
hand, and railroads serving New 
York, N.Y., and other north Atlantic 
ports, on the other hand, in which 
one group sought to restore a one- 
half cent differential advantage on 
ex-lake grain traffic from Buffalo, 
N.Y., and the other group sought to 
nullify this advantage (T.W., Feb. 2, 
p. 33, and Jan. 26, p. 21). 

The suspension was by an order in a 
new proceeding, I. and S. No. 5990, Ex- 
Lake Grain, Buffalo to North Atlantic 
Ports, in which the Commission, on its 
own motion, suspended from March 3 
until and including October 2, the op- 
eration of tariff schedules as published 
in supplements Nos. 73 and 74 to Agent 
C. W. Boin’s tariff I.C.C. No. A-563. 


The Massachusetts federal district 
court had set aside a Commission de- 
cision in I. and S. No. 5141, Export Grain 
From Buffalo to New York, in which 


‘the Commission found unreasonable an 


equalization of the rates on this traffic 
to the north Atlantic ports, it having 
since 1905 permitted railroads serving 
Baltimore and Philadelphia to maintain 
a half-cent differential under the rates 
charged to the other ports. The Su- 
preme Court of the United States af- 
firmed the judgment of the Massachu- 
setts court in upholding equalization of 
the ports on this traffic. 

Following the court decision the rail- 
roads filed tariffs which restored rates 
equalizing the ports, in accordance with 
the decision. These were made effective 
January 29. Later the Baltimore & Ohio 
and the Pennsylvania railroads, serving 
Baltimore and Philadelphia, filed tariffs 
lowering the rates to those ports one- 
half cent below the rates to the other 
ports. Then the New York Central and 
other railroads countered with tariffs 
reducing their rates one-half cent to 
meet the new Baltimore-Philadelphia 
rate. 

The Commission’s order suspends these 
last named tariffs and restores the port 


equalization to where it was after the 
court decision. 

The Commission also issued an order 
in I. and S. No. 5641, the earlier proceed- 
ing, reopening the case for further hear- 
ing at a time and place later to be des- 
ignated. This action was in considera- 
tion of a petition of the Baltimore & 
Ohio and other railroads and of Balti- 
more and Philadelphia interests for re- 
opening, further hearing, reargument, 
and reconsideration (T.W., Jan. 12, p. 36). 
The petitioners said they desired an op- 
portunity to supply additional evidence 
showing that the equalized port rates 
were unreasonable. They said the grounds 
on which the district court set aside the 
Commission’s order were that the I.C.C. 
decision “lacks the support of adequate 
findings and substantial evidence.” 





New England Motor Rate 


Date Postponement Granted 


By special permission M-77704, New 
England motor carriers have been per- 
mitted to postpone from February 8 until 
March 3 the publication of supplement 
No. 30 to tariff No. 3-D, MF-I.C.C. A-113 
(T.W., Feb. 2, p. 38). 

In connection with this tariff the Com- 
mission had received a number of re- 
quests for suspension of what was de- 
scribed as a general readjustment of 
motor carrier class rates in connection 
with weight breakdowns between New 
England states and between those states 
and the New York-New Jersey area. 

Among protestants was the Office of 
Price Stabilization. This agency said it 
had asked the Commission to suspend a 
proposal of the New England Motor Rate 
Conference, on behalf of the New Eng- 
land Motor Rate Bureau, the New Hamp- 
shire Motor Rate Bureau, and the Maine 
Motor Rate Bureau for a revision in their 
tariffs. 

In an announcement the O.P.S. said: 

“The rates proposed would constitute 
a 4-per cent increase on the average, the 
conference reports, but O.P.S. pointed out 
that the proposed new rates vary widely 
as to classes and in some instances might 
be as high as 41.3 per cent. 


“The class rates proposed would not 
only cancel the existing approved sched- 
ule of class rates for the carriers par- 
ticipating in the petition, O.P.S. said, 
but might create a chaotic condition in 
the New England Territory, on all class 
rate traffic. There are, in the New Eng- 
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land. Territory, the agency pointed out, 
in addition to the carriers who are mem- 
bers of the New England Motor Rate 
Conference, many carriers who are mem- 
bers of the Eastern Motor Rate Confer- 
ence. To date, the Eastern Motor Rate 
Conference has not filed any request for 
a similar revision in their tariffs. 

“Confusion would be created, O.PS. 
maintained, in the New England Terri- 
tory, Should part of the carriers assesss 
charges based upon the scale proposed 
by the New England Motor Rate Confer- 
ence while others based their charges 
upon the prevailing rates. 

“The present rate basis was termed 
by the New England bureaus, as late as 
March 22, 1951, as ‘a sound, reasonable 
and economic class rate structure.’ Now. 
O.P.S. said, these same bueraus wish to 
cancel this proven rate structure and 
substitute one based upon an unproven 
formula. 


“Further, O.P.S. reported, there is 
presently before the I.C.C. a proposal by 
these same New England rate bureaus, 
in which they request the Commission 
to investigate fully the adequacy of the 
rates and charges of all New England 
carriers, and they specifically ask the 
Commission to approve the cancellation 
of all less-than-truckload commodity 
rates between points in New England 
and points in the New York City area. 
O.P.S. feels that the Commission should 
dispose of this proposal before censider- 
ing the request of these bureaus to make 
the tariff revisions. 


“In requesting that an investigation 
and hearings on the matter be insti- 
tuted, O.P.S. asked that it be afforded 
an opportunity to participate in the 
proceedings.” 


The other proposal of the New Eng- 
land rate bureaus, referred to by the 
O.P.S., was identified as appearing in 
MC-C-1115, Motor Carrier Rates, New 
York City Area—New England. 


Rights Revocation Actions 


By an order in MC-C-1270, Donald 
Allen—Revocation of Certificate, the 
Commission, division 5, has revoked the 
certificate issued the respondent, of Hol- 
men, Wis., in MC-89398, the respondent 
having failed to inform the Commission, 
following issuance of a show-cause order, 
whether or not he had instituted service 
under the certificate. 


In MC-C-1366, John Sherman—Revo- 
cation of Permit, the Commission, divi- 
sion 5, instituted an investigation into 
the practices of the respondent, of Mill- 
ville, N.J., it appearing, the division said, 
that the respondent had discontinued 
operations under the permit in MC-50170. 


N.E. Class Rate Conference 


At the request of the New England 
Motor Rate Bureau, Inc., the New Hamp- 
shire Motor Rate Bureau, and the Maine 
Motor Rate Bureau, which have proposed 
a revision of class rates between points 
In New England Territory and adjacent 
territory, the,Commission, division 2, has 
agreed to hear any persons in support of, 
or opposition to, the protests requesting 
Suspension of the revision, in Washing- 
ton, D.C., February 13 (T.W., Feb. 2, 
p. 33). 

The Commission also gave the motor 
rate bureaus special permission to post- 
pone the effective date of the proposed 





schedules from February 8 until March 3. 

In a notice, “Proposed Revised Class 
Rates Between Points in New England 
Territory,’ the Commission said that 
proponents of the.proposed rate sched- 
ules had requested a conference before 
division 2, and had been given the spe- 
cial permission to postpone the éffective 
date of the protested schedules pending 
the result of the conference. 


1.C.C. Declines to Vacate 
Rocky Mt. Rate Suspension 


The Commission, division 2, has over- 
ruled motions of the respondent motor 
carriers and others for vacation of the 
suspension order in I. and S. M-3950, 
Transcontinental and Rocky Mountain 
Increases (T.W., Dec. 22, 1951, p. 43). 
An order to that effect has been issued 
in the proceeding. 

The Commission had suspended from 
October 24, 1951, until May 23, 1952, 
certain schedules published in tariffs of 
the Rocky Mountain Motor Tariff Bu- 
reau, Inc., Denver, Colo. The schedules 
proposed general increases in class and 
commodity rates between points in the 
Rocky Mountain states and between 
points in and east thereof and points in 
and west thereof. 

The carriers said the purpose of the 
proposed increases was to provide them 
with additional revenue to meet in- 
creased operating expenses. 

The motions were overruled, said the 
Commission, “for the reason that they 
do not present adequate grounds for 
granting the relief sought prior to con- 
sideration of the examiner’s recom- 
mended report and order and exceptions 
and replies thereto, if any.” 

It said it had considered not only 
the respondents’ motion but a motion 
of Acme Fast Freight, Inc., Merchants 
Shipping Association, Republic Carload- 
ing Co., and Universal Carloading & 
Distributing Corporation, all freight for- 
warders, and various replies including 
those of the federal Director of Price 
Stabilization, and the Secretary of the 
Navy and Secretary of Agriculture. 


P.R.R.-Reading Signal Relief 


The Commission, division 3, has ap- 
proved an application of the Pennsyl- 
vania-Reading Seashore Lines for au- 
thority to discontinue use of cab signals 
on its line between South Camden, N.WJ., 
and Winslow, N.J., and other relief. The 
approval was on condition that a train 
would not be permitted to enter the 
blocks between South Camden and Wil- 
liamstown Junction, and Williamstown 
Junction and Winslow, while a train was 
being operated in the opposite direction 
in either block. An order was issued in 
No. 13413, In the Matter of Automatic 
Train Control Devices, Pennsylvania- 
Reading Seashore Lines. 


Elliott Motor Rights Revoked 


The Commission, division 5, has re- 
voked and canceled portions of a certifi- 
cate, MC-73587, which authorized motor 
common carrier operations by Elliott 
Brothers Trucking Co., Inc., Easton, Md. 

An order to that effect was issued in 
MC-C-1260, Elliott Brothers Trucking 
Co., Inc.—Revocation of Certificate, and 
MC-73587, Elliott Brothers Trucking Co., 
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Inc., Easton, Md. The investigation pro- 
ceeding, MC-C-1260, was discontinued. 

The Commission said that in MC-C- 
1260, Elliott Brothers had failed or re- 
fused to inform the Commission within 
the time allowed by an order of Septem- 
ber 15, 1951, whether or not it instituted 
reasonably continuous and adequate serv- 
ice by motor carrier over the routes in 
question. 

The order revoked the following au- 
thority granted January 30, 1951, it said, 
for transportation over irregular routes 
as follows: Anthracite, from Shamokin 
and Pottsville, Pa., to Crisfield, Md.; 
coal from Minersville and Snow Shoe, 
Pa., to Tilgham, Md.; bituminous coal 
from Cresson, Pa., to Salisbury and 
Crisfield, Md.; livestock feeds, empty 
barrels, and fish boxes from Baltimore, 
Md., Philadelphia, Pa., and Wilmington, 
Del., to Crisfield, Md.; and automobile 
parts and accessories from Chester, Pa., 
to Chestertown, Md., and return with no 
transportation for compensation except 
as otherwise authorized, to the afore- 
mentioned points. 


1.C.C. Proposes Revision 
Of Rights Transfer Rules 


The Commission, division 5, has issued 
a notice of proposed rule making which 
will revise section 179.4 of its transfer 
rules and regulations to hold transfers 
of operating rights to one year, provide 
that a maximum rental must be stated 
in dollars in any application, that such 
applications will not be approved, and no 
sale of rights will be approved, if the 
Commission determines that the rental 
or purchase price is excessive. 

No oral hearing was contemplated, the 
Commission said, but that anyone wish- 
ing to make representations might do so 
in written data, views, or arguments 
(original and five copies) on or before 
March 3. 

The section of the regulations as re- 
vised, the Commission said, would read 
as follows, the present paragraph being 
paragraph (a) in the revision, and (b), 
(c), (d), and (e) being added paragraphs: 

“Section 179.4. Transfers for limited 
periods, Contracts to Operate, and the 
Consideration Involved in such Transfers 
and Contracts to Operate: (a) Applicants 
who seek approval of a transfer of op- 
erating rights for a _ limited period, 
whether by lease, operating contract, or 
otherwise, shall state in their application 
the specific period for which such trans- 
fer is sought, the consideration for such 
transfer, and the time and method of 
payment thereof, and that the applicants 
have agreed in writing that all operating 
rights involved in the transaction shall 
revert to the transferor at the expiration 
of said term, or upon a discontinuance of 
operations thereunder by the transferee 
at any time prior to the expiration of 
said term. In case of reversion, the trans- 
feror shall give immediate notice thereof 
to the Commission. 

“(b) Unless unusual circumstances are 
involved, an application for the transfer 
of operating rights for a limited period 
of time will not be approved for a period 
longer than one year, during which time 
the parties will be expected to consider 
and determine whether they want to en- 
ter into a permanent transaction of sale 
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and purchase of the rights: Provided 
that nothing herein shall be construed 
as approving a sale and purchase of op- 
erating rights in advance of application 
therefor. 

“(c) An application for the transfer 
of operating rights for a limited period 
of time will not be approved unless the 
terms of such transfer provide for a 
maximum rental stated in dollars. 

“(d) An application for the transfer 
of operating rights for a limited period 
of time which might otherwise be ap- 
proved for a period of one year will not 
be so approved if the Commission con- 
siders and determines that the rental 
charge resulting from the transfer for 
the one-year period would be excessive 
and contrary to the public interest. 

“(e) An application for transfer of op- 
erating rights by sale and purchase 
thereof will not be approved if the Com- 
mission considers and determines that 
the purchase price to be paid would be 
excessive and contrary to the public in- 
terest.” 





Mcdified Procedure Ordered 


By an order of the Commission by 
Commissioner Mahaffie in No. 30596. 
Universal Sewer Pipe Corporation et al 
v. Ann Arbor Railroad Co. et al., that 
proceeding has been designated for han- 
dling under modified procedure after 
having been held in abeyance pending 
determination by the entire Commission 
of the proceedings in No. 30069, Ten- 
nessee Products & Chemical Corporation 
v. Alabama Great Southern Railroad Co. 
et al., and related cases (T.W., Dec 8, 
1951, p. 28; Dec. 22, p. 38; January 5, 
1952, p. 39; Feb. 2, p. 35). 

In connection with the decision in No. 
30069, the Commission, by an order of 
the Commission by Commissioner Ma- 
haffie, also designated the proceeding in 
No. 30549, Thurston Chemical Co. (For- 
merly Known as Missouri Chemical Co. 
and as Oklahoma Chemical Co.) y. At- 
lantic Coast Line Railroad Co. et al., 
for handling under modified procedure. 





North-South Motor Rate 


The Commission, February 5, voted not 
to suspend tariffs of Central and South- 
ern Motor Freight Association, effective 
February 6, providing for increases in 
rates on traffic between northern and 
southern points, generally 6 per cent, the 
increases to expire February 28, 1953 (T. 
W. Feb. 2, p. 17). Southern and northern 
shippers asked for suspension. 





Admitted to 1.C.C. Practice 


The following have been admitted to 
practice before the Commission: 


Richard K. Abrahams, New York, N.Y.; 
Victor J. Baum, Dearborn, Mich.; Walter B. 
Caughlan, Jr., New York, N.Y.; Lewis L. Dela- 
field, New York, N.Y.; Frank Joseph Delany, 
Washington, D.C.; Arthur Ellison, Boston, 
Mass.; Louis Joseph Fisher, High Point, N.C.; 
Frank W. Flood, New Haven, Conn.; Earl S. 
Goodwin, Fairmont, W.Va.; and Albert D. 
Jordan, New York, N.Y. 

Joseph Lesser, New York, N.Y.; C. Harold 
Mann, Kansas City, Mo.; Morton Neipp, To- 
ledo, O.; William A. Pallme, New York, N.Y.; 
Peter P. Plante, Newport, Vt.; Thomas Arm- 
strong Quintrell, Cleveland, O.; Charles 





Francis Riddle, Washington, D.C.; William 
Warfield Ross, Washington, D.C.; Rosaleen 
C. Skehan, New York, N.Y.; and Robert Wil- 
liam Smith, Madison, Wis. 





Luckenbach Temporary Rights 


The Commission, division 4, by an or- 
der in W-620, Sub. 6, Luckenbach Steam- 
ship Co., Inc., Temporary Authority— 
Poughkeepsie, has authorized Lucken- 
bach to overate as a common carrier by 
self-propelled vessels in the transporta- 
tion of lumber and lumber products from 
the Pacific Coast ports it is authorized 
to serve, and St. Helens, Ore., to Pough- 
keepsie, N.Y. 

The order is to remain in force to 
and include July 26. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commissicn. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. M-4050, Wallboard & Re- 
turned Skids New Jersey & Pa., from 
February 1 to and including August 31, 
certain schedules published in supple- 
ment No. 2 to tariff MF-I.C.C. No. 16 of 
Allen J. Schware, doing business as Val- 
ley Transfer and Storage, Allentown, Pa. 
The suspended schedules propose to re- 
turn to the shipper, without charge, skids 
or pallets used for the convenience of 
the carrier in the transportation of wall- 
board from South Kearney, N.J., to Al- 
lentown, Pa. 

I, and S. No. 5989, Bicycles, Chicago, 
Ill., to Utah, from February 1 to and 
including August 31, certain schedules 
as published in supplements Nos. 184 and 
185 to Agent L. E. Kipp’s tariff I.C.C. No. 
A-3560. The suspended schedules pro- 
pose to reduce the rate on bicycles, with 
wheels exceeding 16 inches in diameter 
and parts thereof, when shipped in mixed 
carloads with furniture, from Chicago. 
Tll., to Salt Lake City and Utah common 
points. 


COMMISSION ORDERS 


I. & S. 5782, Automobiles, Evansville, Ind., 
to Mo.; F.S.A. 25318, Automobiles from 
Evansville, Ind., to Southwest; and F.S.A. 
25439, Automobiles from Evansville, Ind., to 
St. Louis, Mo. Order of Sept. 21, 1951, 
further modified to become effective July 1 
with same notice, instead of Jan. 31. 

* * 7” 


MC-50544 and Subs. 1 to 12 inclusive, 14, 
19, and 22, Texas and Pacific Motor Trans- 
port Co. Order of Jan. 22, 1948, made ef- 
fective April 30, instead of Jan. 31 insofar 
as cancellation of rates published for T. & 
F. in tariffs issued by Rocky Mountain 
Motor Tariff Bureau, Inc. 

ak * oe 

Finance 16876, Great Northern Ry. Co. 
Trackage Rights, Etc. Effective date of cer- 
tificate and order postponed pending further 
order of Commission. 

* * * 


MC-105987, Sub. 4, Paul M. Gillmor Co., 





Extension — Petroleum Products. Report 
and order of Nov. 5, 1951 modified with 
respect to authority granted, effective 


Mar. 10. 


* * * 


MC-C-1132, Akers Motor Lines, Inc., et al. 
v. Malone Freight Lines, Inc. Effective date 
of order of Aug. 23, 1951 further postponed 
from Jan. 31, to Mar. 17. 

ca * x 

Respondents having cancelled suspended 
schedules under special permission, the Com- 
mission has issued orders discontinuing the 
following proceedings: 
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I. & S. M-3835, Fruits & Vegetables— 
Philadelphia and Md. 

I. & S. M-3916, Curtains—Fall River & 
New Bedford Express Co. 

I. & S. M-3827, Iron & Steel—Pa., W. Va., 
to Ohio. 

I. & S. M-3849, Merchandise—Between 
Chicago & Dearborn-Detroit. 

I. & S. M-3921, Cigarettes, Tobacco—N. C. 
Points to Miami. 

I. & S. M-3952, Feed—Minneapolis to Ft. 
Wayne, Ind. 


* * * 


MC-FC-28982 and MC-FC-28982-A, Knowles 
Vans, Inc.—Purchase—Charles E. McCarty. 
Effective date of order of June 14, 1951 
further postponed from Feb. 1, to April 1. 


* * * 


No. 28648, Morton Salt Co. v. Alton R.R. 
Co., et al. Order of Feb. 13, 1942, so much 
as it required maintenance of a rate from 
Cincinnati, O., to Hutchinson, Kan., vacated 
and set aside. 

% * 

MC-F-4405, H. B. Holloway—Purchase 
(Portion )—Georgia Motor Express, Inc. Order 
of Sept. 6, 1951, vacated and set aside. Pro- 
ceeding recpened for further hearing. 

x * * 


MC-F-4919, Earl F. Schultz—Purchase 
(Portion)—Schneider Transport & Storage, 
Inc. Date on which recommended order 
shall become order of Commission and be- 
come effective postponed to Feb. 8. 

+. * ~ 


MC-F-5062, Robert B. Oppenheimer, et al. 
—Control; Indianapolis Forwarding Co.— 
Purchase (Portion)—Jess Wilson. Applica- 
tions and applicants’ petition for recon- 
sideration of order of Nov. 21, 1951, dis- 
missed. 

* * * 

MC-788, Sub. 3, McMahon Transportation 
Co. Extension—Special Operations. Apnpli- 
cant’s request for argument denied. 

oe * * 

MC-39961, Sub. 3, W. R. Elliott and Jay 
Fitzgerel Extension—Lake City, Mo. Ap- 
plicant’s request for argument denied. 

a * + 


MC-107544, Sub. 17, Lemmon Transport 
Co., Inc., Extension—N.C. Protestant’s re- 
quest for argument denied. 

a * ok 


MC-C-1256, Rowe Transfer & Storage Co., 
Inc. v. Malone Freight Lines, Inc. Request 
for argument denied. 

« * ok 

I. & S. M-3980, Foodstuffs—Norfolk to 
Richmond, Va. Date on which recom- 
mended order shall become order of Com- 
ogy and become effective postponed to 

eb. ; 


ae Bd * 


MC-F-5020, Benjamin and Jules Casser— 
Control; Westwood Transportation. Lines, 
Inc.—Merger—Mohawk Coach Lines, Inc., et 
al. Application dismissed. 

ok * 


Finance 17033, Missouri Pacific R.R. Corp. 
in Nebr. Trustee Abandonment. Petition 
of Nebraska State Railway Commission for 
further argument and reconsideration, de- 
nied. Certificate of Sent. 6, 1951 made ef- 
fective 15 days from Feb. 4. 

* * * 


I. & S. 5710, Petroleum in Southern Terri- 
tory, Rail. Order of May 8, 1951 further 
modified to become effective Mar. 15, on 
15 days’ notice, instead of Feb. 15. 

* ae * 

MC-18176, Sub. 115, Creston Transfer Co. 
Report and order of Nov. 19, 1951 vacated 
and set aside. Application dismissed. 


* Bd * 


MC-55889, Sub. 16, Cooper Transfer Co.; 


and MC-107496, Sub. 23, Ruan Transport | 


Corp. Applications dismissed. 


* * * 


MC-90822, Sub. 14, William Austin Fishel. 
Order of Nov. 27, 1950 vacated and set aside. 
Application dismissed. 

* * * 

MC-96610, North Pole Freight Lines. 

Plication denied. 


%* * * 


Ap- 


Order of 
Applica- 


MC-112578, Kara Trucking Co. 
Aug. 1, 1951 vacated and set aside. 


tion dismissed. ’ 
* * x 


MC-C-1132, Akers Motor Lines, Inc., et al. 
v. Malone Freight Lines, Inc. Effective date 
of order of Aug. 23, 1951 further postponed 
from Dec. 31, 1951, to Jan. 31. 


* * * 


MC-FC-52844, Refrigerated Freight Service 
Co., Transferee, and Edward W. Lavine, 
Transferor. Order of May 9, 19°1 vacated 
and set aside. Application dismissed. 
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APPLICATIONS 





AND PETITIONS 


Forwarder Iron, Steel 
Rights Granted Without 


Hearing Draw Protest 


Railroads operating in Southwest- 
ern Territory, and those operating in 
Texas, have asked reconsideration 
and hearing in FF-218, Barge Service 
Co. Freight Forwarder Application, 
on the ground that a permit was 
granted in the proceeding without 
hearing, in violation of the adminis- 
trative procedure act, and in viola- 
tion of the interstate commerce act. 


The southwestern railroads cited Riss 
v. United States and Interstate Com- 
merce Commission, 341 U.S. 907, and 
Wong Yang Sung v. McGrath, 339 U.S. 
33, in their protest against a grant of 
rights, without hearing, to forward iron 
and steel articles from Pittsburgh and 
Baden, Pa., to Houston, Tex., through 
use of the facilities of common carriers 
by water. 

By its per curiam decision in the Riss 
Case the Supreme Court had endowed 
that case with all of the principles of 
the related Sung case, the southwestern 
railroads asserted, so that the language 
of the Sung case must be analyzed to 
understand the Riss decision. They con- 
tinued: 

“The principal point standing out like 
a beacon light is that in both cases the 
court has read into the statutes (the 
immigration act of 1917 and Section 207 
of the interstate commerce act) a re- 
quirement for a hearing where the ap- 
plicable statutes do not expressly make 
that provision.” 

The railroads also asserted that, sec- 
tion 410 of the interstate commerce act, 
being almost identical with section 207 
of that act in its requirement for hear- 
ing, it was inconceivable that the Su- 
preme Court could rule that hearing 
was not required under section 410 and 
“remain even vaguely consistent with its 
opinion in the very recent Riss (1951), 
and Wong Yang Sung (1950) cases.” 

If granted a hearing, the southwestern 
railroads said, they believed they could 
establish that the applicant was unfit 
and therefore unable properly to per- 
form the proposed service; that ap- 
plicant was unable to sustain its burden 
of proving public interest and the na- 
tional transportation policy; that there 
was no legitimate or real need for the 
Proposed service and that all of the 
needs in the concerned area could be 
adequately met by existing forms of 
transportation. They also said they 
believed they could show that granting 
of the application would result in “an 
unfair and unwarranted diversion of 
traffic from these protestants and that 
such diversion cannot be afforded by 
these protestants.” 


Texas Railroads 


_ The Texas railroads, asking for a hear- 
ing, also urged that the provisions of 
Parts II and IV of the act were substan- 
tially the same and that applications 
mace under each must be assigned for 
hearing. After quoting sections 207(a) 
and 410(c), the Texas roads said that 


the Commission ‘followed closely the pro- 
cedure of holding hearings on applica- 
tions under part II, and that it “knows 
full well the requirement to do so.” They 
said neither of the sections specifically 
stated that a hearing must be held, but 
added that “the courts have construed 
this language as a requirement to hold 
a hearing.” That requirement applied to 
part IV as well as other parts of the 
act, the Texas railroads asserted. 

.They cited portions of the order in the 
proceeding, saying they were unable to 
determine from what testimony or facts 
such a finding had been made and that, 
by cross-examination and by direct evi- 
dence, they would be able to controvert 
the facts and nullify the basis for a 
finding that consignee-shippers at Hous- 
ton were unable to obtain consignments 
of the involved products in sufficient 
quantities to ship in bargeload lots. 

The Texas railroads cited other find- 
ings of the division, and said, similarly, 
that they would, on hearing, controvert 
the facts on which the findings were 
based. 

They said they had received a letter 
from the director of the Commission’s 
Bureau of Water Carriers and Freight 
Forwarders after they had filed their 
protest to the application. The director’s 
letter, they said, stated that the question 
of whether or not the application would 
be assigned for hearing would be deter- 
mined on receipt of specific information 
indicating the interests of the protest- 
ants. 

The 'Texas railroads said the letter in 
no way notified them that the appli- 
cation would be determined without a 
hearing and was an acknowledgment 
that they were viewed as protestants. 
They said they had not responded to the 
letter, but elected to present their in- 
terests and evidence at an oral hearing. 
Rail protestants, they asserted, were de- 
nied the right to do that since the or- 
der was issued without a hearing. Pur- 
suant to rule 73 of the Commission’s 
ruies of practice, the Texas railroads 
said, made it seem unnecessary for 
protestants to file any pleadings sub- 
sequent to their protest, but that they 
could elect te present their evidence and 
their interests in a hearing assigned by 
the Commission. Since they were not 
afforded such an opportunity, the rail- 
roads asserted, their fundamental rights 
had been violated. 





Export Forwarder Asks 


Domestic Service Permit 


By an application in FF-201, Sub. 1, 
Inland Shipping Co., of Chicago, IIl., 
asks authority to extend its service on 
export traffic from its present origin 
territory, Illinois, Indiana, Iowa, Ken- 
tucky, Michigan, Minnesota, Missouri, 
Ohio, Wisconsin, and Omaha, Neb., to 
Delaware, Maryland, Virginia, and Wash- 
ington, D.C., on domestic traffic. 

The applicant said its present author- 
ity was for the movement of export traf- 
fic through the port of Baltimore. 

In explanation of its operations, In- 
land said. 

“Applicant now operates from lease 
warehouse facilities of the Baltimore & 
Ohio Railroad at Chicago, Ill., and Bal- 
timore, Md. If this application for ex- 
tension is granted, shipments destined to 
Delaware, Maryland, Washington, D.C., 
and Virginia will initially be distributed 
from Baltimore by subsidiary truck serv- 
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ice. If volume so warrants at a later 
date, distribution stations will be estab- 
lished at strategic points in the afore- 
mentioned states .. .” 

It said that its solicitation had re- 
vealed a need for expansion of service 
to the territory adjoining Baltimore “for 
the handling of domestic traffic.” In- 
land said many shippers now using its 
services were in position to favor it with 
additional traffic to the proposed terri- 
tory, and that the proposed added service 
would permit a more economical opera- 
tion by resulting in a more diversified 
classification of cars and “more frequent 
sailings from Chicago.” 


Refrigerated Carriers Ask 
Suspension of Rate Cuts on 


Frozen Citrus Concentrates 


The Refrigerated Carriers Associa- 
tion, Washington, D.C., has asked 
suspension by the Commission of 
tariff schedules of Southern Motor 
Carriers Rate Conference publishing 
reduced rates on frozen citrus con- 
centrates from Florida origins to Chi- 
cago, Ill., Indianapolis, Ind., Kansas 
City, Mo.-Kan., Milwaukee, Wis., 
Minneapolis and St. Paul, Minn., 
Omaha, Neb., and St. Louis, Mo., ef- 
fective February 8. 


The petitioner said that the publication 
named rates subject to a 36,000-pound 
minimum weight, and that the com- 
modity was frozen, requiring use of re- 
frigerated vehicles ranging in weight 
from 25,000 pounds to 30,000 pounds 
empty. It also said that in order to 
transport the shipments from the origins 
to the destinations named, the carriers 
participating in the rates must transit 
one or more of the states of Tennessee, 
Kentucky, Virginia, or Missouri, and 
that the vehicles, together with the 
minimum weight specified, would far 
exceed the permissible weights which 
might be carried by motor vehicle in the 
named states. 

The petitioning association identified 
the protested schedule as supplement 
No. 2 to S.M.C.R.C.’s MF-I.C.C. No. 553, 
tariff 146-c. 


“Gross weight for vehicle and cargo in 
the states named,” said the petitioner, 
“ranges from approximately 42.000 
pounds in Tennessee and Kentucky to 
52,000 pounds in Virginia, making 28,000 
pounds the maximum amount of cargo 
that can be carried on equipment of the 
minimum empty weight. 

“As a consequence, 36,000 pounds can- 
not be carried on one vehicle while trans- 
iting these states, and the 36,000-pound 
minimum weight stated for application 
with the rates named is unrelated to the 
amount of weight which will actually be 
carried. 

“Since the tariff minimum weight ex- 
ceeds the weight which can be lawfully 
transported between the points named in 
the tariff, it cannot be considered the 
measure of the rate to which it is related. 


“The rates in the publication identified 
are 6 per cent lower than existing rates 
in the same publication between the same 
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points having a 27,000-pound minimum 
weight. 

“Minimum weights which are in excess 
of the weight which can be lawfully 
transported in the vehicle encourages 
shippers to require that motor carriers 
violate the various state weight laws, as 
well as constituting indirect reductions 
in the rate by requiring the motor car- 
rier to furnish additional vehicles to han- 
dle the overfiow. 

“Since refrigerated equipment is much 
heavier than ordinary equipment, it is 
particularly important that the refrig- 
erated motor carriers be protected against 
unreasonable requirements of shippers, 
concerning the level of minimum rates 
to be named in connection with the ap- 
plicable rates.” 





Plea to Vacate Rail-Barge 
Joint Rate Order Opposed 


The New Orleans Traffic and Trans- 
portation Bureau, and the Memphis 
Freight Bureau, jointly, have asked the 
Commission to deny a petition of the 
railroads in No. 26712, Rail and Barge 
Joint Rates, requiring compliance with 
the Commission’s order to establish 
through routes and joint rates with cer- 
tain barge lines (T.W., Dec. 22, 1951, 
p. 15). 

The bureau traced the.appeal of the 
Commission’s order through the Su- 
preme Court of the United States, in 
which the Commission’s order was sus- 
tained. It said that the order had been 
postponed from time to time and, Janu- 
ary 23, was postponed until further order 
of the Commission (T.W., Feb. 2, p. 35). 

With that background of litigation, 
said the bureau, nothing constructive 
could be gained by granting the rail- 
roads’ request for vacation of the Com- 
mission’s order “and thereby pave the 
way for another attack by petitioners 
against the joint rate structure.” Nor, 
it asserted, could anything be accom- 
plished by reopening the proceeding for 
the introduction of additional evidence, 
“in other words, embark upon another 
fishing’ expedition for the purpose of 
testing the ‘compensatory’ character of 
the rates which petitioners allege is with- 
in the knowledge and control of the barge 
lines and not available to petitioners.” 
The bureau added that the Commis- 
sion’s finding was based on the compen- 
satory nature of the joint rates under in- 
vestigation, although it asserted that the 
railroads had “urged and reurged this 
theory” before the Commission and be- 
fore the courts. 

The bureau said the controversy could 
be settled without “further ado” if the 
railroads and the barge lines would 
recognize the necessity for the joint rail- 
barge rates and reasonable minimum 
differentials. 





Water Rights Requests 


The Commission has received two ap- ° 


plications of water carriers, one for a 
revised certificate, and the other for a 
certificate of exemption. 

By an application in W-587, Sub. 25, 
Foss Launch & Tug Co., Seattle, Wash., 
asks that its certificate be revised so as 
to provide for the transportation of ex- 





plosives via railroad car ferry between 
Tacoma, Wash., and shipside at Blaks 
Island or Kingston, Wash. 

The Marine Division, National Con- 
tainer Corporation of Virginia, Jackson- 
ville, Fla., has asked expeditious handling 
of its application in W-1043, Sub. 1, for 
exemption under section 303(h) of the 
interstate commerce act, which permits 
the Commission to determine whether a 
carrier is transporting property of a per- 
son owning all or substantially all of 
the voting stock of the carrier and to 
exempt such carrier from part ITI of the 
act. 

The application covered the transpor- 
tation of timber (pulpwood) and other 
materials, supplies and goods inbound 
to the parent company’s pulp and paper 
mills and the products of the mills out- 
bound to its processing plants and to 
coastal distributing points, from inland 
waterway points principally in Georgia 
and Florida to Jacksonville, Fla., and 
other raw materials, supplies and goods 
from points on the Atlantic and Gulf 
coasts to Jacksonville. The mill products 
were for transportation to processing 
plants principally in New York and 
Pennsylvania and to coastal distributing 
points. 





Rails File Class Rate 
Tariffs, National Rate 


Basis Tariff, With I.C.C. 


Agent L. E. Kipp filed with the 
Commission, February 1, for all rail 
tariff filing agents, National Rate 
Basis Tariff No. 1, effective May 30. 
This, with the territorial class rate 
tariffs, will apply in connection with 
the uniform freight classification 
already filed (T.W., Feb. 2, p. 38). 


The Commission, therefore, has before 
it the end results of its decision in No. 
28300, Class Rate Investigation, 1939, 
and No. 28310, Consolidated Freight 
Classification, in which it required the 
railroads to file a uniform freight classi- 
fication, and prescribed class rates for 
the territory east of the Rocky Moun- 
tains. 

The Commission has permitted until 
April 1 for the filing of protests to the 
classification or the class rates, and 
replies to those protestants must be filed 
on or before May 1. 

The National Rate Basis Tariff is 
made up of 396 pages and cover. It is 
described as “an alphabetical list of all 
stations in the involved territories with 
rate bases applicable, which tariff will 
govern all tariffs issued by the several 
agents publishing the Docket No. 28300 
rates.” 

At the back of the tariff—and this 
is true also of the class rate tariffs— 
is a page which gives a brief description 
of the territories covered by each of the 
specific class rate tariffs, to guide the 
shipper in locating the rate on his traf- 
fic. 


It was explained at the Commission 
that the rate grouping was uniform to 
all points in the territory affected by 
the class rates. Thus, as explained by 
Mr. Kipp in a letter to the Commission, 
a shipper would know in what group his 
shipping point was located. Having used 
the rate bases tariff to learn this, it was 
explained, the shipper turns to the proper 
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territorial class rate tariff, locates the 
destination point, and thus determines 
the rate on his traffic as rated in the 
uniform classification. 

Rules have been made uniform insofar 
as that was possible, it was said, and the 
rules have been assigned uniform num- 
bers in each of the tariffs—the inter- 
mediate rule, for example, carrying the 
same number of each tariff. It was said 
at the Commission that the most im- 
portant improvement from the stand- 
point of the shipper was the fact that 
the tariff name specific rates which did 
not alternate with minimum border point 
rates, arbitrary bridge scales, or other 
formulae of that nature. 

It was pointed out that, as to excep- 
tions rated traffic, the old class rate 
tariffs would continue to apply. 

Agent Kipp explained that the rate 
groups provided in the National Rate 
Basis Tariff No. 1 approximated 40 miles 
in area and were substantially uniform 
in that respect throughout all the terri- 
tories. He said that the rate groups did 
not straddle state boundaries or rate 
jurisdictions so that some groups were 
less than the standard 40 miles. How- 
ever, in such cases (using Council Bluffs, 
Ia., and Omaha, Neb., as examples) he 
said that a common rate was observed 
from such points. Also in the case of 
Chicago, with a switching district 60 
miles from north to south, Mr. Kipp said 
all points were grouped. 

Though the title of the tariff was 
stated as “National Rate Basis Tariff 
No. 1,” the tariff was otherwise referred 
to as the rate “bases” tariff. 


Class Rate Relief Asked 


By fourth section application No. 
26770, Class Rates in the United States, 
L. E. Kipp, agent for carriers parties to 
the class rate investigation, and other 
carriers, has asked relief from the long- 
and-short-haul provision of section 4 of 
the act in connection with the class rates 
to be established pursuant to the findings 
in No. 28300. 

The relief is asked “between points in 
the United States,” and the grounds for 
relief are given as “competition with rail 
carriers, circuitous routes, and to main- 
tain grouping.” 





Forwarder Replies to Rail 
Assertion That It Got Its 
Rights Without a Hearing 


Barge Service Co., Houston, Tex., 
has filed with the Commission a reply 
to a petition of the eastern railroads 
and other protestants in FF-218, 
Barge Service Co., Freight For- 
warder Application, in which the 
railroads say the Commission, divi- 
sion 4, has determined this freight 
forwarder application for operating 
authority without a hearing (T.W., 
Jan. 26, p. 43). 

Under the Commission’s expedited 
procedure, Barge Service Co. was granted 
authority to operate as a forwarder of 
iron and steel articles from Pittsburgh 
and Baden, Pa., to Houston, through use 
of the facilities of common carriers by 
water. 

The applicant, in its reply, submitted 
by Rene A. Stiegler, New Orleans, said 
that the protestants “cannot even hope 
to defeat your applicant on the merits 





































































































TORLD 


; the 
nines 
1 the 


sofar 

d the | 
num- if 
nter- 
x the 
; said 
, im- 
tand- 
that 
h did 
point 
other 


XCep- 
rate 


. rate 
Rate 
miles 
\iform 
terri- 
ps did 
» rate 
/ were 
How- 
Bluffs, 
2s) he 
served 
ase of 
ict 60 
yp said 


t was 
Tariff 
ferred 


n No. 
States, 
ties to 

other 
> long- 
nm 4 of 
s rates 
ndings 


ints in 
nds for 
ith rail 

main- 


sil 
; 
ng 


. Tex. 
a reply 
ilroads 
rF-218, 
| For- 
ah «the 
1, divi- 
freight 
erating 
(T.W., 


xpedited 
granted 
arder of 
ttsburgh 
ugh use 
riers by 


ibmiitted 
ins, said 
en hope 
ep merits 


February 9, 1952 


of the case, therefore, it is obvious that 
their only chance of success is to ex- 
haust your applicant physically, men- 
tally and financially through the pro- 
longation of time before your applicant 
can begin to operate.” 

“Although the decision specified that 
facts should be cited,” continued the ap- 
plicant, “not one fact of any weight was 
named by the protestants. 

“The decision should stand effective 
as of February 20 and the applicant 
should be allowed to commence business.” 

Barge Service Co. said the railroads ar- 
gued mainly about the federal adminis- 
trative procedure act. 

“Through the usage of astute legalis- 
tic gymnastics,” it said, “they ostensibly 
attempt to show that the Commission 
cannot act without a hearing in this 
case. This fallacious reasoning is readily 
apparent when properly analyzed.” 


Sung and Riss Cases Cited 


The applicant said the railroads cited 
the case of Wong Yang Sung v. McGrath, 
339 U.S. 33 in the Supreme Court of the 
United States and that court’s decision 
in Riss & Co. v. United States of Amer- 
ica and Interstate Commerce Commis- 
sion, 341 U.S. 907. 

“As the Commission knows,” continued 
the applicant, “the Riss case involved a 
question of how a hearing should be held, 
not whether a hearing should be held or 
not. Since Riss had been accorded a 
hearing, it is obvious that the granting 
of a hearing was not the issue. The 
issue clearly was whether a hearing, that 
was held, should be held in accordance 
with the procedure of the administrative 
procedure act. The hearing examiner 
in the Riss case was not an examiner 
qualified under the A.P.A., and, therefore, 
did not have the complete independence 
required of an A.P.A. hearing exam- 
iner. Thus, in the Riss case, there was 
present the very same issue as was 
present in the ‘Sung’ case and that is the 
‘prosecutor-judge’ combination.” 

There was no prosecutor-judge com- 
bination in the applicant’s case, it said, 
and added that since the case did not 
involve the life or human liberty of any- 
one, the applicability of the Sung de- 
portation case principles to the appli- 
cant’s case was “indeed far-fetched.” 


Another important distinction between 
the Riss case and the applicant’s case, 
said the applicant, was the fact that in 
the Riss case counsel for that carrier 
argued that an initial license was not 
involved. In the instant case, however, 
said: the applicant, an initial license was 
involved. 


The definition of “licenses” in section 
9 of the administrative procedure act 
included permits of the type sought by 
the applicant, it said, and quoted sec- 
tion 9(b) as stating: “This section oper- 
ates in all cases whether or not hearing 
is required, but it does not provide for 
: hearing where other statutes do not 
0 so.” 


“Thus,” continued the applicant, “it 
was clearly the intent of Congress, that 
When no hearings were called for in the 
Statute, none were mandatory. Here, 
under an entirely different section of the 
law, pertaining entirely to permits and 
certificates, it is shown that the Com- 
Mission is empowered to decide whether 
& hearing is to be held or not. 


“Although the eastern railroads tried 
to strain, twist and distort section 5 of 
the administrative procedure act to mean 
that a hearing must be held, they were 
Completely silent on section 9(b), which 


actually covers precisely what is involved 
in this case.” 

The applicant said it was alleged by 
the protestants that the existing services 
“can accurately be determined only at a 
public hearing, etc.” 

“The Commission knows,” it continued, 
“that there can be no service without 
rates on file with the Commission and 
the Commission also knows that there 
are no all-water carload rates from Pitts- 
burgh, Pa., to Houston, Tex. In the ab- 
sence of carload rates, all-water, Pitts- 
burgh to Houston, there can be no serv- 
ice comparable to that offered by your 
applicant. Whatever other services now 
exist, is beside the point. Since the Com- 
mission knows that there is no service 
comparable to that of the applicant 
available today, it is not necessary for a 
shipper to have to testify and be cross- 
examined on that fact.” 

The applicant said that one fact that 
the eastern railroads did not disclose was 
the fact that the preponderance of the 
business that would move over the freight 
forwarder service was business that for- 
merly moved in bargeload lots, but which 
could not move that way because of the 
steel shortage. 

It said that although no notice was 
required or served in this proceeding, the 
railroads had ample opportunity to learn 
of the Barge Service Co. application 
through (1) the Commission’s public file 
basket; (2) TraFFic Worip of July 28, 
1951; (3) interstate maritime service no- 
tices; and (4) the “watching service” of 
the Traffic Service Corporation. 


FINANCE APPLICATIONS 


Finance No. 13487, second supplemental. 
The Baltimore & Ohio Railroad Co. asks 
approval of modification of trackage ar- 
rangement by which it operates over the 
railroad of the Cherry River Boom & Lumber 
Co., in Webster, Randolph and Pocahontas 
counties, W.Va., east of Donaldson, W.Va. 
The B. & O. said the amendment would 
state the separate charges payable for cars 
handled by the lumber company on a “per 
ton” basis rather than a “per car miie” 
basis and to increase the total of such 
charges, based on 1950 volume and loading 
of traffic, about 53 per cent. 

ok + oa 


Finance No. 17616, Marine Division, Na- 
tional Container Corporation of Virginia, 
asks authority temporarily to operate the 
rights of American Coastal Lines, Inc., in 
W-14, pending determination of its applica- 
tion for transfer of the carrier’s permit. In 
Finance No. 17616, Sub. 1, National Con- 
tainer Corporation of Delaware, asks au- 
thority to control the contract water car- 


rier. 
* * * 


Finance No. 17636, Chicago & Eastern 
Illinois Railroad Co. asks authority to issue 
$2,100,000 equipment trust certificates, Series 
“TI”, dated February 1, maturing in 30 semi- 
annual installments, to cover part of the 
purchase price of 385 steel hopper cars and 
100 steel box cars. The applicant said a 
bid of 99.566 per cent of the principal 
amount, with an interest rate of 34% per 
cent, made by Salomon Bros. & Hutzler, 
and associates, had been accepted. 

* * Ba 

Finance No. 17637, Chesapeake & Ohio 
Railway Co. asks authority to issue $8,250,000 
of equipment trust certificates, dated March 
1, to mature in 30 semi-annual installments. 
The proceeds will meet 80 per cent of the 
cost of 15 diesel electric locomotives, esti- 
mated to cost $10,407,341. 


* * * 


Finance No. 17638, Missabe & Iron Range 
Railway Co. asks authority to issue a promis- 
sory note for $8,000,000 to United States 
Steel Corporation partially to finance the 
purchase of 1,500 steel ore cars to cost about 
$10,700,000. rE Ae 


Finance No. 17640, Southern Railway Co. 
asks authority to issue $5,850,000 of equip- 
ment trust certificates, series “SS,” to 
furnish part of the funds for the purchase 
of three diesel electric road switching loco- 
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motives and one switching locomotive. The 
certificates would be dated March 15 and 
Payable in 30 semi-annual installments. 
Bids have been requested by noon of Feb- 
ruary 20 at the New York offices of the rail- 
road. 
~ 2 a 
MC-F-5132—Prucka Transportation, Inc., 
Omaha, Neb., asks authority to purchase 
and temporarily to operate the operating 
a of Allen’s Transfer, Inc., of Lincoln, 
eb. 
s Sd s 
MC-F-5133, J. Throckmorton, dba Archie’s 
Motor Freight, Richmond, Va., asks author- 
ity to purchase the operating rights of Louis 
Weingarden, trustee in bankruptcy for 
Bowles Construction Co., Inc., Detroit, Mich. 
* 


MC-F-5134, Herman C. Petta, dba Salt 
Lake-Kanab Freight Line, Salt Lake City, 
Utah, asks authority to purchase the op- 
erating rights held by Sheriff, Salt Lake 
County, Utah, after levy on Kenneth Farley, 
dba Kaibab Truck Line, Murray, Utah. 

sa 


MC-F-5135, M. M. Young, Laramie, Wyo., 
asks authority to purchase certain operating 
~ or of American Buslines, Inc., Chicago, 


* * * 


MC-F-5136, Smith’s Truck Lines, Muncy, 
Pa., asks authority to purchase the operat- 
ing rights of Williamsport Trucking Service, 
Williamsport, Pa. Pr hee 


MC-F-5137, Warsaw Trucking Co., Inc., 
Warsaw, Ind., asks authority to purchase 
certain operating rights of Overland Freight 
Lines, Inc., Indianapolis, Jnd. 


MC-F-5138, Pacific Highway Transport, 
Inc., Seattle, Wash., asks authority to pur- 
chase certain operating rights of Green 
Transfer & Storage Co., Portland, Ore. 


MC-F-5139, Cortland Fast Freight, Inc., 
Cortland, N.Y:, asks authority to purchase 
the operating rights of H. J. Korten, Inc., 
Pelham Manor, N.Y. ae 


MC-F-5140, Ralph’s Transfer Co., The 
Dalles, Ore., asks authority to purchase cer- 
tain operating rights of Portland-Pendleton 
Motor Transportation Co., Portland, Ore. 


MC-F-5141, Portland-Pendleton Motor 
Transportation Co., Portland, Ore., asks au- 
thority to purchase certain operating rights 
of Ralph’s Transfer Co., The Dalles, Ore. 


MC-F-5142, Houff Transfer, Inc., Weyers 
Cave, Va., asks authority to purchase cer- 
tain operating rights of Edward Wagner 
Storage Co., Inc., | Wheeling, W.Va. 


MC-F-5143, St. Johnsbury Trucking Co., 
Inc., St. Johnsbury, Vt., asks authority to 
purchase certain operating rights of Gar- 
field W. Henderson, Corinne, Me., and tem- 
porarily to operate. 


PETITIONS FOR REHEARING, ETC, 





No. 30327, Michigan Propane Gas Corp. v. 
P. R.R. Co., et al. Complainant asks re- 
consideration. , P 

- 

MC-954, Sub. 34, Mid-States Freight Lines, 
Inc. Applicant asks severance of portion of 
application. Ped oa 


MO-52657, Sub. 431, Arco Auto Carriers, 
Inc. Protestants ask reconsideration. 


MC-C-1351, Motor Freight Express v. 
Branch Motor Express Co. Defendant moves 
that complaint be dismissed, or complainant 
be required to make its complaint more 
definite and certain. 

* ~ 

MC-C-1352, Advance Transportation Co., 
et al. v. Acme Transfer & Freight Co., et al. 
Defendant Libery Motor Freight Lines, Inc. 
moves that complainants be required to 
=. their complaint more definite and 
ce’ n, 


I. & S. M-3984, Liquor, Canned Milk— 
Central and Middlewest Points. Middlewest 
Motor Freight Bureau, for respondent motor 
carriers, asks vacation in part, and cancel- 
latoin of suspension and investigation 
thereof. Bi 

*. 


MC-F-4792, C. E. Houff—Control; 
Transfer, Inc.—Purchase 


Houff 
(Portion )—Ellott 
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Bros. Trucking Co., Inc. Applicants ask 
reconsideration and further hearing. 
+ a * 


MC-110086, Sub. 2, Clarence F. Bates Ex- 
tension—Tallahassee. Great Southern Truck- 
ing Co. asks reconsideration. 

+ 7 . 


MC-112285, J. W. Golden, Jr., Common Car- 
rier Application. Trunk Line Territory Rail- 
roads ask reopening and reconsideration, 
and vacation of order of Dec. 20, 1951. 

* a” + 


MC-F-4703, Bill Watkins—Control; Watkins 
Motor Lines, Inc.—Purchase—Everett L. 
Baker. Rath Packing Co. asks argument and 
reconsideration, or further hearing. 

* » * 


No. 30438, Consolidated Water Power and 
Paper Co. v. Sandersville R.R. Co., et al. 
Complainant asks rehearing and _ recon- 
sideration. 

+€ a + 

MC-966, Sub. 6, Capitol Truck Lines, Inc. 
Applicant asks amendment of application 
and severance. 

* * * 

MC-9685, Sub. 18, Emery Transportation 
Co. Extension—Austin, Minn. Applicant 
asks permission to amend application. 

* * a 


I. & S. M-4026, Cement, Universal, Pa. to 
Schwerman Co. of 


Md., Ohio and W.Va. 
Pa., Inc. asks order be vacated and set 
aside. 
” * * 
MC-C-1358, United Truck Owners of 


America, Inc. v. Roadway Express, Inc. De- 


fendant moves dismissal. 
* A * 


MC-FC-53522, Belmore Trucking Co., Inc., 
Transferee and Candy Carriers, Inc., Trans- 
feror. Transferee asks reconsideration. 

« * * 


FF-38, Sub. 3, A. B. C. Freight Forwarding 
Corp., Extension of Operations. Acme Fast 
Freight, Inc., et al. ask further hearing and 


other relief. 
+ * *” 


No. 24815, Fairmont Creamery Co. v. C. 
& N. W., et al. Chicago and North Western 
Ry. Co. asks cancellation of rates, and vaca- 


tion of order. 
* * * 


Finance 17289, Texas and Pacific Ry. Co. 
Abandonment. Applicant asks reconsidera- 
tion and vacation of report and order, and 
in alternative further hearing, and argu- 
ment. 


rele VION bas 


Western Retailers Attack 
Railroad Mixing Rule 


The Western Traffic Conference, Inc., 
of San Francisco, Calif., an organization 
of traffic managers representing many 
western retail firms, has announced the 
sending of a complaint to the Commis- 
sion charging the nation’s railroads with 
maintaining unjust and unreasonable 
rules governing the charges to be paid on 
mixed carload shipments. The confer- 
ence also charged that the same rules 
were unduly prejudicial to western ship- 
pers and receivers. 


The conference explained that the 
complaint was directed at rule 10 of the 
Consolidated Freight Classification, under 
which, it said, cars were rated and freight 
charged on the basis of the highest rated 
commodity in the car, and on the total 
weight of the car. 

It asserted that the railroads had 
modified the rule for the benefit of the 
states east of Mountain-Pacific Terri- 
tory, and that they charged differently 
on carloads of mixed commodities mov- 
ing to and from the eight western states 





comprising that territory than in the 
other 40 states. 

“Carload shipments of mixed commodi- 
ties moving in territory east of Mountain- 
Pacific Territory are charged on the 
weight of each commodity at the carload 
rate of the individual commodity,” the 
conference asserted. “Like shipments 
moving to, from and within Mountain- 
Pacific Territory are charged at the rate 
of the highest rated commodity in the 
car on the total carload weight.” 


The conference also asserted that the 
rule tended to discourage maximum load- 
ing of rail cars and so intensified the 
critical car shortages with which it said 
the railroads were faced. It added that 
the rule compelied shippers to split sin- 
gle customer carload orders into two or 
more parts, “often via other transporta- 
tion media” in order to avoid higher or 
excessive freight costs. 


In its announcement of the filing of 
the complaint, the conference continued: 


“Western shippers and receivers have 
been asking the railroads for the same 
liberalized rules applicable to other terri- 
tories for a number of years, but each 
request has been refused. At the same 
time the rail lines have voluntarily and 
on their own initiative liberalized mixed 
carload shipping rules in about forty 
states, excluding entirely the Mountain- 
Pacific Territory. 

“Western manufacturers joining in the 
conference’s complaint claim that they 
are unable to compete with eastern man- 
ufacturers because of the difference in 
the rates brought about by the difference 
in shipping rules, when both are shipping 
to a point such as Dallas or Denver. At 
the same time eastern manufacturers 
claim that they often must make many 
individual shipments of their commodi- 
ties when shipping to Mountain-Pacific 
Territory, it frequently being cheaper to 
make less-car-load shipments than to 
pay for carload shipments under the 
stringent rules applying to the western 
states. The conference is being joined 
in the complaint by a number of inter- 
ested shipper-receiver traffic groups, as 
well as by many individual business 
firms.” 


Digest of Complaints 


MC-C-1366, John Sherman—Revocation 
of permit 
Investigation instituted by the Com- 
mission, division 5, into practices of the 
respondent, of Millville, N.J., as to dis- 
continuance of operations. 
* * - 
No, 30975, C. H. Dexter & Sons, Inc., 
Windsor Locks, Conn., v. New Haven 
Alleges rate on numerous carloads of 
Manila hemp and abaca fibre, in the 
statutory period, from New York Har- 
bor, N.Y., ex vessels, to Windsor Locks, 
in violation of sections 1 and 3. Asks 
cease and desist order, rates, and rep- 
aration of $5,000. (J. H. Sturtevant, 262 
Washington St., Boston 8, Mass.) 


* * * 


No. 30283, Jessop Steel Co., Washington, 
Pa., v. Pennsylvania et al. 

Alleges rates on carload shipments of 
scrap iron or steel (including stainless 
steel scrap, or turnings or borings), in 
the statutory period, from points in New 
York, Delaware, New Jersey, Maryland, 
Virginia, Ohio, and Pennsylvania to 
Washington, Pa., in violation of section 
1. Asks cease and desist order, rates, 
and reparation, including pendente lite. 
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(Malcolm D. Miller, Munsey Bldg., Wash- 
ington 4, Pa.) 
cA . * 
No. 30984, F. W. Stock & Sons, Inc., 
Hillsdale, Mich., v. C. & O. et al. 

Alleges failure to publish or partici- 
pate in local commodity rates, or joint 
through rates, on grain and grain prod- 
ucts, from C. & O. origins in Michigan 
via New York Central and Hillsdale to 
destinations on railroads serving Cen- 
tral Freight Association, Trunk Line and 
New England territories, in violation of 
sections 1 and 3. Asks cease and desist 
order and rates. (C. L. Athanson, 2262 
National Bank Bldg., Detroit 26, Mich.) 


PROPOSED REPORTS 


Continuance of ‘Section 4’ 
Relief on Anthracite to 
New England Proposed 


Examiner Clarence K. Glover has 
recommended that a fourth-section 
order of April 5, 1950, that would 
have vacated an earlier order pro- 
tecting rates at intermediate points 
in New England on anthracite coal, 
be set aside, on the ground that fuel 
oil competition is serious enough to 
warrant continuance of the out- 
standing relief originally granted 
on the ground of rail-barge and rail- 
barge-truck competition. 


His recommendations are in @ proposed 
report in Fourth Section Application No. 
15200, Anthracite Coal to New Eng- 
land Territory, embracing fourth section 
applications Nos. 15277, 15319, 16285, 
18310, 21003, and 21961. They are as fol- 
lows: 

“As appears from the preceding dis- 
cussion, anthracite transported by the 
barge carriers is now relatively of minor 
importance in the competitive picture; 
the problem now confronting the appli- 
cants and others interested in maintain- 
ing the market for anthracite in New 
England has arisen mainly because of 
the curtailment thereof owing to com- 
petition encountered from fuel oil and 
gas. In the case of gas, however, there 
is nothing of record to indicate that the 
force of such competition is more 
pronounced at the more-distant points 
than at the higher-rated intermediate 
points. 

“With respect to fuel oil, the record, 
as supplemented at the last hearing, 
confirms the seriousness of competition 
from that source throughout much of 
the area under consideration, and shows 
that it is more compelling in the coastal 
area than in the interior and that the 
difference is such as to warrant the con- 
tinuance of outstanding relief. It is 
ene that the Commission so 

nd. 

“An order should be entered vacating 
and setting aside fifth supplemental 
fourth-section order No. 12210, entered 
herein April 5, 1950, insofar as it is in 
conflict with the foregoing recommenda- 
tion.” 

Examiner Glover said that the proceed- 
ing was one of a number reopened for 
reconsideration August 26, 1946, on peti- 


tion of associations of water carriers for. 


an investigation into rates and prac- 
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tices in connection with rail traffic in 
competition with water carriers. 


After further hearing in 1948, he said, 
division 2, by fifty-fifth supplemental or- 
der No. 11210, entered April 5, 1950, with 
a second report, vacated the outstanding 
order of relief. On petition of appli- 
cants and supporting interest, he added, 
the applications were again reopened 
for further hearing, and the effective 
date of the vacating order was postponed 
until the effective date of the further 
order to be entered after such further 
hearing, which, he said, had been held. 


Competitive Changes 


Among the substantial changes which 
had occurred in the carrier-competitive 
situation in the period between the first 
and second hearings, the examiner said, 
was an increase in the all-rail rates and 
the rail transshipment rates, offset in 
part by a 25-cents a gross ton reduction 
to piers in New York Harbor, made pur- 
suant to order of the Commission in Al- 
den Coal Co. v. Central R. Co. of New 
Jersey, 263 I.C.C. 639. 


“The record at the second hearing in- 
dicated that the all-rail rates, despite the 
increases therein, were lower at that 
time than the costs of using rail-barge 
transportation, and showed that there 
had been a substantial decline during 
such period in the volume of anthracite 
transported by barge to New England,” 
said Examiner Glover. 


The lower-rated territory, he said, in- 
cluded in addition to ports extending 
from Newport, R.I., to Portland, Me., 
adjacent areas to which waterborne 
anthracite might be delivered by truck. 
He said the all-rail rates had been lower 
to coastal points than to inland points 
since as early as 1908. He continued: 


“Relief in connection with the rates 
that were replaced by those that became 
effective August 11, 1933, was based 
principally upon rail-water competition 
througn the ports of New York and 
Philadelphia, Pa. In the revision on 
that date, rates to points throughout 
the territory were reduced, in some 
instances substantially, owing, among 
other reasons, to a drastic decline in the 
consumption of anthracite and a marked 
increase in the use of other fuels, no- 
tably oil and gas, for household pur- 
poses that had been taking place since 
about 1926. A substantial part of the 
anthracite traffic had been moving by 
rail to tide-water piers in New York 
Harbor and Philadelphia, Pa., thence 
by barge to the New England ports and 
to some extent by truck beyond to ad- 
jacent coastal or interior points. In the 
revision at that time, the all-rail rates 
were reduced as much as 63 cents per 
gross ton, but those to the port areas 
nevertheless remained higher than the 
costs incurred for the competing serv- 
ices. Relief was sought and granted be- 
Cause of such carrier competition.” 


Fuel Use Changes 


Examiner Glover traced the decline in 
anthracite shipments to the New Eng- 
land area and the growth in the use of 
fuel oil and of gas for heating homes, 
anthracite received in Massachusetts de- 
Clining from 5,088,000 net tons in the 
fuel year 1926-27 to 2,239,314 net tons in 
1946-47, a drop of more than 50 per 
cent. Oil in the same period for do- 
mestic purposes increased in an amount 
equivalent to more than 6,000,000 net 
tons of anthracite and gas heating in- 
Stallations increased from 1,050 to 18,- 
055, he said. By the 1949-50 period, he 





said, the number of home installations 
using gas reached 30,487. He said the 
trend in Massachusetts was said to be 
typical of that which had taken place 
throughout the area. 

Applications approved by, or now be- 
fore the Federal Power Commission, the 
examiner said, contemplated the intro- 
duction of natural gas virtually through- 
out the New England Territory. The loss 
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by the rail and barge carriers of an- 
thracite traffic had not been offset by a 
gain in handling oil, he added, because 
it moved to New England ports by wa- 
ter and to points beyond by pipe line 
or truck. 





Examiners Say Santa Fe Should Make 
Joint Sulphur Rate With Barges 


Evidence Available on Sulphur Handling From Port Sulphur, La., to 
De Soto, Kan., Say Examiners, Makes Possible Barge-Rail Rate Ruling 
On Bulk Traffic Which Commission Did Not Make in General Probe. 


Two Commission examiners have 
recommended that the Commission 
require a railroad to join in a joint 
barge-rail rate on bulk sulphur. After 
quoting the Commision’s decision in 
its general investigation of through 
routes and joint rail-barge differ- 
ential rates, and the lack of evidence 
which the Commission said made it 
impossible to deal with bulk com- 
modity rates, the examiners said that 
such evidence was present in connec- 
tion with the sulphur traffic. 


Their recommendation was made in the 
face of a contention of the defendant 
railroad that a subnormal all-rail rate 
should not constitute the basis for re- 
quiring the railroad to join with a barge 
line in a differentially lower joint rate. 

In a proposed report in No. 30792, Al- 
gonquin-Missouri Chemical Corporation, 
et al. v. Atchison, Topeka & Santa Fe 
Railway Co., Examiners L. H. Dishman 
and W. D. McCloud recommended that 
the Commission find the establishment of 
a joint barge-rail rate of $7.76 a gross 
ton, on sulphur from Port Sulphur, La., 
to De Soto, Kan., plus general increases 
authorized in 1951, was necessary and 
desirable in the public interest and that 
the rate was not less than a minimum 
reasonable rate. 

The complainant, a producer of sul- 
phuric acid at De Soto, and Inland 
Waterways Corporation, operating the 
Federal Barge Lines, alleged that the 
Santa Fe’s refusal to establish and main- 
tain reasonable through routes and joint 
rates was in violation of sections 1 and 
307(d) of the interstate commerce act, 
and that defendant was maintaining 
rates in violation of section 3(4) of the 
act. They asked the Commission to re- 
quire defendant to cease and desist from 
the alleged violations and to establish 
barge and rail routes and joint rates on 
the traffic. The Missouri Pacific inter- 
vened in support of the Santa Fe. 

The examiners said that the present 
all-rail carload rate from Port Sulphur 
to De Soto was the rate to Lawrence, 
Kan., De Soto being intermediate be- 
tween Lawrence and Kansas City, $8.74 
@ gross ton, minimum 80,000 pounds, the 
rate covering an extensive destination 
area including most of Missouri and 





parts of Kansas, Kentucky, and Tennes- 
see. 

The present barge-rail rate, they said, 
was composed of a barge rate of $5.10, 
minimum 1,000 gross tons, for a water 
distance of 1,498 miles to Kansas City, 
27 days being required to move a ship- 
ment. They said the rail rate from 
Kansas City to De Soto was $4.03 for 
a distance of 24 miles, to which must be 
added a transfer charge at Kansas City, 
the transfer being performed by a 
stevedoring company for 45 cents a ton, 
making a total charge of $9.58. A Mis- 
souri Pacific switching charge of 14 cents 
a ton was absorbed by the Sante Fe, 
they said. Total barge-rail time from 
origin to destination was about 29 days, 
the examiners said, adding that Federal 
proposed to establish the joint barge-rail 
rate of $7.76, and that that rate was ac- 
ceptable to Algonquin. They continued: 

“Santa Fe refuses to participate in 
the establishment of this rate for three 
reasons, generally (1) conditions under 
which it has joined the M. P. in a sulphur 
rate from Port Sulphur to De Soto are 
substantially different from conditions 
under which a feasible joint barge-rail 
rate on bulk sulphur could be estab- 
lished; (2) while its haul is short over 
the present all-rail route, there is an 
opportunity to joint the M. P. in a rail 
route according Santa Fe a much longer 
haul, and (3) it should not be required 
to join any rate predicated on a multiple 
car quantity.” 


Details of Movement 


The examiners said that sulphur used 
as complainants’ De Soto plant moved 
entirely by rail from Port Sulphur over 
the lines of the Missouri Pacific to Kan- 
sas City, Kan., thence Santa Fe to des- 
tination, shipments averaging about 154,- 
000 pounds a car. They added that Al- 
gonquin had received no shipments in 
barge-rail service. 

Federal’s terminals at Kansas City, the 
examiners said, included facilities for 
barge docking and a rail spur paralleling 
the barge dock from which a crane could 
be operated to perform loading opera- 
tions into cars spotted by the M. P. on a 
trestle track parallel to the spur. 

They said Port Sulphur, about 56 miles 
by water south of New Orleans, La., was 
served by the New Orleans and Lower 
Coast Railroad Co., a part of the M. P. 
System. Sulphur was presently moved 
by private barge, a distance of 10 miles 
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to Port Sulphur, where it was loaded into 
open top cars for movement to De Soto, 
the examiners said. If the shipments 
were to move in barge service, they con- 
tinued, the sulphur could be unloaded 
from the private barge directly into Fed- 
eral barges by means of a conveyor sys- 
tem operated by the consignor at its ex- 
pense. At Federal’s Kansas City termi- 
nal, they said, it would be transferred 
from the barge to cars by the St. Louis 
Terminal Distributing Co., the stevedor- 
ing company by means of a crane oper- 
ating a clam bucket. Empty cars, they 
said, would be furnished by the Santa Fe, 
and the M. P., serving Federal’s Kansas 
City terminal, would switch the empty 
and loaded cars from and to its con- 
nections with the Santa Fe. 

The examiners reviewed statements of 
the Santa Fe in connection with the 
necessity to furnish about 14 cars for 
each barge load at Kansas City, the ob- 
ligation to repair cars if necessary, the 
difficulty of finding cars, and a move- 
ment of about 9.7 miles through a con- 
gested area to the M. P., an area pres- 
ently traversed by the M. P. in connec- 
tion with the all-rail movement. Santa 
Fe also said that the loaded cars would 
be placed in a local Santa Fe train for 
movement to De Soto, that this traffic 
would require a larger diesel engine or a 
larger train to move the cars, and that 
Santa Fe would have to weigh the cars 
before switching them to the outbound 
track for the local train. That terminal 
service, the examiners said, would be 
largely in addition to the service it now 
performed in connection with the all- 
rail movement. 

Because of limitation by the govern- 
ment of the amount of sulphur used to 
1,063 tons a month, they said, Federal 
was willing to establish a minimum 
barge load of 1,000 gross tons. They 
added that during certain months of the 
year weather conditions closed naviga- 
tion on the Mississippi River to barge 
service, and that at other times tonnage 
was limited because of the depth of the 
water. 


Rates Discussed 


Although sulphur qualified as an ex- 
empt bulk commodity, the examiners 
asserted, Federal presently handled it in 
mixed tows with non-exempt commodi- 
ties. Therefore, they said, it moved on 
rates filed with the Commission. They 
said that, in 1939, Federal’s total reve- 
nue from all commodities was $7,055,513. 
5.3 per cent being derived from sulphur. 
In 1944, of $6,687,336 total revenue, they 
said, 28.8 per cent came from sulphur, 
while in 1950 sulphur had contributed 
21 per cent of total revenue of $10,142,506. 
The all-rail movement to De Soto for the 
period April 3 through June 11, 1951, 
was 43 cars weighing 6,635,300 pounds 
and producing $26,503.11 in revenue, the 
examiners added. 

In a series of rate comparisons, the 
examiners said that the all-rail rate to 
Dubuque was $8.18, making a differen- 
tial in favor of the barge-rail rate of 40 
cents. The present barge-rail rate of 
$9.58 to De Soto, when compared with 
the present all-rail rate to that point, 
showed the differential to be 84 cents in 
favor of the rail rate, they said, adding 
that the proposed joint barge-rail rate 
of $7.76 would make a differential of 98 
cents in favor of the barge-rail rate. 
“The present all-rail rate from Port 


Sulphur of $8.74, originally published 
from Texas and Louisiana points, is a 
water depressed rate reduced on June 
7, 1933, to meet barge competition,” the 
examiners said. “If the rate in effect 
prior to June 7, 1933, were increased 
under the several general increases au- 
thorized since that date, the present 
rail rate would be $11.24, making a dif- 
ferential of $1.66 in favor of the present 
barge-rail combination, which basis 
would yield ton-mile earnings of 6.29 
mills.” 

Other joint barge-rail rates to Illinois 
points yielded ton-mile earnings to Fed- 
eral ranging from 2.88 to 3.26 mills, the 
examiners said, adding that those rates 
were voluntarily entered into by the 
barge line and connecting rail carriers, 
as well as on other commodities. They 
said that the joint rates on sulphur 
and the other commodities were main- 
tained on a basis of minimum weights 
differing between the barge haul and 
the inland rail haul. Except to Clinton 
and Dubuque, where the water differen- 
tial was 39.6 cents under the all-rail 
rate to the other named Illinois destina- 
tions, the examiners said, the water dif- 
ferential was $2.52. They added that 
Federal’s port to port rates on sulphur 
from Port Sulphur reflected differentials 
below the all-rail rates ranging from 
$3.05 to Chicago, to $5.49 to St. Louis, Mo. 


Santa Fe Position 


In their “discussion and conclusions,” 
the examiners said it was the position 
of the defendant that a subnormal all- 
rail rate should not constitute the basis 
for requiring the railroad to join with 
a barge line in a differentially lower 
joint rate. The examiners added: 

“If the Commission were to adopt this 
contention, it would be without power 
to establish through routes and joint 
rates in all cases where the prevailing 
all-rail rates over existing routes are 
below a maximum reasonable level.” 

They then quoted section 307(d) of 
the interstate commerce act, and con- 
tinued: 

“This section of the act clearly pro- 
vides that the Commission may, or if 
the public interest is involved, shall 
establish through routes and joint rates. 
Furthermore, where a water carrier is a 
part of the through route, the Com- 
mission shall prescribe such reasonable 
differential as it may find to be justified. 
There are no limitations in this section 
of the act of the nature contended for 
by the defendant. The legislative history 
and the Commission’s decisions under 
the Inland Waterway Corporation act, 
commonly known as the Denison act, 
where provisions similar to those em- 
bodied in Part III of the act have been 
interpreted, leads to the conclusion that 
the Commission’s authority is not lim- 
ited to situations in which the all-rail 
rates are on a maximum reasonable 
basis. To adopt such a position would 
defeat the very purpose provided for by 
this section; that is, the establishment 
of joint barge-rail rates to foster the de- 
velopment of water transportation on 
our inland waterways. See Inland 
Waterways Corp. v. Chicago, G.W.R.R. 
Co., 129 I.C.C. 521, 529, 530, and Ap- 
plication of Inland Nav. Co., 218 I.C.C. 
393, 402.” 

The examiners said that, although 
only one shipper had evidenced an in- 
terest in the establishment of a joint 
barge-rail rate, and the interest being 
only of a financial nature, “the Com- 
mission in discussing the question of 
public interest has said that the very 
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fact that the government has éxpendec 
large sums for the improvement of the 
Mississippi and Missouri rivers warrants 
the presumption that any responsible 
common carrier operating on the rivers 
should be allowed to the fullest possible 
extent to participate in the interstate 
traffic originating on the river. Inland 
Waterways Corp. v. Alabama G.S.R. Co.. 
151 I.C.C. 126, 130.” 


‘Necessary’ Evidence 


The examiners quoted from Rail and 
Barge Joint Rates, 270 I.C.C. 591, to the 
effect that bulk commodities were largely 
handled in all-water service or on com- 
bination rates not under a common ar- 
rangement for through carriage because 
quantities transported by barge must be 
larger than the ordinary carload in order 
to use the cargo carrying space, and 
that interior points generally did not 
have facilities for handling such large 
consignments. For that reason, the 
Commission was quoted as saying, “we 
shall not prescribe through routes and 
joint rates on bulk commodities.” 

In the instant case, the examiners 
continued, the Commission had before 
it the necessary evidence on which to 
base a conclusion as to whether the 
water terminal facilities were adequate, 
as well as the consignor’s ability to re- 
ceive multiple car shipments. They 
continued: 

“Based on this record, there can be 
no question concerning the adequacy of 
Federal’s facilities at Kansas City to 
handle the transfer of barge sulphur to 
cars. Although Algonquin did indicate 
some limitation on storage space as of 
the time of the hearing, it is apparent 
that it can handle multiple shipments 
providing suitable arrangements are 
made with the National Production Au- 
thority.. It was also indicated that the 
plant is closed for one month out of 
the year (usually September) for repair; 
and during that month barge service 
could be used. 

“Defendant has shown that it will be 
subjected to additional work and cost 
in furnishing and switching empty cars 
to the Missouri Pacific for placement at 
Federal’s terminal. It, however, has not 
shown that the proposed service would 
be an unprofitable operation. In the 
past the Commission has not prescribed 
joint rates in those instances where per- 
formance of rail service in connection 
with a through barge-rail route would 
be unprofitable to the connecting rail 
carrier... .” 

“With respect to defendant’s conten- 
tion that it should not be required to 
participate in a route that will result in 
a shorter haul than it may arrange for 
over the all-rail route, section 15(4) of 
the act specifically exempts those routes 
in which a water line is a participating 
carrier. 


Balanced Movement ‘Need’ 


“Complainants’ evidence shows the 
need for a balanced north-south flow of 
traffic on the Missouri River. There is 
presently a greater volume of traffic mov- 
ing southbound to the Mississippi River 
than northbound. The sulphur traffic 
would to a great extent balance the 
north-south traffic. 

“The need for a differential under the 
all-rail rate in favor of the barge-rail 
rate to permit competition between barge 
and rail carriers for the type of traffic 
here under consideration is an estab- 
lished fact which needs no discussion. 
Sulphur is a bulk commodity particularly 
suitable for movement in barge service. 
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In 1950 sulphur traffic made up 21 per 
sent of Federal’s total revenue. The es- 
tablishment of a joint rate will not vio- 
late any of the principles governing cir- 
cuity laid down in the earlier cases in 
which this Commission decided the ques- 
tion of establishment of through barge- 
rail routes and joint rates. The level of 
the proposed rate is on approximately 
the same level as the present barge-rail 
rate.from Port Sulphur to Dubuque vol- 
untarily established by Federal with its 
rail connection. Section 307(d) clearly 
gives the Commission the power to estab- 
lish through routes and joint rates with 
reasonable differential where it believes 
the establishment of such routes, rates, 
and differentials will best serve the pub- 
lic interest. It is concluded that the 
establishment of a joint barge-rail rate 
of $7.76 will serve the public interest. 
In view of the findings hereinafter made, 
it is not necessary to determine whether 
the present combination barge-rail rate 
is in excess of a maximum reasonable 
charge, or whether there is a violation 
of section 3(4) of the act. 

“The Commission should find that the 
establishment of a joint barge-rail rate 
of $7.76 plus general increases authorized 
in 1951, is necessary and desirable in the 
public interest and that it is not less 
than a minimum reasonable rate. An 
appropriate order should be entered.” 





Change of Carrier Status 
Of Oil Hauler Proposed 


Agreeing with the applicants’ conten- 
tion, Joint Board No. 286 has recom- 
mended, in a recommended report on 
further hearing in MC 109852, A. W. 
Kendall, Contract Carrier Application, 
embracing four other applications of 
the same carrier, that operations of the 


applicants in the transportation of 


petroleum products “are and have been 
those of a motor common carrier, rather 
than those of a contract carrier.” 

The joint board said that all the motor 
contract carrier operating authoriy 
granted to the applicants (Gertrude E., 
Harland R. and Donald E. Kendall, 
successors in interest to A. W. Kendall, 
deceased) was now consolidated in per- 
mit No. MC 109852. The board noted 
that all the involved proceedings had 
been reopened, on applicants’ peti- 
tion, by an order issued by division 5 
on May 9, 1951, solely to determine 
whether applicants’ status was that of 
a contract or common carrier by motor 
vehicle. 

Among the points brought out by the 
testimony adduced at the further hear- 
ing concerning the applicants’ operations 
and those of their predecessor sincé 
1934, the joint board said, were: Traffic 
had been solicited from any actual or 
potential shippers and jobbers of bulk 
petroleum products in the involved area, 
in Colorado, Kansas and Wyoming, the 
equipment utilized was of the same type 
employed by the motor common carriers 
transporting bulk petroleum products in 
the considered territory; the equipment 
had never been placed exclusively at the 
disposal of a certain customer; and the 
applicants’ charges for transportation 
had been comparable to those of com- 
peting motor common carriers. The 
joint board cited representations by the 
applicants that shippers, at times, were 
reluctant to enter into a contract with 
them when common carrier service was 
available; that the applicants felt they 
were at a disadvantage in soliciting 





traffic because of the time consumed in 
negotiating contracts with the various 
shippers, especially when the shipments 
required immediate delivery, and that 
applicants expected Continental Oil Co. 
to begin shipping petroleum from Den- 
ver, Colo., to certain points in Wyoming 
in the near future. 

After stating that “the record, as a 
whole, is convincing that applicants’ 
service has been void of specialization 
and is not distinguishable in any im- 
portant detail from that rendered by 
motor common carriers of similar prod- 
ucts,” the joint board recommended is- 
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suance of a certificate in lieu of the con- 
solidated permit now held by applicants. 
The proceedings joined with the title 
case were: MC 108852, Sub. 3, A. W. 
Kendall Contract Carrier Application; 
Sub-1, Same, Extension of Operations; 
Sub-2, Same, Extension of Operations- 
Wyoming, and Sub. 8, Same, Extension— 
Glenrock Operation. Exceptions to the 
proposed report may be filed within 20 
days from January 31. 





Examiners Propose Preserving Present 
Ocean-Rail Class Rate Differentials 


Examiners Witters and Boat, Dealing With Ocean-Rail Phase of Class 
Rate Probe, Say That the Proportion of Total Traffic Now Carried 
By Coastwise Lines Indicates Reasonableness of Present Differentials. 


Two Commission examiners have 
recommended that when the new 
all-rail first-class rates, now pub- 
lished to become effective May 30, go 
into effect, that joint rates involving 
water movement between the south- 
west and Official Territory be reduced 
to maintain the present differentials, 
exclusive of the increases authorized 
in Ex Parte 175, Increased Freight 
Rates, 1951, the lower class rates to 
bear the same percentage relations to 
first class as the corresponding all- 
rail rates. 


In a proposed report in No. 28300, 
Class Rate Investigation, 1939, covering 
joint class rates to apply on classifica- 
tion rated traffic moving over ocean- 
rail routes between points where such 
joint rates have been prescribed or are 
now maintained, Examiners Myron 
Witters and Marion L. Boat recommend 
the following: 


“We recommend that the Commission 
find that when the new all-rail first- 
class rates (class 100 rates required to 
be published under previous orders in 
this proceeding) are published and be- 
come effective between the eastern 
groups in Official territory and New 
Orleans and Baton Rouge, La., and 
points in the southwest, between which 
territories joint ocean-rail, rail-ocean, 
and rail-ocean-rail class rates now apply, 
that such ocean-rail, rail-ocean, and 
rail-ocean-rail first-class rates shall be 
reduced in an amount sufficient to 
maintain the present differentials (ex- 
clusive of Ex Parte No. 175 increases) be- 
tween the all-rail first-class rates, ap- 
plicable on classification-rated traffic, 


and the ocean-rail, rail-ocean, and rail- , 


ocean-rail first-class rates, and that 
such differentials, and joint ocean-rail, 
rail-ocean, and rail-ocean-rail class 
rates so constructed will be just and 
reasonable maxima, and necessary and 
desirable in the public interest, for the 
future. The foregoing finding relates 
to the first-class rates. Rates on the 
several lower classes shall bear the 
same percentage relations to first-class 
as the corresponding all-rail rates. 





One example of the present differential 
given in the report is as follows: From 
New York, N.Y., to Waco, Tex., through 
Houston, Tex., as prescribed by the 
Commission in the twenty-first (all-rail) 
supplemental report in No. 13535 et al., 
Consolidated Southwestern Cases, the 
all-rail rate was shown as $3.37 a 100 
pounds, and, in the twenty-fifth sup- 
plemental report in that proceeding 
(ocean-rail) the ocean-rail rate was 
shown as $2.25, a difference of $1.12. It 
was also shown that the present all- 
rail first class rate was $5.57, and the 
present ocean-rail rate was $4.14, with a 
difference of $1.43. At the Commission 
it was said that it was this differential, 
as between those points, which it was 
recommended be preserved, the ocean- 
rail rates between other points also to 
observe the present differentials. 

A table in the report showed that, as 
the water carriers sought to reach great- 
er distances into the interior in the 
southwest or in the east, the ocean- 
rail rate became higher than the all- 
rail rate. The examiners said that the 
traffic through the Gulf ports considered 
moved almost entirely to and from 
Louisiana and Texas, and that the area 
in which the petitioning water carriers 
had a vital interest was the state of 
Texas, the points accounting for about 
75 per cent of the ocean-rail traffic be- 
tween principal eastern cities and the 
southwest being Houston (uptown), Gal- 
veston, Corpus Christi, Beaumont, Aus- 
tin, Dallas, Fort Worth, San Antonio, 
and Waco. The examiners added that 
the origins or destinations of the traf- 
fic in eastern seaboard territory were 
nearly all in New Yerk, New Jersey, 
Pennsylvania, and New England. 

They said that the water carriers 
sought differentials under all-rail rates 
approximating 25 per cent. A compari- 


- son of the eastern railroads’ proposed 


scale, which the examiners said did not 
differ from the revised class-rate scale 
(called the appendix 18 scale), reflect- 
ing general increases, except Ex Parte 
175, for the distances involved, with rep- 
resentative rates shown in a railroad 
verified statement in the all-rail phase 
of the class rate case, showed that the 
average reduction under the appendix 
18 scale would be 13.9 per cent. 

The examiners said that in the post- 
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® We of the Baltimore & Ohio Railroad are proud 
to serve the Port of Baltimore. The terminal facili- 
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month period, more than 85 steamship lines link 
Baltimore with 225 ports! 
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railroad-operated berthing capacity. With its great 
facilities at Locust Point and Curtis Bay and its vast 
system linking the Port of Baltimore with the rest of 
the United States, Canada and Mexico, the B&O 
offers exporters and importers an unexcelled service. 


When you think of the Port of Baltimore, think 
of the Baltimore & Ohio! For further information, 


Ask our man! 
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B&O’S IMPORT-EXPORT FACILITIES at Locust 
Point comprise one of the largest privately 
owned railroad marine terminals in the world. 
There are seven covered general-cargo piers and 
two open or bulk cargo piers—one of these is 
equipped with a pair of electrically operated 
cranes. These facilities handle a variety of cargo 
with efficiency and dispatch through the use of 
modern mechanized equipment. This vast ter- 
minal is supported by a yard with a capacity 
of 3,500 cars. 


TO SPEED YOUR ORE. This modern B&O 
import ore facility in the Curtis Bay area of 
Baltimore was opened in May, 1951. The 
largest ore carriers can be accommodated and 
with its two man-trolley-type unloaders, they 
can be discharged with speed and efficiency. The 
yards supporting this ore pier are coordinated 
with those serving the B&O Coal Pier, making 
empty cars readily available. Ore trains by-pass 
the heavy rail traffic of the Baltimore area. 


COAL MOVES FAST at B&O’s Curtis Bay Coal 
Pier at Baltimore. Through these facilities coal, 
as well as coke, moves in tremendous volume 
for industries along the eastern seaboard and 
to ports throughout the world. The two giant 
dumpers are capable of handling 100 cars per 
hour. Supporting yards accommodate 3,000 cars. 


B&O’S LOCUST POINT GRAIN ELEVATOR has 
a rated storage capacity of 3,800,000 bushels. 
Modern and efficient facilities assure rapid 
unloading of cars and delivery of grain to vessels. 
Five vessels can be loaded at one time at the two 
grain piers. All necessary grain handling facilities 
such as bagging, drying, cooling, blowing, screen- 
ing and clipping are available. General cargo 
can also be loaded at these piers while ships are 
taking grain. 
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war period and subsequent to the date 
of the original report in No. 28300, three 
steamship lines, Newtex Steamship Cor- 
poration, Pan-Atlantic Steamship Cor- 
poration, and Seatrain Lines, Inc., com- 
mon carriers by water, referred to as 
petitioners, reestablished coastwise serv- 
ice and began operation in 1947 in trans- 
porting general cargo between US. At- 
lantic coast ports and US. ports on 
the Gulf of Mexico. Four other break- 
bulk steamship lines were authorized to 
operate between one or more of the 
north Atlantic ports and one or more 
Texas ports, but were not now in physi- 
cal operations, the examiners said. 

They observed that the ocean-rail 
rates had not been considered in the 
class rate investigation because coast- 
wise operations had been suspended 
under war conditions, and that the rail- 
ocean rates had been set for separate 
hearing on petition of the coastwise 
lines. Referring to the filing of the 
uniform classification and of the all- 
rail class rates, the examiners said that 
the parties had agreed that any class 
rates over ocean and rail routes would 
also be subject to the uniform classifi- 
cation. 

It was not intended, the examiners 
said, that the issues in the instant phase 
of the proceedings should be expanded 
to include prescription of through routes 
and joint ocean-rail rates where such 
rates and routes were not now main- 
tained, adding that it was ruled at the 
hearing that the issues would be con- 
fined when the railroads objected to in- 
troduction of evidence relating to estab- 
lishment of such rates to and from 
Southern Territory. 


Position of Parties 


As to the position of the water car- 
riers, the examiners said: 

“Petitioners strongly urge that because 
of the substantial proportion of coast- 
wise tonnage which moves on class rates 
or rates related thereto and the intense 
competition between the all-rail and 
ocean-rail services, disturbance of the 
existing differentials, either by their 
elimination or decreasing them to an 
extent disproportionate to the disabil- 
ities of the ocean-rail routes, would 
have an extremely adverse effect upon 
the water lines. Petitioners, desiring to 
avoid any maladjustment as between the 
rates for these competitive services, urge 
a revision of ocean-rail rates contem- 
poraneously with any prescription of re- 
duced all-rail class rates. They are ap- 
prehensive that any piecemeal treat- 
ment which would materially disturb 
the existing relationships would work 
irreparable damage to them.” 

Later, the examiners said it was the 
water carriers’ position that ocean-rail 
rates should be lower than the all-rail 
rates because of the service disability of 
the ocean-rail routes and the further 
disadvantage due to additional expenses 
incurred by shippers using them as 
compared with the all-rail routes. 

The water carriers did not attempt to 
prove that the cost of the ocean-rail 
service was less than the cost of the all- 
rail service, said the examiners, but that 
they relied on Rail and Barge Joint 
Rates, 270 I.C.C. 591, 274 I.C.C. 229, sus- 
tained by the Supreme Court of the 
United States in Alabama Great South- 
ern R. Co. v. United States, 340 U.S. 216. 





The examiners quoted the Supreme Court 
to the effect that the Commission’s judg- 
ment in prescribing joint rail-barge rates 
differentially lower than all-rail rates 
“was legitimately rested on relevant fac- 
tors other than lesser cost of service.” 


Position of Railroads 


The examiners reviewed the position of 
the railroads as being, first, that the 
Commission should not depart from the 
principle of uniformity in connection 
with rail-ocean, ocean-rail, and rail- 
ocean-rail rates; second, that the Com- 
mission should not prescribe joint ocean- 
rail class rates between the involved terri- 
tories in lieu of existing joint class rates 
on any basis lower than the correspond- 
ing all-rail class rates in No. 28300; and, 
third, if the Commission fixed such rates 
on the assumption that the rails should 
be required to accept revenues less than 
local class rates prescribed to or from 
the ports, the regulatory body would im- 
properly prejudice the question of lawful 
divisions and would unlawfully and un- 
justifiably require the railroads to subsi- 
dize the water lines. 

Further, said the examiners, it was. the 
position of the railroads in the Eastern 
District that rates via the north Atlantic 
ports should be made to and from the 
rate groups used in connection with the 
all-rail rates in order accurately to reflect 
the actual service provided to and from 
the several ports. 


Conclusions of Examiners 

The examiners stated their conclusions, 
immediately preceding the recommended 
finding aforementioned, as follows: 

“Section 1(4) of the interstate com- 
merce act requires common carriers by 
railroad subject to part I of the Act to 
establish reasonable through routes with 
common carriers by water subject to 
part III thereof, and just and reasonable 
rates to apply over such routes. Section 
307(d) authorizes the Commission to 
prescribe joint rates applicable to such 
rail-water transportation and in con- 
nection therewith to prescribe such rea- 
sonable differentials as it may find to 
be justified between all-rail rates and 
such joint rates. Section 15a(2) requires 
the Commission in prescribing just and 
reasonable rates to give due considera- 
tion to the effect of rates on the move- 
ment of traffic by the carrier or carriers 
for which the rates are prescribed. These 
and other provisions of the act are to 
be given effect in the light of the man- 
date of Congress to administer that act 
so as to promote and encourage the 
development of water transportation. 

“An evaluation of petitioners’ rate 
proposal involves two considerations. 
These are (1) the pattern of its struc- 
ture in relation to the competitive all- 
rail adjustment, and (2) the level of 
rates in that structure. There is con- 
siderable historial support for the gen- 
eral scheme of the proposed adjustment. 
Based, as it is, primarily on distance, 
it gives effect to relative distance over 
the all-rail and ocean-rail routes, as 
does the present adjustment prescribed 
in 1934. As has been shown, in deter- 
mining the rate level of that adjust- 
ment, fairly related to thé all-rail rates, 
a number of considerations other than 
distance which concerned chiefiy the 
value of the service to the shipper, had 
an important bearing on that level. 
Petitioners say that the basic premise 
underlying their proposal is that their 
rates must be lower than competitive 
all-rail rates by amounts adequate to 
offset the disadvantages and additional 
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expense to the shipper incident to use 
of their routes. The ratio which the) 
use for equating ocean distance in term 
of rail distances is substantially the 
same as that used by the Commission 
in constructing the rates prescribed ir: 
1934. 

“In view of the many changes, par 
ticularly in the ocean-rail service, which 
the record shows have taken place since 
that time, historial use of such a ratio 
affords inadequate ground for determin- 
ing the rate level in relation to the all- 
rail rates. The proposed rates, in gen- 
eral, would result in differentials under 
the all-rail rates greater than those in 
the present rates. Petitioners assert that 
experience under the existing rate struc- 
ture has shown that the relationship be- 
tween the ocean-rail and all-rail rates 
allows a reasonable freedom of move- 
ment over both sets of routes, with no 
undue disadvantage to either; that the 
railroads obviously have had a fair op- 
portunity to compete for the traffic; that 
the coast-wise lines have not enjoyed a 
preferential position is conclusively dem- 
onstrated by the fact that only three 
water carriers were able to establish 
coastwise service in the north Atlantic- 
Gulf trade, whereas nine carriers em- 
ploying many more vessels were engaged 
in that trade prior to the war; and that 
there has been a reduction in coastwise 
tonnage to about one-third of prewar 
volume despite the large increase in the 
volume of goods produced and trans- 
ported in recent years. 

“We conclude that the experience of 
the coastwise carriers in their efforts to 
obtain for the ocean-rail routes a pro- 
portionate share of the total available 
tonnage and the extent of their present 
participation therein are indicative of 
the reasonableness of the present dif- 
ferences between the all-rail and ocean- 
rail rates. In reaching the foregoing con- 
clusion the evidence of cost has been 
considered to the extent that it is rela- 
tive to the issue, and such weight has 
been given to it as is consistent with 
the requirements of section 15a (2) of 
the act. 

In the original report in this proceed- 
ing certain coastwise water carriers, none 
of which are now operating in coastwise 
service, advocated no change in the all- 
rail rates, but asked, in the event that 
such rates were readjusted, that provi- 
sion be made for differentials, in the 
ocean-rail rates under the all-rail rates, 
“no lower than those now observed.” 

“Comparative tonnage data of record 
show that the total tonnage handled by 
petitioners has increased each year since 
1947. The total tonnage interchanged 
with the eastern railroads was somewhat 
greater in February, 1951, than in June. 
1948.” 





Plant Services Found Unlawful 


Payment by the Baltimore & Ohio, 
the Pennsylvania, and the Pittsburgh & 
Lake Erie of an allowance to National 
Supply Co., Spang-Chalfont Division, 
Etna Works, of an allowance to Na- 
tional for performing switching services 
beyond points of interchange, should be 
found unlawful says Examiner S. R. 
Diamondson in a proposed report in Na- 
tional Supply Co., Spang-Chalfont Divi- 
sion, Etna Works, Ex Parte No. 104, 
Practices of Carriers Affecting Operating 
Revenues or Expenses, Part II, Terminal 
Services. 

The examiner said that the evidence 
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was convincing that the services per- 
formed between the inbound and out- 
bound interchange tracks described in 
the report, on the one hand, and un- 
loading and loading spots, on the other, 
were in excess of those rendered shippers 
generally in the receipt and delivery 
of traffic on team tracks or industrial 
sidings or spurs. He added it was ap- 
parent that such services could not be 
performed by respondents at their op- 
erating convenience in a continuous 
movement without interruption or inter- 
ference. 

The services which would be required 
by the industry were industrial or plant 
services which the respondents were not 
obligated to perform at their line-haul 
rates, he said, and that it followed that 
respondents might not lawfully pay the 
industry an allowance for performing 
the service. 


Burks Rights Purchase Denial 


Examiner Bruce W. Card, of the Com- 
mission, has recommended that an appli- 
cation of Burks Motor Freight Line, Inc., 
of Little Rock, Ark., for authority to pur- 
chase the operating rights and property 
of A. L. Hogan and C. R. Pruitt, doing 
business as Hogan Truck Line, of Ken- 
nett, Mo., and of Paul J. Burks, of Little 
Rock, for authority to acquire control 
of the operating rights and property 
through the purchase, be denied. 

His recommendation was made in a 
report in MC-F-4972, Paul J. Burks 
Control; Burks Motor Freight Line, In- 
corporated—Lease—A. L. Hogan and C. 
R. Pruitt. The examiner said that the 


application for lease was amended at the 


hearing to provide for purchase. He 
said it was disclosed that vendee was 
not in a financial position to assume the 
obligations necessary to consummate the 
purchase, and in the absence of evidence 
that it would be able to continue the 
unified operations on a profitable basis, 
he was of the opinion that the trans- 
action as proposed, would prove to be 
unduly burdensome to vendee and would 
not be consistent with the public in- 
terest. These conclusions, the examiner 
said, would not have been dissimilar had 
the transaction been continued as origi- 
nally proposed. 


Motor Sale Denial Proposed 


On reconsideration, Examiner Bruce 
W. Card has recommended that the 
Commission should deny an application 
of Sam L. Bewley and Francis Courtney, 
partners doing business as Arrow Truck- 
ing Co., Tulsa, Okla., for authority to 
purchase the interstate motor carrier 
operating rights of U.S. Truck Line, 
Houston, Tex. A proposed report was is- 
sued in MC-F-4863, Sam L. Bewley and 
ae Courtney—Purchase—U.S. Truck 

ine. 


Drugs, Medicine 


No. 30672, Drugs, Medicines, etc., Chi- 
cago, Ill., to East, embracing No. 30687, 
Drugs & Medicines, Mo., Ind., & Mich., 
to East. By Examiner Morris H. Konigs- 
bere. Recommends discontinuance of 
investigations on finding not unreason- 
able or otherwise unlawful reduced rates 
on drugs, medicines, chemicals, and 
toilet preparations from Chicago, Chi- 
cago Heights, and Joliet, Ill., Upjohn, 





Mich., St. Louis, Mo., Terre Haute, Ind., 
St. Louis, Mich., to Boston, Mass., Phila- 
delphia, Pa., New York, N.Y., and other 
points in the east. The examiner said 
that the record was convincing that the 
reduced rates, averaging 33 per cent of 
first class, were no lower than necessary 
to meet the motor-truck competition 
which they were published to meet. 


Proposed Report Adverse 
To Altering Truck Rights 


After extensive discussion of the peti- 
tioner’s operations in the light of the 
“indicia of regular-route service .. . set 
forth in Transportation Activities, Brady 
Transfer & Storage Co., 47 M.C.C. 23,” 
Examiner Donald R. Sutherland recom- 
mended denial of a trucking company’s 
petition for a change of its status from 
that of an “irregular-route” motor com- 
mon carrier to that of a “regular-route” 
motor common carrier. 

The proposed report was issued in 
MC-39099, Old Colony Motor Lines, Inc., 
Modification of Certificate, embracing 
MC-61424, L. & S. Motor Lines, Com- 
mon Carrier Application. It showed that 
Old Colony held irregular-route rights, 
granted under the “grandfather” clause 
of section 206(a) of the act, as successor 
in interest to Old Colony Forwarding 
Corporation and through purchase, in 
1943, of operating rights from D. & W. 
Line, Inc., successor to L. & S. Motor 
Lines. The rights of Old Colony, the 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face’ type, with name 
of town or city following. 


Cigarets, Tobacco 


I. and S. M-3802, Tobacco, LTL—Wil- 
son Storage and Transfer Co. By Exam- 
iner Laurence E. Masoner. Recommends 
that the Commission require cancellation 
of proposed schedules and discontinue 
proceeding on finding not shown just and 
reasonable, proposed reduced rates on 
cigarets and tobacco, less-than-truck- 
loads, from Sioux Falls, S.D., to Fargo, 
N.D., and Moorhead, Minn. The exam- 
iner said schedules proposing the new 
commodity rates on cigarets and manu- 
factured tobacco, in boxes, in lieu of 
higher class rates, were filed to become 
effective July 3, 1951, by Wilson, of Sioux 
Falls. On protest of the Western Trunk 
Line Committee, he said, operation of 
the schedules was suspended to and in- 
cluding February 2, and the respondent 
postponed the effective date indefinitely. 
The examiner, saying that these com- 
modities for transportation purposes 
might be considered in the semi-luxury 
class, added that reduction from the 
general level of rates on such items 
should be permitted only on a convinc- 
ing showing of competitive necessity or 
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examiner said, covered transportation of 
general commodities, with exceptions, 
between New. York City and points in 
Hudson, Union, Essex and Passaic Coun- 
ties, N.J., on the one hand, and, on the 
other, Providence, R.I., Boston, Mass., 
and points in Massachusetts within 20 
miles of Boston. 


The examiner found that in a number 
of respects the operations of the peti- 
tioner, before the “grandfather” date, 
had had the characteristics of “regular- 
route” operations, and that some addi- 
tional features of such operations had 
their origin subsequent to the “grand- 
father” date—June 1, 1935. He said he 
concluded, on the record as a whole, that 
the evidence did not warrant modifica- 
tion of the certificate as requested. 

“These operations,” he said, “were be- 
gun over 15 years ago, and if any change 
is made at this late date from irregular 
to regular route service it does not ap- 
pear unreasonable to require a convinc- 
ing showing that the operation on June 
1, 1935, by L. & S. was characterized by 
such a substantial number of criteria set 
forth in the Brady case as to compel the 
conclusion that regular route operations 
were conducted. The evidence . . . does 
not make such a convincing showing .. .” 

Exceptions to the proposed report may 
be filed with the Commission within 20 
days from February 1. 


that such traffic, at the reduced rates, 
still would be bearing its full share of 
the transportation burden. He said the 
respondent failed to make such a show- 


ing. 


Suitcases 


I. and S. M-3880, Suitcases—Classifi- 
cation from Atlanta, Ga. By Examiner 
Richard Yardley. Recommends ordering 
schedules cancelled and proceeding dis- 
continued on finding not just and reason- 
able a proposed exception rating of first 
class, any quantity, on suitcases made of 
plywood body, plastic covered, packed in 
new cartons, from Atlanta, Ga., to points 
in Alabama, Florida, Georgia, North 
Carolina, and South Carolina, over the 
routes of Great Southern Trucking Co. 
Filed to become effective September 7, 
1951, the schedule was suspended on 
protest of Southern Motor Carriers Rate 
Conference until April 6. The examiner 
said present ratings on luggage, except 
brief cases, portfolios and envelopes, 
truckloads, minimum 5,000 pounds, was 
1% times first class, and double first 
class in less-truckloads. He said re- 
spondent justified the rating by truck- 
mile earnings and the use of luggage as 
top freight. He added that it was well 
established that carriers should not be 
permitted to establish rates on so low a 
level that they could be defended only 
on the “out-of-pocket” cost or added 
traffic theory. 


Hydrogen Gas 


I. and S. M-3945, Hydrogen Gas— 
Hillside, N.J., to Stonewall, Va: By Ex- 
aminer George A. Dahan. Recommends 
finding just and reasonable proposed 
commodity rate of 72 cents a 100 pounds 
on hydrogen gas, compressed, in steel 
cylinders, minimum 23,000 pounds, from 
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Hillside to Stonewall, in lieu of a class 
rate of 87 cents, and that the order of 
suspension be vacated and proceeding 
discontinued. The schedules were filed 
to become effective October 18, 1951, for 
parties to a tariff of Middle Atlantic 
States Motor Carrier Conference, and 
suspended until May 18 on protest of ‘the 
conference. The examiner said Smith’s 
Transfer Corporation was the only car- 
rier transporting the traffic and that 
truck-mile earnings of 42 cents on the 
actual operating round-trip distance of 
700 miles appeared to be compensatory. 
He added that no motor or rail carrier 
would be affected by the proposed ad- 
justment. 


Trailer Axle 


MC-C-1295, Midwest Wheel and Rim 
Co. v. Yellow Transit Freight Lines, Inc., 
et al. By Examiner Charles B. Norris. 
Recommends that Commission find ap- 
plicable and not shown unjust or un- 
reasonable, rate charged on shipment of 
a trailer axle and attachments from 
Louisville, Ky., to Oklahoma City, Okla., 
on June 15, 1949. Proposes dismissal of 
complaint. 


Electrical Instruments 


MC-C-1207,- Arma Corporation v. M. 
& M. Transportation Co. By Examiner 
Leo A. Riegel. Order closing proceeding 
recommended on finding inapplicable, 
rates based on four times fifth class 
charged on articles he found to be elec- 
trical instrument parts and electric 
switchboards, and on finding third class 
rates were applicable. The examiner 
proposed a finding that rates charged on 
a portion of the shipments described as 
scientific instruments were inapplicable 
and that the applicable rates were third- 
class rates on electrical instrument parts. 
He proposed that overcharges should be 
refunded. The examiner said the com- 
plainant, a manufacturer of electrical in- 
struments, Brooklyn, N.Y., alleged that 
charges collected for transporting 29 
shipments described on a bill of lading 
as scientific instruments, scientific in- 
strument parts, and electric switchboards 
from Brooklyn to Bath, Me., and South 
Boston, Fore River, and Quincy, Mass., 
on unspecified dates in the period 1942- 
1944, were inapplicable, unjust, and un- 
reasonable. 


Certificates—Licenses—Permits 


Alabama (Bolinger)—MC-111856, Sub. 
3, Choctaw Transport, Inc., Extension— 
Alabama. Denial of certificate proposed. 
General commodities, with exceptions, 
between specified points in Ala., over 
described routes, subject to restrictions. 


Florida (Jacksonville)—MC-2900, Sub. 
56, Great Southern Trucking Co., Exten- 
sion—Dangerous Explosives. Denial of 
certificate proposed. Dangerous explo- 
sives not requiring special equipment. 
over described regular routes, (1) be- 
tween Jacksonville, Fla., and Maxville, 
Fla., (2) between Baldwin, Fla. and 
Live Oak, Fla.. (3) between Thomasville, 
Ga., and Capps, Fla., (4) between Chief- 
land, Fla.. and Dunnellon, Fla., (5) 
between Anniston, Ala., and Gadsden, 
Ala., restricted to traffic moving from 
or to or through Atlanta, Ga., and (5) 


between Asheville, N.C., and Enka, N.C., 
with service at all intermediate points 
on route (1) and with no service at inter- 
mediate points on routes (2) through 
(6) inclusive. 

Illinois (Chicago) -MC-64932, Sub. 105, 
Rogers Cartage Co., Extension—Alcohol. 
Certificate proposed. Alcohol (grain dis- 
tilled spirits), in bulk, in tank vehicles, 
from Carthage, O., to Peoria, Ill., over 
irregular routes. 

Indiana (South Bend)—MC-15214, Sub. 
15, Mercury Motorways, Inc., Extension— 
Alternate Routes. Certificate proposed. 
General commodities, with exceptions, 
(1) between South Bend, Ind., and 
Ypsilanti, Mich., and return, and (2) 
between Mottville, Mich., and Ypsilanti, 
and return, over described routes, as al- 
ternate routes in connection with regular 
route between South Bend and Detroit, 
Mich., with no service at intermediate 
points. 

Maine (Portland)—MC-41531, Sub. 2, 
Alton L. Hamm, Sr., dba George W. 
Hamm and “Sons, Extension—United 
States-Canadian International Boundary. 
Certificate proposed. Household goods 
between points in Me., on the one hand, 
and, on the other, specified ports of 
entry on the U.S.-Canadian international 
boundary, over irregular routes. 

Massachusetts (Fall River) — MC- 
112974, Edgar Belanger, Contract Carrier 
Application. Permit proposed. New, 
uncrated, upholstered furniture, from 
Fall River, Mass., to Baltimore, Md., 
Washington, D.C., points in N.Y., and 
Pa., east of U.S. highway 15, and points 
in Conn., and R.I., over irregular routes. 


Massachusetts (Lawrence) — MC- 
111462, L-P Gas Transport, Inc., Con- 
tract Carrier. Permit proposed, on fur- 
ther hearing. Over irregular routes, 
liquefied petroleum gas, in bulk, in tank 
vehicles, (1) from Paulsboro, N.J., to 
points in Mass., and (2) from Bayway, 
Paulsboro, Newark, N.J., to all points in 
N.H. and Me. 

Mississippi (West Point)—MC-16502, 
Sub. 8, Robinson Truck Lines, Exten- 
sion—Kosciusko, Miss.. Denial of cer- 
tificate proposed. General commodities, 


. with exceptions, (1) between Starkville 


and Kosciusko, Miss., over Miss. highway 
12, and (2) between DeKalb and Phila- 
delphia, Miss., over Miss. highway 16, 
serving all intermediate points on both 
routes, and off-route point Louisville, 
Miss. 

Missouri (St. Louis)—-MC-37261, Sub. 
2, Rieth Truck Service, Inc., Extension— 
Asphalt. Certificate proposed. Asphalt, 
semi-solid, and such equipment and sup- 
plies are necessary for the application 
of asphalt, from points in St. Louis 
county, Mo., with certain exceptions, to 
points in Ill., within 75 miles of St. 
Louis, Mo., over irregular routes. 


Missouri (Springfield) — MC-75320, 
Sub. 27, Campbell Sixty-Six Express, 
Inc., Extension — Commercial Zones. 
Certificate proposed. General commodi- 
ties, with exceptions, serving points in 
the respective commercial zones of 
Aurora, Branson, Eldon, Golden City, 
Greenfield, Jefferson City, Lamar, Leb- 
anon, Marshfield, Monett, Neosho, Nev- 
ada, Rolla, and Webb City, Mo., Crest- 
line and Galena, Kan., and Bentonville, 
Ark., as intermediate or off-route points 
in connection with applicant’s present- 
ly authorized regular route operations to 
to and from the aforementioned points. 

Nebraska (Chester) —MC-1641, Sub. 
25, Ray Peake, dba Peake Transport 
Service, Extension—Omaha, Neb. De- 


nial of certificate proposed. Over irreg- 
ular routes, petroleum products, from 
Omaha. and points within 10 miles 
thereof to points in 14 Ia. counties, with 
rejected shipments on return. 

Nebraska (Friend) — MC-104523, Sub. 
10, William Harold Huston, dba Huston 
Truck Line, Extension—Grand Saline, 
Tex. Denial of certificate proposed. Salt, 
in truckloads, (1) from Grand Saline, 
Tex., and points within two miles there- 
of, to points in Okla., Kan., Neb., Ia., 
and (2) from Hutchinson, Kanopolis, and 
Lyons, Kan., to points in Ia. not located 
within a 150-mile radius of Elliott, Ia., 
over irregular routes. The report said 
that coupled with the fact that the ap- 
plicant sought the extension primarily 
to provide a back-haul to private carrier 
operations, the examiner was not con- 
vinced that the record contained ade- 
quate substantial evidence of need for the 
operation. 

Nebraska (Omaha) — MC-39063, Sub. 
17, Union Pacific States, Inc., Extension 
—Ashton, Idaho. Certificate proposed. 
Passengers, baggage, express, mail, and 
newspapers, between St. Anthony, Idaho, 
and Ashton, over U.S. highway 191, serv- 
ing all intermediate points. 


New York (Brooklyn) — MC-112987, 
Masserman & Sons Storage Warehouse 
Co., Common Carrier Application. Cer- 
tificate proposed. Household goods be- 
tween New York, N.Y., on the one hand, 
and, on the other, points in Mass., Conn., 
RI. N.Y., N.J., Pa. Del., Md., and 
D.C., over irregular routes. 


New York (Patchogue)—MC-100929, 
Sub. 4, Robert Isherwood, Extension— 
Camden, N.J. Permit proposed. (1) 
Fertilizer and fertilizer materials, Cam- 
den, NJ., to points in Suffolk county, 
N.Y., and (2) insecticides and fungicides, 
Middleport, N.Y., to points in Suffolk 
county, N.Y., over irregular routes. 

New York (New York)—MC-1619, Sub. 
51, Railway Express Motor Transport, 
Inc., Extension—Jasonville, Ind. Certif- 
icate proposed. General commodities, 
moving in express. service, between 
Jasonville, Ind., and Junction Ind. high- 
ways 59 and 54 over Ind. highway 59, 
serving no intermediate points, with the 
usual conditions. 


Ohio (Akron) — MC-2202, Sub. 87, 
Roadway Express, Inc., Extension—Sen- 
eca, Okla. Certificate proposed. General 
commodities, with exceptions, between 
Seneca, Mo., and Miami, Okla., over a 
specified route as an alternate route for 
operating convenience in connection with 
applicant’s regular-route operations be- 
tween Miami and Springfield, Mo., serv- 
ing no intermediate points, and serving 
Seneca for the purpose of joinder only. 

Ohio (Akron)—MC-112681, Forester & 
Hay Trucking Co., Contract Carrier. 
Permit proposed. Commodities dealt in 
by wholesale hardware supply houses, 
between Pittsburgh, Pa., on one hand, 
and, on other, points in O., over irregular 
routes. 

Ohio (Akron) — MC-2202, Sub. 70, 
Roadway Express, Inc., Extension—Fort 
Worth Commercial Zone, embracing 
MC-2229, Sub. 44, Red Ball Motor 
Freight, Inc.; MC-30091, Sub. 24, L. F. 
Miller & F. D. Miller, dba Miller & Mil- 
ler Motor Freight Lines; MC-103370, 
Sub. 31, Best Motor Lines; and MC- 
71478, Sub. 17, Chief Freight Lines Co. 
Certificates proposed. General commod- 
ities, with exceptions, serving points 
within the commercial zone of Fort 
Worth, Tex., except Fort Worth, as in- 
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termediate or off-route points in con- 
nection with regular-route operations to 
and from Fort Worth. 

Ohio (Berea)—MC-67354, Sub. 2, Mack 
Bros., Extension—Hospital Supplies. De- 
nial of certificate proposed on further 
hearing. Over irregular routes, new and 
used office furniture, office supplies and 
office equipment, hospital supplies and 
equipment, when moving on government 
bills of lading and being the property 
of the U.S. government, between points 
in Cuyahoga county, on one hand, and, 
on other, points in IIll., Ind., Mich., Mo., 
N.J., M.Y., Pa. W.Va., DO. 

Ohio (Mansfield)—-MC-112885, Charles 
J. Letizia, Contract Carrier Application. 
Denial of permit proposed. New auto- 
mobiles, trucks, tractors, and parts 
thereof, in initial movements, in drive- 
away and truckaway service, from De- 
troit, Mich., to Mansfield and Willard, 
O.,.and rejected shipments on return, 
over irregular routes. 

Ohio (Youngstown)—MC-37578, Sub. 3, 
Joseph W. Trehan, Inc., Extension—Al- 
ternate Route. Certificate proposed. Ma- 
terials, supplies, and equipment used or 
useful in the manufacture of steel, and 
the maintenance of steel mills, from 
Wheeling, W.Va., to Butler, Pa., and of 
empty containers for those commodities, 
from Butler to Wheeling, over irregular 
routes, subject to request for revocation 
of portion of certificate in MC-37578. 

Pennsylvania (Galeton) — MC-90699, 


‘Sub. 1, Lloyd L. Dugan, Extension—Gale- 


ton, Pa. Certificate proposed. (1) Ferti- 
lizer and fertilizer ingredients from 
Batavia and Big Flats, N.Y., to Galeton, 
and (2) animal and poultry feeds from 
Buffalo, N.Y., to Galeton, over irregular 
routes. 


Texas (Paris) — MC-29812, Sub. 23, 
North East Texas Motor Lines, Inc., Ex- 
tension—Texas Highway 98. Certificate 
proposed. General commodities, with 
exceptions, between Texarkana and 
Mount Pleasant, Tex., over U.S. highway 
67, serving as an intermediate point the 
site of the Red River Ordnance Depot 
and serving junction U.S. highway 67 
and Tex. highway 98 for the purpose of 
joinder only, and between New Boston, 
Tex., and junction Tex. highway 98 and 
U.S. highway 67, over Tex. highway 98, 
as an alternate route for operating con- 
venience only, in connection with appli- 
cant’s otherwise authorized regular- 
route operations to and from New Bos- 
ton, serving no intermediate points. 

Texas (San Antonio)—MC-110098, Sub. 
2, Zero Refrigerated Lines, Extension— 
Six Midwestern States, embracing Sub. 
4, Same—Minnesota. Denial of certifi- 
cate proposed. Over irregular routes, 
frozen foods, dairy products, meats, 
fruits and vegetables and commodities 
of a perishable nature, requiring trans- 
portation in refrigerated or temperature 
controlled vehicles between points in 
Tex., and La., on the one hand, and, 
on the other, points in Kan., Mo., IIl., 
Wis., Ia., Neb., and Minn. 


Hearings on N.Y. State Motor Surcharge 
By I.C.C. Examiner in Washington Ended 


Oral Argument Assigned March 6 in Case in Which I.C.C. Suspended 
Motor Rate Bureau Tariffs Proposing Surcharge to Meet N.Y. State 
Highway Tax. New York Shippers and Others Oppose Surcharge. 


Examiner Stephen A. Aplin closed 
a three-day hearing at the Commis- 
sion in Washington, D.C., February 1, 
in I. and S. M-3929, and MC-C-1339, 
Surcharges—New York State (T.W., 
Feb. 2, p. 14 and p. 38). He announced 
that there would be no proposed re- 
port. The Commission later fixed the 
time for filing briefs as March 4 and 
assigned the proceeding for oral ar- 
gument March 6. 


Motor carrier regional rate bureaus 
which had proposed as an emergency 
measure the surcharge tariffs now under 
suspension urged the speediest possible 
determination of the issues. Counsel 
stressed the expense to which carriers 
had been put by the highway weight- 
distance tax which became effective in 
New York state October 1, 1951. The 
first payments on the tax were due Feb- 
Tuary 5. 

The tariffs under suspension on inter- 
State traffic to and from New York state 
Proposed surcharges ranging generally 
from 1% to 4 cents a 100 pounds to meet 
the New York state tax. Intrastate sur- 
charges of approximately the same range 
are now in effect. 


Proponent carrier witnesses asserted 
the difficulty or impossibility of motor 
carriers meeting the tax without the sur- 
charge to provide funds. The surcharges 
were opposed by protestant shipper in- 
terests. The only shipper witness repre- 
sented the Port of New York Authority 
and the Shippers Conference of Greater 
New York. 


Traffic Analyst Testifies 


Among carrier witnesses was William 
E. Carpenter, of Washington, D.C., traffic 
and cost analyst, who presented statisti- 
cal data relating to taxes, revenue, and 
expenses of 51 motor carriers operating in 
New York state. He testified, among 
other things, that the weight-distance tax 
in that state on an annual basis would 
be 25 per cent greater than the taxes 
paid to all states by the same carriers 
in 1950. 


Mr. Carpenter appeared January 31 
on behalf of the Middle Atlantic Con- 
ference as well as other conferences pub- 
lishing interstate surcharges on New 
York ‘traffic. Following his téstimony 
and the introduction of three exhibits he 
was questioned by protestant counsel 
representing industrial and port inter- 
ests who sought to learn particularly 
Mr. Carpenter’s bases for constructed or 
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estimated figures and who criticized 
some oi his statistical comparisons for 
individual carriers. 

The witness asserted, in a prepared 
statement, that he had set forth the 
total tax liability of the 51 carriers for 
October, 1951, related to both total and 
“laden” intercity miles. He said Oc- 
tober was selected for the purpose of the 
analysis because it was the only month 
for which all the information was avail- 
able for all the carriers. The 51 carriers, 
he said, were those who had furnished 
usable returns to questionnaire forms. 

By dividing the total tax in dollars by 
total intercity miles, on the one hand, 
and productive or laden intercity miles, 
on the other, Mr. Carpenter said, the 
result was the production for the 51 car- 
riers of an average of 2.099 cents a loaded 
or empty intercity mile, and 2.176 laden 
or productive intercity mile. 


His exhibit showed, he said, that for 
all carriers, 46.04 per cent of the ship- 
ments billed, and 45.02 per cent of the 
hundredweight billed, were subject to 
the tax and/or surcharge in the period 
October 1-6, 1951. 


With respect to revenue subject to the 
surcharge, Mr. Carpenter said his ex- 
hibit indicated that 44.04 per cent of the 
$2,480,024 total revenue of the reporting 
carriers was subject to the surcharge 
and/or tax. This percentage, for October 
1-6, was shown as information, he said, 
and was not used in a determination of 
the total revenue subject to surcharge 
for the month of October, which was 
given as $5,005,637. 


‘Fringe Cost’ Study 


In a study of “fringe costs” associated 
with the weight distance tax for October, 
Mr. Carpenter said that a total of office 
clerical cost amounting to $8,658.25, when 
divided by the number of shipments in- 
curring surcharge and/or tax liability 
for the same carriers (totaling 302,602), 
produced a clerical cost in cents a ship- 
ment of 2.8513. He said this same clerical 
cost, when divided by the hundredweight 
incurring surcharge and/or tax liability 
reported by the same carriers in the 
amount of 4,413,696, produced a clerical 
cost in cents a hundredweight of 0.1962. 
The total of the fringe costs incurred 
in October for all carriers was $11,401.02, 
he said. 


Turning to a study of the weight dis- 
tance tax cost for October, Mr. Carpen- 
ter, noting that he had stated the cleri- 
cal cost in cents a shipment and on a 
hundredweight basis, said the bare tax 
cost was in the following amounts for 
various bases: 2.176 a laden intercity 
mile; 21.9091 cents a shipment; 1.5033 
cents a hundredweight; and .0084 cents 
a hundredweight-mile. 


Tax Comparisons 


Mr. Carpenter said that, excluding fed- 
eral taxes, which amounted to more than 
one quarter of all taxes and license fees, 
the state of New York collected almost 
one quarter of the total state taxes paid 
in the country in 1950, and was exceeded 
in amount only by Pennsylvania. He 
said the weight distance tax for which 
the liability was created as of October 1, 
1951, would, according to the present 
Uniform System of Accounts, be includ- 
able in account No. 5220, which in 1950 
amounted to slightly more than $831,000. 

“At a monthly rate of something in 
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excess of $90,000,” he continued, “this 
weight distance tax on an annual basis 
will exceed $1,000,000, an amount as much 
as 25 per cent greater than that paid 
to all states by these carriers in 1950. 
In the case of New York state, where 
the amount was $143,000 in 1950, this 
liability represents almost a ten-fold in- 
crease. Of the total operating revenues 
for these carriers for the year 1950, 3.64 
per cent was absorbed by total operating 
taxes and licenses during 1950.” 

On cross-examination with respect to 
the accuracy of the data in his. main 
exhibit, Mr. Carpenter said there might 
be some under-figures and some over- 
figures, but that the exhibit presented a 
fair picture for October. 

He was questioned at some length by 
Philip G. Kraemer, of the Port of New 
York Authority and Kenneth J. Mc- 
Auliffe, of the Manufacturing Chemists 
Association. Mr. McAuliffe said the ex- 
hibit should have been more explicit in 
indicating the inclusion of intrastate 
surcharges with the interstate data in 
certain instances. He said he objected 
to the exhibit because of variations in 
estimates and asked that it be not re- 
ceived, but that its acceptance be de- 
ferred until “competent evidence” re- 
garding some of the calculations was 
available. His request was overruled by 
Examiner Aplin. 


Carrier Executive Testifies 


F. E. Reynolds, assistant executive 
vice-president of Associated Transport, 
New York City, the next witness after 
Mr. Carpenter, was asked to estimate 
what the tax would mean to his com- 
pany. He replied that on a basis of 
$17.859 payments in October and $15,668 
in November, 1951, this would amount to 
an average annual fee of around $200,000. 
He estimated, he said, that vehicle li- 
censes and registration fees for his com- 
pany would amount to $300,000 in 1952. 
The company’s total revenue to balance 
the $200,000 tax would be about $37 mil- 
lion, he said in response to a question. 


The company would have to absorb 
the New York state tax, but if called 
on to absorb similar taxes throughout 
its system, this expenditure “would take 
roughly two-thirds out of profit,” said 
Mr. Reynolds. 

He said the intrastate business of 
Associated Transport was “negligible.” 


Eastern Central Proposal 


Gordon W. Johnston, of the Middle 
Atlantic Transportation Co., Inc., New 
Britain, Conn., a member of the general 
rate committee of the Fastern Central 
Motor Carriers Association, Inc., testi- 
fying February 1, said the association 
proposed a surcharee of three cents a 
100 pounds on traffic from the eastern 
central area to and from points in New 
York state except a New York City 
metropolitan zone exempted from the 
New York weight distance tax. 

He said the committee had considered 
proposals for establishment of an arbi- 
trary of 10 cents a 100 pounds from or 
to certain points in New York and New 
England but that, after a study of figures 
submitted by 10 carriers for a test pe- 
rtd in June, 1951, did not adopt the 
proposals. 

The three-cent surcharge was not 
proposed for profit but only to cover 
the cost of the New York tax, Mr. 





Johnston said. He said his company 
could not absorb this cost. The firm’s 
operating ratio for the first nine months 
of 1951 was 94.80 before income taxes 
and 97.12 after such taxes, he said. The 
surcharge would not fully compensate 
the company for the tax, he said. 
Questioned with respect to whether 
the surcharge should be borne by the 
public instead of considered as an or- 
dinary business expense, Mr. Johnston 


said his company believed it should be- 


borne by the those of its shippers sit- 
uated in New York, and not by ship- 
pers in other states. He said there was 
no way in which the surcharge could be 
incorporated in the Eastern Central 
freight tariffs. If it was included in the 
line-haul rates, he said, joint-line car- 
riers not operating in New York would 
have to pay their portion. 


He said, on cross-examination, that as 
far as he knew, the intention was, in 
case the surcharge tariffs were approved, 
to keep them operative as long as the 
New York tax was in effect. 

Mr. Johnston said the New York tax 
was estimated to cost his company $100,- 
000 to $150,000 a year and that probably 
$40,000 or $50,000 of it would be compen- 
sated for by the three-cent surcharge. 

He discussed a competitive situation 
with respect to a route through New York 
from eastern central area points to New 
England or New York City, on which the 
New York surcharge would be applicable, 
as compared with a route through Penn- 
sylvania on which traffic the surcharge 
would not apply. He said that when the 
New York route was used by his com- 
pany, only in the case of less-than- 
truckload drop-off shipments in New 
York state would the consignees pay the 
surcharge to cover the tax. 

Mr. Johnston was asked by Mr. McAu- 
liffe if the payment by the drop-off con- 
signee was fair. Mr. Johnston said he 
did not want to answer. 


Rate Committee Witnesses 


Mr. Johnston and two other members 
of the Eastern Central rate committee 
testified under direct examination by 
J. E. Haydon, of Akron, O., counsel for 
Eastern Central. The other witnesses 
were B. M. Pierce, vice-president in 
charge of rates and tariffs for Mid- 
States Freight Lines, Inc., Chicago, IIl., 
and Roy E. Lowe, traffic manager of 
Western Express Co., Cleveland, O. 

Mr. Pierce said his company, in the 
first nine months of 1951, had an oper- 
ating ratio of 97.10 before income taxes 
and 98.44 after such taxes. The firm’s 
longest haul under the Eastern Central 
tariffs, he said, was between Wichita, 
Kan., and Boston, Mass. The Mid- 
States Freight Lines did not consider the 
New York mileage tax a normal charge 
and therefore did not want it included 
in the rate structure, he said. The com- 
pany did not participate in surcharges 
in states other than New York, he said. 

Mr. Lowe, of Western Express, said 
that company had an operating ratio of 
98.80 before income taxes and 99.30 after 
such taxes in the first nine months of 
1951 and that a loss was sustained in the 
last quarter. In answer to a question on 
cross-examination, he said it would be 
difficult to state how much his company 
would recoup under the surcharge be- 
cause it operated under three different 
rate bureaus. He said 90 per cent of the 
company’s traffic originated in or was 
destined to New York state. 

Mr. Lowe answered in the negative a 
question put by Mr. McAuliffe as to 
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whether a recent general increase anc 
the New York intrastate surcharge 
would “help” the company’s operating 
ratio. 

Edgar Watkins, counsel for the motor 
carrier respondents in the _ proceed- 
ings, called as witnesses a number of 
representatives of New York state motor 
carriers including Anthony Tuori, of 
Niagara Motor Express, Inc., Syracuse, 
N.Y.; Carl Moritz, of Ontario Freight 
Lines, Syracuse; and Walter J. Marsh, of 
Boyce Motor Lines, Inc., Canandaigua, 
N.Y. He also examined Pennsylvania 
carrier representatives. 

Asked by Mr. Watkins why he preferred 
the surcharge method of producing the 
funds to pay the New York state weight- 
distance tax, Mr. Tuori said he believed 
there was still ground for the state legis- 
lature to make amendments to the tax 
law and that in the interim it was better 
to keep the surcharge separate rather 
than put it in the rate structure. 


Mr. Tuori said his company had an 
operating revenue of $35,096 before taxes 
for the first nine months of 1951 and 
$25,962 after taxes. He figured, he said, 
that the New York weight tax would 
cost $80,000 a year to his company and 
that it would have to spend another 
$25,000 for vehicle and license taxes. It 
was brought out in the discussions that 
his company collected $520 in October, 
1951, under the intrastate surcharge. 

Mr. Moritz of Ontario Freight Lines 
testified, among other things, that his 
company was operating at a net deficit 
already and could not absorb the tax. 
More than 80 per cent of the company’s 
business was interstate traffic, he said. 


Mr. Moritz also testified that it was 
economical for his company to operate 
over an interstate route from New York 
City to upstate New York. He said the 
company was required to operate over 
the interstate route for rate-making pur- 
poses. Up until the time of the sur- 
charge, he said, the interstate rate from 
Buffalo to New York City, for example, 
was higher. When the surcharge was 
added to the intrastate rate, he said, the 
intrastate rate was higher. In order, 
therefore, to protect the cheapest rate, 
he said, his company had to use the 
route of movement to protect that rate. 
He referred to a former case of the Com- 
mission, MC-C-407, Great Atlantic’ & 
Pacific Tea Co. v. Ontario Freight Lines 
Corporation, in which he said, it ap- 
peared that the courts held with the 
Commission that the company had to op- 
erate over the route that produced the 
lowest rate. 

Mr. Marsh of Boyce Motor Lines testi- 
fied that his company needed the sur- 
charge to keep out of deficits. He said 
its net income in the first nine months 
of 1951 was approximately $88,000 and 
that the New York weight tax would 
cost the firm about $80,000 with $25,000 
additional in license and other fees. 


Pa. Carrier’s Position 


James Galloway, traffic manager of 
the Mushroom Transportation Co., Inc., 
Kennett Square, Pa., said his company 
operated from Pennsylvania to points 
in New York, and to Baltimore, Md., 
and the Washington, D.C. commercial 
zone. All of its New York state busi- 
ness was interstate, he said, adding that 
the main destinations were Rochester, 
Buffalo, Niagara Falls, and Jamestown. 
As a member of the Middle Atlantic 
Conference rate committee, Mr. Gallo- 
way said, he favored keeping the sur- 
charge separate and controlling it so 
that it could be easily handled.) He said 
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he estimated the “bare tax” for his 
company in New York state would be 
$30,000 a year. 

Louis E. Long, assistant traffic man- 
ager of Shirks Motor Express Corpo- 
ration, Lancaster, Pa., said his company, 
an Eastern Central carrier, operated in 
Pennsylvania, New York, Delaware, 
Maryland, and Ohio. He was asked, 
among other things, if the exemption of 
operations within the exempt zone of 
New York City meant much to his com- 
pany. He replied that it did and ex- 
plained that New York City traffic was 
not taxable because it entered through 
the company’s terminal in North Bergen, 
N.J., and went from there into the free 
zone of New York. He said there were 
“no taxable miles into New York City.” 

Mr. Long said the New York tax would 
cost his company $2,549.39 for October, 
1951; $2,296.12 for November; and $1,- 
932.94 for December, which he described 
as a “short month.” He testified the tax 
would be approximately $27,000 a year 
for his company. 

Mr. Carpenter was recalled to the 
stand to relate, among other things, 
certain details of the procedure in as- 
sembling the data for his exhibit in 
connection with the separation of the 
intrastate from the interstate phases. 
He said that at the time of a prehearing 
conference in November, 1951, in the 
proceedings before the Commission, it 
had been contemplated that the two 
sets of surcharges would be considered 
in cooperation with the New York State 
Public Service Commission, but that 
that body later decided to conduct its 
own investigation of the intrastate sur- 
charge. 


Shipper Interests Testify 


In opening the protestants’ direct 
testimony, S. H. Moerman, counsel for 
the Port of New York Authority and the 
Shippers’ Conference of Greater New 
York, was permitted to enter for the 
record a summary of ton-mile and 
mileage taxes, namely, special motor 
carrier taxes other than licensing taxes, 
in 22 states and the District of Co- 
lumbia, and a legislative summary. 

Objections to introduction of this ma- 
terial by Mr. Watkins, counsel for the 
carriers, was overruled. The carrier 
counsel asserted, among other things, 
that references to reciprocity were not 
clear as to how or to whom extended and 
could not be applied to a given set of 
facts as in the instant proceeding. 

Philip G. Kraemer, the only shipper 
witness appearing at the hearings, said 
he represented the Port of New York 
Authority and the Shippers Conference 
of Greater New York. He is assistant 
traffic manager for the port authority. 

On direct examination by Mr. Moer- 
man, he said his position on the pro- 
posed surcharges was that “the New 
York state highway tax levy like any 
other tax levy should not be converted 

to a special and separate freight rate 
equivalent.” 

“By this we mean a surcharge, an 
arbitrary or a penalty charge,” he con- 
tinued. “Tax levies should be treated 
aS any other expense in the operation 
of motor carrier transportation.” 

Mr. Kraemer’s prepared statement was 
entered for the record but not read at 
the hearing. 

In his statement, Mr. Kraemer said, 
among other things, that the organiza- 
tions he represented objected to the sur- 
charges which, he added, were “incon- 
sistent with standard rate construction 
Procedures and will have a discrimina- 


tory and detrimental effect on the com- 
merce of the New York-New Jersey port.” 

“This concern,” he continued, “is predi- 
cated on past experience with the detri- 
mental effect of special individual 
charges or, as we term them, penalty 
charges, against the Port of New York 
which generally work to the advantage 
of other ports and tends to split the 
Port of New York. 

“The New York metropolitan area, 
which is not only the largest consuming 
area in the nation but also the largest 
port and transshipment point in the 
nation, will be placed at a serious dis- 
advantage if these unique charges are 
permitted to become effective.” 


‘Ordinary Business Expenses’ 


Mr. Kraemer referred to exhibits intro- 
duced in connection with his statement, 
one of which, he said, showed examples 
for each tax bracket, and the amount of 
tax for various mileages, and had the 
New York state highway use tax as its 
basis. He said the exhibit illustrated 
that the tax amounts ranged from 30 
cents for 50 miles at the lowest tax 
bracket to $9.60 for 400 miles at the 
highest tax bracket. He said his cli- 
ents’ opinion was that the tax in ques- 
tion was an ordinary business expense 
and that the motor carriers themselves 
treated it as such. 

Referring to financial and operating 
Statistics published by the American 
Trucking Associations which, he said, 
were incorporated in an exhibit of his, 
Mr. Kreamer asserted that operating 
taxes and licenses ranged from a low of 
48 per cent or less than half of one per 
cent of total operating revenue in the 
case of one carrier to a high of 6.92 
per cent in the case of another carrier. 
This illustrated, he said, that all operat- 
ing taxes and licenses for the period 
shown, which did not include any period 
since inception of the New York state 
highway use tax, represented percent- 
agewise a very small portion of the total 
expense as related to operating revenues. 
He said it was significant also that an 
increase or decrease in the percentage 
had no relation to the operating ratio 
of the particular carrier. 

It was the purpose of another exhibit, 
he said, to portray that fuel taxes and 
registration fees varied, depending on 
the states in which the carriers operated 
and also to show that despite the varia- 
tion in these fees the carriers had never 
made an attempt to construct freight 
rates on the basis of these charges. 


Surcharges at Ports 


In an exhibit which he said showed 
a comparison of the tax cost and sur- 
charge revenue on a typical shipment 
moving from various origins to New 
York, Boston, Philadelphia, and Balti- 
more, Mr. Kraemer asserted that in all 
cases, the surcharge cost exceeded by a 
considerable amount the tax levy. 

“For example,” he said, “on a move- 
ment from Albany, N.Y., to the various 
ports, the surcharge amount varies, al- 
though in some cases it would be the 
same. For example, to Baltimore and 
Philadelphia the surcharge amount is 
identical, although the surcharge amount 
on a shipment to New York is different. 
This situation gives us great concern 
because of the competitive relationship 
between the port cities for export and 
import freight which will be disrupted. 

“As typical of the discrimination, I 
would like to cite the example of a ship- 
ment moving from Warren, Pa., to New 
York and Philadelphia. In this instance, 
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the New York shipment would be as- 
sessed a surcharge while the shipment 
moving to Philadelphia would not be 
assessed a surcharge. 

“To further illustrate, on a shipment 
moving from Cleveland, O., to Albany, 
N.Y., would be assessed a surcharge of 
three cents per hundredweight, while a 
similar shipment moving to Boston 
would have no surcharge assessed . . .” 

Mr. Kraemer asserted that the data 
in his exhibits and his study of the sus- 
pended surcharges showed that the sur- 
charges did not reflect amounts equiva- 
lent to the tax levy and that the ex- 
hibits demonstrated how impracticable 
it was to attempt to reflect this ordinary 
business expense in a rate tariff by 
means of a surcharge. 

He cited as a mitigating factor that 
might lighten the effect of the tax on 
the carriers the computation of federal) 
income tax. He said the highway use 
tax was a deductible credit item that 
would have the effect of reducing the in- 
come tax payable by the respondents to 
the federal government. 


Position Summarized 


Mr. Kraemer summarized his position 
and conclusions as follows: 

“It is our position that the highway use 
tax is a general operating expense. Up 
to the present time we have no knowledge 
of any freight rates which have been 
constructed for application over any 
mode of transportation by the inclusion 
of specific factors of arbitraries or sur- 
charges to compensate the carriers for 
specific tax levies. 

“The surcharge under suspension with- 
out question is an innovation in the con- 
struction of freight rates and as we have 
shown will result in discrimination and 
prejudice to the Port of New York and 
its environs. 

“T think the carriers will agree with 
us that there will probably be more, not 
less, of this type of taxation in other 
states. Many state legislatures are ac- 
tive on tax legislation of this kind. There- 
fore, the Commission will want to con- 
sider the matter from the angle of over- 
all policy, and we ask it to do so. 


“It is our hope that the Interstate 
Commerce Commission will order the 
suspended schedules canceled.” 


On cross-examination of Mr. Kraemer, 
Mr. Watkins said Mr. Carpenter’s exhibit 
showed the tax paid in one month by 51 
carriers and asserted there was a rela- 
tion of the revenues of those carriers to 
the tax. He asked Mr. Kraemer if he 
thought this should be taken as an indi- 
cation of the need for an increase. Mr. 
Kraemer said it was not such an indi- 
cation; that these were 51 carriers and 
the entire situation had not been devel- 
oped yet. He said the figures were not 
yet comprehensive enough to warrant a 
revenue increase on a surcharge basis. 


Mr. Kraemer, in answer to a question, 
said it was true that the impact of the 
tax on all the 51 carriers was not the 
same. Mr. Watkins asked whether an 
increase should be authorized, for ex- 
ample, in case of carriers who needed two 
per cent above their revenue require- 
ments for tax purposes. Mr. Kraemer 
said he did not believe these single in- 
creases could be considered that way: 
that there were too many variations. 
He said the whole field must be consid- 
ered. He said he believed that in the 


































36 


present instance a general increase, it 
necessary, should be effected, as in the 
past. 


Carriers Obtain More Time 
To Pay N.Y. Highway Tax 


Edgar Watkins, Washington, D.C. 
counsel for the Middle Atlantic Con- 
ference and other motor carrier rate 
bureaus participating in the Commis- 
sion’s proceeding, I. and S. M-3929, Sur- 
charges—New York State, said on Feb- 
ruary 5 he had been informed that the 
New York State Appellate Court had 
granted an injunction restraining state 
officials from collecting the state high- 
way weight-distance tax on motor ve- 
hicles (T.W., Feb. 2, p. 39). 

He said he understood the injunction 
would be in force pending argument on 
appeal to be heard at the March term 
of the court beginning March 10. Any 
further extension of the injunction would 
be considered at that time, he said. 

The effect of the injunction, said Mr. 
Watkins, was to postpone the payment, 
due February 5, by motor common Ccar- 
riers operating in New York state of an 
estimated $3 million on the weight-dis- 
stance tax for October, November, and 
December, 1951. He said the court ac- 
tion also postponed payment of the Jan- 
uary, 1952, tax payable by these carriers 
which otherwise would be due on Feb- 
ruary 20. 

Earlier the Supreme Court of New 
York, a lower court, had dissolved an 
injunction issued by that court follow- 
ing issuance of its opinion that the 
tax was legal. The carriers then ap- 
pealed to the higher Appellate court. 


The carriers, in I. and S. M-3929, 
maintained that their proposed sur- 
charges on New York traffic were neces- 
sary to meet the state highway-distance 
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Railroads Seek Higher 
Rates in Illinois 


Witnesses for railroads operating in 
the state of Illinois appeared before 
Examiner Forrest B. McElroy, of the 
Illinois Commerce Commission, February 
1 to support their petition for a three 
per cent increase in intrastate freight 
rates, which they said would bring the 
total increase to 9 per cent, in line with 
the decision of the Commission in Ex 
Parte 175, Increased Freight Rates, 1951. 

The Illinois commission had previously 
authorized increases of six per cent in 
intrastate rates (T.W., Nov. 10, page 58) 
following a hearing September 13. 

Erle J. Zoll, Jr., Illinois Central at- 
torney, representing the railroads, put six 
witnesses on the stand. Among these 
were Howard S. Powell, of the traffic 
department of the Illinois Central, who 
said that the three per cent increase, 
although it would increase his railroad’s 
revenues approximately $450,000, would 
still fail to cover additional expenses. 

Glenn F. Vivian, of the statistical de- 
partment of the Association of Western 
Railways, testified that the increases 


would mean an additional $950,000 a year 
to the railroads in the state. 


Also testifying were R. O. Small, vice- 
president, traffic, for the Chicago & 
North Western Railway; Leroy Blue, of 
of the traffic department of the New 
York Central, and George Barry, of the 
traffic department of the Wabash Rail- 
road. 


John SS. Burchmore, representing 
major sand, gravel and crushed stone 
shippers, said he was not opposed to the 
intrastate increases. 

A. H. Schwietert, traffic director of 
the Chicago Association of Commerce & 
Industry, said he had instructions to 
support the railroads’ petition. 

He introduced an exhibit showing that, 
even with the increase, the rate level 
for the railroads in Illinois would still 
be lower than the level intrastate in 
Indiana, and interstate between Illinois 
and adjoining states. 


Kansas Rates Adjustment 


The Kansas commission has authorized 
railroads operating in that state to in- 
crease intrastate freight rates and 
charges to the same extent and in the 
same manner as permitted by the Inter- 
state Commerce Commission in its order 
of August 2, 1951, in Ex Parte 175, ex- 
cept on cement, carloads, according to 
the National Association of Railroad and 
Utilities Commissioners, Washington, 
D.C. It was stated that the Kansas body 
found no increase to be justified in the 
rates on cement in carloads. 
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L. & N. Gets Largest Tax 


Amortization Grant 


The Defense Production Administra- 
tion announces that the largest certifi- 
cate of necessity for accelerated tax 
amortization of the 573 approved from 
December 22, 1951, to January 18, 1952, 
was one of $39,181,200 to the Louisville 
& Nashville Railroad Co., involving the 
company’s proposed investment for rail- 
road transportation. 


Fourth in the list of 10 was Southern 
Pacific Co., $27,188,516, and seventh on 
the list was the New York Central, 
$23,146,639. 

The D.P.A. included in its announce- 
ment a list of fifteen categories in which 
it said it was giving priority treatment 
to applications for accelerated tax amor- 
tization involving defense production fa- 
cilities. Included in the categories were 
“selected transportation facilities lim- 
ited to diesel locomotives, freight cars, 
tug boats, barges, ore boats and trans- 
port planes.” 


D.T.A. Administrative Order 


The Defense Transport Administra- 
tion has issued organization order 
D.T.A. 1, as amended February 1, 1952. 
At the D.T.A., it was said the order 
recognized the division status of the tax 
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amortization and defense loans division 
and designated the D.T.A. information 
officer as “information and liaison of- 
ficer.” 


Ship Operations Aide Named 


Appointment of Captain Robert A 
Eastman, of Menlo Park, Calif., as deputy 
to Captain Martin I. Goodman, chief oi 
the office of ship operations, Nationa! 
Shipping Authority, has been announced 
by the Maritime Administration. A na- 
tive of Spokane, Wash., Captain Eastman 
first went to sea in 1930 with the Matson 
Navigation Co., remaining continuously 
with that organization until his present 
appointment. Since the war he has 
served alternately at sea and ashore on 
various assignments, including work in 
connection with conversion of the com- 
pany’s cargo ships for commercial opera- 
tion. 


a a 
CAB NEWS 


C.A.B. Examiner Proposes 
Cut of $6 Million a Year 
In Mail Pay of T.W.A. 


A Civil Aeronautics Board examiner 
has recommended a reduction in the 
temporary mail rate for Trans World 
Airlines’ transatlantic service which 
he said would reduce present com- 
pensation of about $9,000,000 an- 
nually to about $3,388,000 for the 
period on and after July 1, 1951. 


In a recommended report in No. 2375, 
Trans World Airlines, Inc.——Transatlan- 
tic Mail Rate, Examiner R. Vernon Rad- 
cliffe said the temporary rate should be 
set on the carrier’s reported break-even 
need, in accordance with a policy state- 
ment by the board. If the compensation 
at the rate recommended, found to rep- 
resent a reasonable approximation of 
the amount the carrier was entitled to 
as mail compensation, left the carrier, 
as claimed, on a “starvation diet,” it 
came as a result of management de- 
cisions and not those of the board, the 
examiner asserted. He continued: 

“It is contended by no one that the 
establishment of temporary mai] rates 
is a satisfactory substitute for a final 
mail rate. It is not. The device was 
born of necessity created by emergency 
situations. The early establishment of 
final mail rates for this and other car- 
riers should be the desire of all con- 
cerned.” 

In a review of the policy governing 
temporary mail rates, Examiner Rad- 
cliffe pointed out that this was the first 
case in which a temporary mail rate, or 
revision, proposed by the board had 
been contested by the carrier in a forma! 
proceeding. 

He said that the temporary mail rate 
device was first utilized by the board in 
1946 to prevent dissipation of the capi- 
tal of air carriers. 

He said that use of the temporary mail 
rate order was expanded soon after the 
end of World War II to provide relief 
for carriers in critical financial condi- 
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tion where time required to reach a final 
mail rate would have similarly dissipated 
the carrier’s capital and rendered it un- 
able to continue its certificated service. 
The rates ‘then established “all consti- 
tuted upward revisions of prior rates to 
meet the deficit of anticipated revenue 
increases which did not materialize,” 
said Examiner Radcliffe. More recent 
years, he added, had yielded a substan- 
tial and continuing growth of air traffic 
and a generally improved financial con- 
dition throughout the industry. Against 
that background, he said, the board, on 
September 19, 1951, issued its statement 
of policy regarding temporary mail rates. 


‘Approach’ to Temporary Pay 


He pointed out that recent final mail 
rate decisions for Western Air lines, the 
so-called “Big Four,” and a tentative 
decision for Colonial Air Lines, had found 
that the temporary mail rates established 
pursuant to that policy had resulted in 
payment to each carrier of amounts in 
excess of the rates found proper for final 
rates. Continuing traffic growth was 
found to warrant lower mail rates for the 
future period, he said, and continued: 

“Under such circumstances it appears 
entirely appropriate to revise the ap- 
proach to the determination of tempo- 
rary mail rates to avoid such overpay- 
ment and the need for recapture when 
final rates are met.” 

He said that those were precisely the 
reasons set forth by the board for its 
revised policy statement, and added: 

“Accordingly, the revised policy, while 
speaking in terms of setting temporary 
rates on the basis of reported break- 
even need, without addition of further 
specific amounts to cover taxes and a 
return on investment, appears as a rea- 
sonable change designed to conform tem- 
porary rates: to what recent experience 
shows will approximate proper final rates 
including all rate elements, including 
taxes and a return on investment.” 

Examiner Radcliffe reviewed various 
contentions of Trans World, and as to 
representations of the board’s counsel 
that the carrier was paid almost $7,000,- 
000 in excess of mail pay requirements 
in the two and one-half years preceding 
June 30, 1951, and T.W.A.’s rejection of 
that statement, the examiner said no 
final decision on such questions could be 
made on the present record. He said 
it must await the extensive investigation 
and analysis of the carrier’s operations 
which would be made in the final mail 
rate proceeding. He added that, “on 
this record” it could not be found that 
T.W.A. had established cause for except- 
ing it from the general policy which 
would establish its temporary mail rate 
on the basis of reported break-even need. 





Delta Mail Rate ‘Show 


Cause’ Order Issued 


In establishing what it called a “com- 
pensatory mail rate free of subsidy” for 
the carrier in No. 5146, Delta Air Lines, 
Inc., the Civil Aeronautics Board, in a 
statement of tentative findings and con- 
clusions, and a show cause order, fol- 
lowed the pattern it set up in dealing 
With three other carriers, and fixed a 
tate of 53 cents a mail ton-mile on and 
after October 1, 1951 (T.W., Dec. -29, 
1951, p. 50). 

_ Delta was one of seven carriers named 
M & proceeding initiated by the board 
October 1, 1951, to determine whether 
the then current final mail rates of 





those carriers were excessive and, if so, 
to establish such reduced rates as the 
circumstances warranted. 

As to Delta, the board said its fore- 
cast for a future year indicated an 
operating profit before mail pay of $2,- 
700,000, and that it was estimated that 
the carrier’s net profit after prevailing 
federal and state income taxes would 
approximate $1,215,000 before mail pay. 
The latter figure, the board asserted, 
was equivalent to a return of 12.5 per 
cent on investment of $9,745,000 as of 
September 30, 1951. 

“It is apparent from the foregoing 
that Delta has attained a self-sufficient 
status and is no longer dependent upon 
the government for subsidy,’ said the 
board. “Accordingly it is appropriate 
that a compensatory mail rate free of 
subsidy be established.” 

The board estimated that the proposed 
rate of 53 cents would yield Delta mail 
revenues of $954,000 on the basis of 1,- 
800,000 mail ton-miles projected for the 
future year. 

Objections to the show cause order 
are to be filed within 10 days of its serv- 
ice, and replies to objections are to be 
filed within 30 days of the service of the 
order. 


Common Air Fares to West 
Coast Cities Approved 


Common air fares from Chicago to 
west coast cities, regardless of distances, 
established to meet railroad competition 
and competition between airlines, have 
been found not unduly preferential or 
unduly prejudicial by the Civil Aeronau- 
tics Board. 

In terminating its investigation by a 
report and order in No. 4586, West Coast 
Common Fares Case, the board said it 
made its findings only on the record be- 
fore it and that, as the proceeding in- 
volved a unique situation, it did not 
furnish a yardstick by which other com- 
mon fare structures might be measured. 

The board said the proceeding was an 
investigation instituted by it to deter- 
mine whether the existing west coast 
common fare structure was lawful. Un- 
der that structure, it said, a common 
fare was charged by all air carriers for 
first class passage between Chicago and 
west coast points, the fare applying to 
all major terminals such as San Diego, 
Los Angeles, San Francisco, Portland, 
and Seattle, as well as the smaller points 
between San Diego and Seattle. In 
addition to the common fare thus avail- 
able, said the board, the carriers per- 
mitted alternate routings to several of 
the cities and unlimited stopovers, all 
without any additional charge. 

After describing the routings and stop- 
overs, and certain additional charges 
where stated gateways were not used, 
the board said that the existing common 
fare structure was the result of develop- 
ment over a long period of time. It 
cited the common fares of the railroads 
and said that the principle had been 
first adopted in air transportation in 
1931, “paralleling railroad history,” to 
meet railroad competition and competi- 
tion between air carriers. The board 
continued: 


“The natural result of this long his- 
tory of common fares is that the economy 
of the west coast cities, intermediate 
points as well as major terminals, has 
become geared to the concept that all 
will compete equally insofar as the more 
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important passenger rates from the east 
are concerned. Thus, for example, when 
these communities compete for tourist 
business and national conventions, dif- 
ferences in mileage with its otherwise 
concomitant differences in fares play no 
part in inducing the business of the 
prospective customers. As a result, com- 
munities which might otherwise be at 
a disadvantage because they are situated 
at a greater distance from the east, 
have engaged in extensive building and 
business operations, including terminal 
facilities. That such enterprises and in- 
vestments would suffer if a greater fare 
is charged passengers from the east to 
such more distant points is obvious.” 

The board said it was-significant that 
the equality of competition had proven 
desirable to the west coast cities, in- 
cluding those which were closer to the 
east. It said all west coast communities 
and civic bodies which had intervened 
were unanimously opposed to a departure 
from the common fare structure, and 
that, with but one exception, the air 
carriers were also strongly opposed to 
any change in the existing fare structure 
and practices. The board said the situa- 
tion was unique and that, unlike the 
Hawaiian Common Fares Case, 10 C.A.B. 
921, where the board was asked to ap- 
prove a proposed common fare, the in- 
stant case dealt with a fare structure 
and practices which had been in effect 
for many years and to which the com- 
munities involved had been adjusted. 
The board said it was “loath to disturb 
this situation absent a more compelling 
reason than mere difference in mileage 
to. the various points involved.” It 
added that neither the communities nor 
the air carriers acquired “a prescriptive 
right to such structure or practices,” and 
that the board did not consider itself 
estopped from changing the structures 
and practices, or from investigating the 
matter again in the future. 





Air Mail Pay Determined 


The Civil Aeronautics Board has 
issued orders dealing with rates of pay 
to air carriers for transporting mail, as 
follows: 

No. 4450, Frontier Airlines, Inc., and 
No. 4141, Challenger Airlines Co., setting 
temporary mail rates over the entire 
system of each carrier, of $568,387 for 
Challenger for the period October 11, 
1949, through May 31, 1950, and $3,336,- 
647 for Frontier, for the period June 1, 
1950, through September 30, 1951. 

No. 3211, Northwest Airlines, Inc., re- 
quiring the carrier to show cause why it 
should not have its current rate tem- 
porarily decreased, because of con- 
tinued improvement of its financial posi- 
tion, to 53 cents a mail ton-mile on and 
after January 1, 1952. The board said it 
was estimated that, for the period on 
and after January 1, the temporary rate 
for Northwest, based on anticipated 
break-even need, would be less than the 
service rate which, according to present 
indications, it might require during that 
period. The routes covered are within 
continental United States between the 
U.S. and terminal points in Canada. 

No. 4148, Mid-West Airlines, Inc. 
(formerly Iowa Airplane Co., Inc.), re- 
quiring the carrier to show cause why 
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the board should not set an effective 
rate “per designated mile flown” of 42 
cents applied on a sliding scale, for each 
calendar month on and after February 
1, 1952, over the carrier’s entire system. 


Show Cause Order 


By an order in No. 2539, et al., the 
C.A.B. also ordered Northwest Airlines 
to show cause why that carrier’s com- 
pensation for transporting mail over its 
overseas and foreign routes should not 
be reduced, on and after January 1, 
1952, to an effective rate obtained by 
dividing the designated miles flown in a 
month the product of 1.05 cents times 
the lower of 16,900,000 or the standard 
available seat miles flown in scheduled 
passenger service in the month. 

Again the board said that Northwest’s 
current temporary rate had produced 
mail compensation exceeding “by a sub- 
stantial amount” its reported break- 
even need for the calendar year 1951, 
the carrier’s need in the last three 
quarters having shown a steady down- 
ward trend as against results of the 
comparable period in 1950. 

The board said a final rate for cal- 
endar 1951, and for future operations, 
to be effective from January 1, 1952, 
forward, would be established primarily 
on the basis of operating data for 1951, 
considered as a representative year for 
Northwest’s overseas and foreign op- 
erations. Complete final operating data 
for 1951 would not be available until re- 
ports of the carrier, due March 31, 1952, 
had been filed, the board said. It added 
that a show cause order proposing a 
final rate for 1951 and for the future 
period would be issued as soon after 
receipt of the final data as the work of 
the board permitted, and that it was 
anticipated that the final future rate 
would be in effect by June 30, 1952. 





C.A.B. Reports Deal With 


Western Local Services 


The Civil Aeronautics Board has is- 
sued an opinion, order and certificates, 
and an examiner’s report, in proceedings 
involving local air carrier service in the 
west and northwest. 

In No. 2019, et al. Renewed Additional 
California-Nevada Service Case, the 
board amended the _ certificate of 
Bonanza Air Lines, Inc., for route No. 
105, to authorize service, with certain 
limitations, between the co-terminal 
points Los Angeles and Long Beach, 
Calif.. and Phoenix, Ariz., via certain 
intermediate points, and temporarily 
suspended the certificate of Western 
Air Limes, Inc., for route No. 13 insofar 
as it authorized service to El Centro, 
Calif., and Yuma, Ariz., points authorized 
to be served by Bonanza. It also tem- 
porarily suspended the certificate of 
Frontier Airlines, Inc., for route No. 93, 
insofar as it authorized service on seg- 
ment 1 between Yuma and Phoenix, 
via Ajo, Ariz., points also authorized to 
Bonanza. The board refused to sus- 
pend Western’s authority to serve San 
Bernardino and Palm Springs, Calif. 
Bonanza’s authority is to transport per- 
sons, mail, and property. 

In No. 4852, et al., Empire Certificate 
Renewal Case, Examiner Ralph L. Wiser 
recommended the following: 

That the certificate of Empire Air 
Lines, Inc., for route No. 78, be renewed 
until December 31, 1955, with redesigna- 
tion of the intermediate point Ontario, 
Ore., as Ontario, Ore.-Payette, Ida., re- 

















designation of Burley, Ida., as Burley- 
Rupert, Ida., redesignation of Coeur d’Al- 
ene, Ida., as a co-terminal point with 
Spokane, Wash., addition of Pasco-Ken- 
newick-Richland, Wash., as an inter- 
mediate point, and addition of a new 
segment between the intermediate point 
Pasco-Kennewick-Richland, Wash., the 
intermediate points Yakima and Ellens- 
burg, Wash., and the terminal point 
Seattle-Tacoma, Wash. 

He also recommended that the cer- 
tificate of United Air Lines, Inc., for route 
No. 1 be amended to permit service to and 
from Walla Walla, Wash., without an in- 
tervening stop at Pendleton, Ore., and 
that the certificate be partially suspended 
until December 31, 1955, by requiring that 
flights by United between Pendleton or 
Walla Walla, on the one hand, and Se- 
attle-Tacoma, on the other, should in- 
clude a stop at Portland. 

An appendix to the examiner’s report 
showed that Empire had revenue of $1,- 
528 from express and freight traffic in 
1947; $2,491 in 1948; $4,222 in 1949, and 
$5,833 in 1950. 
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Luckenbach Charter Suggested 


A Federal Maritime Board examiner 
has recommended bareboat charter of a 
Victory-type vessel to Luckenbach Gulf 
Steamship Co., in M-50, citing the return 
to the Maritime Administration of two 
vessels chartered to Isthmian Steamship 
Co. because of inability of the latter to 
operate on schedule as a result of labor 
difficulties, and because of a possible 
shortage of box cars. 

Return of the two vessels by Isthmian. 
Examiner C. W. Robinson said, meant 
that the Gulf intercoastal trade was 
serviced only by two government-owned 
vessels operated by Luckenbach. He 
added that the company’s president had 
stated that the company could not hope 
to serve the trade adequately unless it 
obtained the third Victory-type vessel. 

Examiner Robinson said that, since 
the proceeding in 1951 when the board 
found the Gulf intercoastal service nec- 
essary, and that four vessels were needed 
to serve it adequately, Luckenbach’s pres- 
ident had testified that there had been 
an easing in the freight car situation, 
but that he had been informed by “the 
defense people” that it “is only a cycle 
and that shortly again there will be a 
shortage of box cars more perhaps than 
there was before.” 


To Launch First ‘Mariner’ 


The Maritime Administration has an- 
nounced that the first of the new 
Mariner-class cargo ships will be 
launched February 29, at the Sun Ship- 
building & Dry Dock Co., Chester, Pa. 

The vessel is one of thirty-five now 
under construction at seven shipyards 
on the Atlantic, Gulf and Pacific coasts, 
to provide a 20-knot cargo vessel of 12,- 
500 deadweight tons. The M.A. said that 
they were designed to replace the slower 
pre-war and war-built ships, under a 
$350,000,000 appropriation approved by 
Congress last year. : 

Mrs. Edward L. Cochrane, wife of 
Vice Admiral Cochrane, head of the 
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Maritime Administration, has been in- 
vited by the builder to christen the first 
Mariner-class ship to be launched, to 
be called the “Keystone Mariner.” 

The M.A. said the contract price for 
the vessel was $8,530,000. 





A.P.L. Charter Hearing 


The Federal Maritime Board has is- 
sued notice of hearing in M-51, American 
President Lines, Ltd., at Washington, on 
February 11, in Room 4823, Department 
of Commerce Building, before Examiner 
A. L. Jordan. 

The proceeding concerns an applica- 
tion of A.P.L. for bareboat charter of a 
government-owned Victory-type vessel 
for employment in its round-the-world 
service. 


Ship Scrapping Bids Received 


The Maritime Administration has an- 
nounced a total of 22 bids made for 
scrapping six ships in the government- 
owned reserve fleet. 

The agency said that the six highest 
bids totaled $1,383,100 for the vessels, 
which it said would provide about 42,000 
tons of scrap steel. 

Ail of the vessels to be scrapped are 
overage or otherwise deemed no longer 
usable should an all-out national emer- 
gency develop, according to the an- 
nouncement. 


Vice Admiral E. L. Cochrane, M. A. 
head, said that scrapping of the vessels 
was in keeping with an agency policy 
to scrap all vessels in the reserve fleet 
when they became no longer an asset 
to the national security. 





Ocean Subsidy Argument 


The Federal Maritime Board has 
ordered argument in S-31, Farrell Lines 
Incorporated, at 11:30 a.m., February 14, 
in room 4821, Department of Commerce 
Building, Washington, D.C., on a mo- 
tion of the respondent to dismiss. 

The proceeding involves an _ investi- 
gation by the F.M.B. to determine the 
foreign-flag competition encountered by 
Farrell on trade route No. 15a (USS. 
Atlantic-South and East Africa), and 
the amount of subsidy, if any, to be 
paid the carrier under a subsidy con- 
tract. 


Ocean Ship Agreements 


Members of the Leeward and Wind- 
ward Islands and Guianas Conference 
have filed with the Federal Maritime 
Board for approval an amendment to 
the conference agreement, No. 7540-5, 
which will provide that freight and 
other charges on southbound cargo 
from Canada become due and payable 
when bills of lading are issued and 
must be prepaid at port of export in U.S. 
currency. However, it is also provided 
that northbound cargo may be accepted 
freight collect, at the option of member 
lines. 

oo * * 

Railroads purchase annually more 
than 100,000 different items from thumb 
tacks to heavy iron and steel forgings. 

* % * 

Illinois has enough recoverable coal to 
last for 1,500 years at present rate of 
production. 
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Supreme Court Case Gives Hint of Cost 
To U.S. of Seizure of 103 Truck Lines 


Review of Motor-Claims Agency’s Award of ‘Roughly $155,000’ 


To R-B Freight Lines Denied. 


Solicitor General Calls Award 


Extravagant, Says It Means Ultimate U.S. Expense of Millions. 


Refusal by the Supreme Court of 
the United States to review a de- 
termination of the Motor Carrier 
Claims Commission, February 4, left 
R-B Freight Lines, Inc., a motor com- 
mon carrier, of Aberdeen, S.D., with- 
out any further legal obstruction 
against its collecting from the federal 
government an amount estimated by 


the Solicitor General as “roughly 
$155,000.” 
Before it denied the government’s 


petition for review of the M.C.C.C. de- 
termination in No. 484, United States, 
petitioner v. R-B Freight Lines, Inc., a 
Corporation, the Supreme Court had been 
told, in the certiorari petition filed by 
Solicitor General Perlman on behalf of 
the federal government, that the claim 
of R-B Freight Lines was, in effect, a 
test case. Application of the procedure 
and principles used by the M.C.C.C. in 
this case to the claims of 102 other 
midwestern truck lines as to which the 
M.C.C.C. had jurisdiction, the Solicitor 
General said, would result in awards 
“aggregating tens of millions of dollars.” 

The claims of the 103 truck lines for 
“just compensation” from the govern- 
ment were based on losses they contended 
they had sustained as a result of govern- 
ment seizure and operation of their prop- 
erties in the latter part of the World 
War II period. Pursuant to an execu- 
tive order of the President, issued August 
11, 1944, the government took over the 
truck lines, through the Office of De- 
fense Transportation, after they had been 
immobilized by a strike of their over- 
the-road drivers. Government control 
and operation of the trucking companies 
was terminated on various dates in 1945. 


First Determination by M.C.C.C. 


The Motor Carrier Claims Commission, 
headquarters of which are in Kansas 
City, Mo., is a government agency created 
by Public Law 880, Eightieth Congress, 
to hear and adjudicate the claims of the 
103 truck lines that the government 
placed under its control in 1944. The 
Claim of R-B Freight Lines was the first 
one on which the M.C.C.C. took final 
action, its determination in that case 
having been issued April 28, 1951. It 
heid that R-B was entitled to “just 
compensation” from the federal govern- 
ment in the amount of $120,717.58, plus 
interest. 

_ In the case of R-B Freight Lines and 
In the cases of seven other companies 
Whose claims were before the M.C.C.C., 
Said the Solicitor General in the certio- 


rari petition, the government found it 
necessary to remove the former manage- 
ment and thereafter to operate the busi- 
ness aS a government instrumentality, 
as of January 1, 1945. 

R-B Freight Lines filed with the Su- 
preme Court a document it described as 
an “acquiescence in the petition of the 
United States,” though it explained in 
this document that it (R-B) disagreed 
“most vigorously” with the government’s 
arguments as to error by the M.C.C.C. 
in adjudication of the claim of R-B 
Freight Lines. 

Solicitor General Perlman charged 
that the M.C.C.C. award to R-B Freight 
Lines was one of “excessiveness” and 
“extravagance.” He contended that 
“just compensation for the take-over 
prior to January 1, 1945, should be meas- 
ured by the actual out-of-pocket loss 
caused by the government’s action, rather 
than by the ‘rental value’ rule which it 
(the M.C.C.C.) purported to apply.” He 
averred that the M.C.C.C. had “grossly 
misapplied the ‘rental value’ rule.” 


Company Earnings and Award 


To support the government’s conten- 
tion that the M.C.C.C. award to R-B 
was excessive and extravagant, the 
Solicitor General said that, for the four- 
year period 1941 through 1944, R-B 
showed a net loss; that in only one of 
those years, 1941, did R-B show a profit, 
the amount of the profit being $1,229.26; 
that on August 11, 1944, R-B’s balance 
sheet showed total asset value for the 
entire business of $103,493.70; that the 
gross revenues of R-B for the 1941-44 
period averaged about $250,000, and that 
R-B estimated that, as of August 11, 
1944, the total market value of all its 
assets was about $238,000. The period in 
which the R-B properties had been sub- 
jected to a “taking” by the government, 
he said, extended from January 1 to 
November 1, 1945. 


Argument by the government, said 
R-B Freight Lines in its “acquiescence” 
document, was based on “the supposi- 
tion that there is something inherently 
extravagant, exorbitant or unjust in the 
amount of the award.” 


“The determination of the Motor Car- 
rier Claims Commission,” said R-B, 
“bears no evidence of actual extrava- 
gance, even by petitioner’s own some- 
what dubious standards... .” 

The government’s averment that the 
holding of the M.C.C.C. in the R-B case 
would govern the disposition of 102 other 
claims pending before that agency and 
would result in awards aggregating “tens 
of millions of dollars” was discussed in 
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a footnote in the R-B “acquiescence” as 
follows: 

“Our own computation is that the 
principles of the R-B case extended to 
the cases of 103 carriers who are claim- 
ants before the M.C.C.C. would theoreti- 
cally result in awards aggregating ap- 
proximately $22,400,000. This amount 
will be reduced as a consequence of 
certain stipulations, entered into to save 
trial time in other cases, and for other 
reasons. The claimants, of course, in- 
clude practically all of the important 
motor carriers of 10 states ... During 
the year 1944 more than 4,000,000 tons 
of freight were carried more than 50 
million vehicle miles by the properties 
of these carriers.” 

Concluding its “acquiescence” state- 
ment, R-B Freight Line said: 

“Primarily we urge this court to 
grant a writ that it may undo the con- 
fusion initiated by the U.S. Court of 
Claims in deciding the case of Wheelock 
Bros. Inc., v. United States, 88 Fed. Supp. 
278, in part upon the record in the 
unjustifiably designated ‘companion case’ 
of United States v. Peewee Coal Co., 
88 Fed. Supp. 284. Entirely unwarranted 
assumptions as to the identical nature 
and consequences of the coal mine and 
motor carrier seizures prevail in many 
quarters as the result of the most un- 
fortunate procedure adopted by the 
Court of Claims in these cases . . . Addi- 
tionally, we believe it should be of ad- 
vantage to the operation of government 
in war times that the (Supreme) Court 
more specifically delineate the respon- 
sibility of the United States consequential 
upon its taking use of the particular 
type of property by the particular meth- 
ods involved in the instant case...” 


C. & E. I. Seeks Reversal 
Of Commission’s Order 
In I. & S. No. 5782 


A suit seeking suspension of the 
Commission’s order in I. & S. No. 
5782, Automobile Rates From Evans- 
ville, Ind., to St. Louis, Mo., has been 
filed by the Chicago & Eastern Illi- 
nois Railroad, in the federal district 
court at Indianapolis, Ind. 


The suit alleges that the order is “dis- 
criminatory and capricious,” and asks 
that the court reverse the Commission’s 
ruling and allow the C. & E. I. to con- 
tinue to haul assembled Plymouths from 
the Chrysler Corporation’s plant in 
Evansville, Ind., to St. Louis at a rate 
of 41 cents a hundred pounds. 

Filed by Gerald L. Phelps, the rail- 
road’s general attorney and commerce 
counsel, the suit states that the order of 
the Commission of November 26, 1951, 
required the C. & E. I. to set aside its 
41-cent a hundred rate and resume its 
former rate of 62 cents a hundred. In 
its order, the Commission said that the 
railroad could not make a profit on the 
automobile haul at the 41-cent rate, ac- 
cording to the suit. 


According to the C. & E. I., the rate 
was reduced to enable the railroad to 
meet motor carrier competition. The 
railroad said that it could make a profit 
with the reduced rate because of in- 
creased operating efficiency and the use 
of diesel power and other modern equip- 
ment. 

Prior to March, 1947, the suit said, the 
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C. & E. I., which serves the Chrysler 
Evansville plant exclusively, hauled hun- 
dreds of automobiles annually to St. 
Louis, but thereafter a motor carrier, 
Automobile Shippers, Inc., got the busi- 
ness, with the result that the business 
ceased except for five carloads contain- 
ing 20 automobiles in March, 1949. 

The suit says that C. & E. I. officials 
were advised by the Chrsyler Corporation 
that the railroad’s 62 cent rate would 
have to be reduced in order to meet the 
competition of the motor carrier, and 
that the C. & E. I. reduced the rate in a 
tariff filed with the Commission on 
March 10, 1950, to become effective April 
13, 1950. 

“Unless the order is suspended, an- 
nulled, set aside or enjoined,” the suit 
continued, the railroad would lose the 
automobile hauling business on March 2, 
1952, to the motor carriers, and its 
freight cars, which had been especially 
constructed for auto hauling, would 
again be idle. 

The railroad also seeks a temporary 
injunction restraining the Commission 
from putting its order into effect while 
the suit is pending. 


1.C.C. Order Postponed 


The Commission issued an order in I. 
& S. No. 5782, on telegraphic request of 
the judge of the Circuit Court of In- 
dianapolis, postponing the effective date 
of its order from January 31 to July 1. 


Oil Company Barges Held 
Not Subject to Ohio Tax, 


Though Domiciled There 


Under the rule stated in Ott v. 
Mississippi Barge Line, 336 U.S. 169, 
by which taxation of a river carrier’s 
barges by two or more states on an 
apportionment basis was permitted, 
taxation of all of the carrier’s prop- 
erty by the state of the domicile was 
precluded, the Supreme Court of the 
United States held, February 4, in an 
opinion reversing a decision of the 
Supreme Court of Ohio. 


The federal Supreme Court’s opinion, 
written by Justice Douglas, was handed 
down in No. 184, The Standard Oil Co., 
an Ohio Corporation, appellant, v. John 
W. Peck, Tax Commissioner, State of 
Ohio, et al. 

Justice Minton wrote a dissenting opin- 
ion, and Justice Black noted a dissent. 

In the majority opinion Justice Doug- 
las said that Standard Oil of Ohio owned 
boats and barges which it employed for 
transportation of oil along the Missis- 
sippi and Ohio Rivers. 

“The vessels neither pick up oil nor 
discharge it in Ohio,” he wrote. “The 
main terminals are in Tennessee, In- 
diana, Kentucky and Louisiana. The 
maximum river mileage traversed by the 
boats and barges on any trip through 
waters bordering Ohio was 17% miles. 
These 17% miles were in the section of 
the Ohio River which had to be tra- 
versed to reach Bromley, Kentucky. 
While this stretch of water bordered 
Ohio, it was not necessarily within Ohio. 
The vessels were registered in Cincinnati, 





Ohio, but only stopped in Ohio for occa- 
sional fuel or repairs. These stops were 
made at Cincinnati; but none of them 
involved loading or unloading cargo. 

“The tax commissioner of Ohio, acting 
under sections 5325 and 5328 of the Ohio 
General Code, levied an ad valorem 
personal property tax on all of these 
vessels. The Board of Tax Appeals af- 
firmed (with an exception not material 
here), and the Supreme Court of Ohio 
sustained the board . . . over the ob- 
jection that the tax violated the due 
process clause of the Fourteenth Amend- 
ment.” 

Justice Douglas said that, under “the 
earlier view” governing the taxability 
of vessels moving in the inland waters, 
Ohio, the state of the domicile, would 
have a strong claim to the whoie of the 
tax that had been levied. 

“But the rationale of those cases,” 
he continued, “was rejected in Ott v. 
Mississippi Barge Line . . where we 
held that vesseis moving in interstate 
operations along the inland waters were 
taxable by the same stanaaras as those 
which Pullman’s Car Co. v. Pennsyl- 
vania, 141 US. 18, first applied to rail- 
road cars in interstate commerce. ‘she 
formula approved was one which fairly 
apportionea the tax to the commerce 
carried on within the state. In that way 
we placed inland water transportation on 
the same constitutional footing as other 
interstate enterprises.” 

Reference was made by Justice Doug- 
las to New York Central Railroad Co. v. 
Miller, 202 U.S. 584, in which the US. 
Supreme Court “sustained a tax by the 
aomiciliary state on all the rolling stock 
of a railroad,” anda to Northwest Airlines, 
Inc., v. Minnesota, 322 U.S. 292, in which 
the federal Supreme Court “allowed the 
domiciliary state to tax the entire fleet 
of airpianes operating interstate.” He 
mentioned special conditions described 
in those cases, and continued: 

“Those cases, though exceptional on 
their facts, illustrate the reach of the 
taxing power of the state of the domicile 
as contrasted to that of the other states. 
But they have no application here since 
most, if not all, of the barges and boats 
which Ohio has taxed were almost con- 
tinuously outside Ohio during the tax- 
able year. No one vessel may have been 
continuously in another state during the 
taxable year. But we do know that 
most, if not all, of them were operating 
in other waters and therefore under Ott 
v. Mississippi Barge Line, supra, could 
be taxed by the several states on an ap- 
portionment basis. The rule which per- 
mits taxation by two or more states on 
an opportionment basis precludes taxa- 
tion of all of the property by the state 
of the domicile. See Union Transit Co. 
v. Kentucky, 199 U.S. 194. Otherwise 
there would be multiple taxation of in- 
terstate operations and the tax would 
have no relation to the opportunities, 
benefits, or protection which the taxing 
state gives those operations.” 

Justice Minton said in his dissenting 
opinion that Ohio claimed the right to 
tax the barges under consideration be- 
cause they had not acquired a tax situs 
elsewhere than their home port and 
domicile; that seagoing vessels had al- 
ways been taxable at the domicile of the 
owner; that the same rule had been 
applied to vessels engaged in commerce 
between the different states, and that, 
“in the case at hand, the vessels had 
not acquired a situs for taxation” in 
any state other than Ohio. 

“As it is admittedly not shown on this 
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record that these vessels have acquired 
a tax situs elsewhere,’ he concluded, 
“Ohio should be permitted to tax them 
as the state of the owner’s domicile. 
would affirm.” 


High Court Upholds I.C.C. 
In Chicago Suburban Fare 


Case of Illinois Central 


Motions by the Commission and the 
Illinois Central to affirm the judg- 
ment of a statutory three-judge court 
in the federal district court at Chi- 
cago, upholding a report and order of 
the Commission prescribing the pas- 
senger fares the Illinois Central 
might charge on its suburban lines in 
the Chicago area, within Illinois, 
were granted by the Supreme Court 
of the United States, February 4. 


Disposition of the litigation, instituted 
by Illinois and Chicago government in- 
terests to set aside the Commission’s 
order of July 30, 1951, in No. 30560, Illi- 
nois Central Multiple Fares in Chicago 
Area (281 I.C.C. 537), was made by the 
Supreme Court by a per curiam decision 
in No. 497, State of Mllinois, Illinois 
Commerce Commission et al., appellants 
v. United States of America, Interstate 
Commerce Commission and Illinois Cen- 
tral Railroad Co. (T.W., Nov. 10, 1951, p. 
62). Joined with that case on appeal to 
the Supreme Court was No. 498, City of 
Chicago, appellant v. United States of 
America et al. 

The Illinois Commerce Commission 
had denied increases in intrastate fares 
that the Illinois Central had proposed 
to establish on its lines between Chicago 
and suburbs of that city. In its report 
in No. 30560, the federal Commission 
had under consideration various Illinois 
intrastate fare increases the I.C. sought 
authority to establish on its Chicago 
suburban lines. The I.C.C. found that 
the then existing multiple and com- 
mutation fares of the Illinois Central 
for intrastate travel between stations on 
its suburban lines within Dlinois caused, 
and would continue to cause, undue, un- 
reasonable and unjust discrimination 
against interstate commerce, in violation 
of section 13(4) of the act. The Com- 
mission ordered the carrier to cease and 
desist from practicing such discrimina- 
tion. 

The Commission directed the Illinois 
Central to establish and maintain, for 
intrastate travel between points in Illi- 
nois on its suburban lines, 10-trip, 25- 
trip and 50-trip multiple fares, weekly 
commutation fares and _ unrestricted 
monthly commutation fares. 

According to the Commission’s motion 
to affirm; in No. 497, the Illinois Central 
estimated that the increases it proposed 
would boost its revenues by about $2 
million a year, and the Commission 
estimated that the fares it approved and 
prescribed would yield an average in- 
crease of about 20 per cent or $1.3 
million a year. The Commission found 
that the costs (operating expenses and 
taxes) incurred by the Illinois Central 
in 1949, ascribable to its suburban serv- 
ice, exceeded the revenues of the IC. 
for that year by about $335,000. The 
Commission did not approve the IC. 
proposal to increase minimum suburban 
fares from 15 cents to 20 cents nor to 
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cancel its round-trip fares of 180 per 
cent of one-way 10-trip, 25-trip and 50- 
trip fares subject to a maximum of five, 
114% and 23 times the corresponding 
round-trip fares. The fact that the 
suburban operations of the Illinois Cen- 
tral were “separate and distinct” from 
the interstate services of that carrier, 
the Commission said, was “all the more 
reason why they should stand on their 
own feet and not lean for support on 
its (the Illinois Central’s) interstate 
freight operations.” Contentions of the 
appellants were stated in the Commis- 
sion’s motion to affirm as follows: 

“Appellants question the Commission’s 
authority to remove unjust revenue dis- 
crimination against interstate commerce, 
such as here found to exist, on the 
grounds (1) that the suburban system of 
the Illinois Central is operated separate- 
ly from the through business of the car- 
rier and is located wholly within the state 
of Illinois, and (2) that at the time the 
Interstate Commerce Commission en- 
tered its order there was pending before 
the courts of the state of Illinois a suit 
brought by the Illinois Central to review 
an order of the state commission deny- 
ing the proposed increases in their en- 
tirety.” 

Answering the first of those conten- 
tions, the Commission said that “the 
suburban service in question is operated 
by an interstate carrier and the in- 
trastate fares for the service seem 
clearly to be subject to section 13(3) 
and (4) of the interstate commerce act.” 
With respect to the second contention 
of the appellants, the Commission said: 

“No rule of law or principle of comity 
requires the interstate carrier to ex- 
haust its remedies under state law be- 
fore invoking section 13(3) and (4) of 
the interstate commerce act or that this 
Commission should stay its hand until 
the state court has decided the carrier’s 
appeal from the action of the state com- 
mission.” 


Western Air Lines Says 
C.A.B. Ruling Is ‘Illegal’ 


Terming a Civil Aeronautics Board 
order to suspend certificated air service 
over southern California and Arizona 
routes “an unconstitutional confisca- 
tion of property,” Western Air Lines on 
February 1 asked review of the C.A.B. de- 
cision by the United States Court of 
Appeals in San Francisco. 

Attorneys for Western, maintaining 
that the civil aeronautics act of 1938 
granted no power to the C.A.B. as a fed- 
eral policy-making panel to terminate the 
airline’s service to California’s Imperial 
Valley and Yuma, Ariz., filed suit to pre- 
vent execution of an order which, they 
Said, “would turn over Western’s long- 
established routes in this area to Bo- 
hanza Airlines, Nevada-based feeder 
airline.” 

They asserted that court approval of 
the C.A.B. ruling would result in board 
power to terminate any permanently- 
certificated airline service to any city or 
region of the United States. The appeal 
Was being made, they said, “to determine 
Whether a government agency has au- 
thority to remake the national airline 
Map at will.” 

Granting of such authority, they said, 
“could prove ruinous to U.S. commercial 
airlines, since employes and investors 
ho longer would have assurance that 
franchises to operate permanently-cer- 


tificated air routes, the basis for all air- 
line operations, had real and continuing 
property value not subject to expro- 
priation by bureaucratic order.” 

Spokesmen for Western said the air- 
line planned to continue service to the 
affected cities pending outcome of the 
legal action. In the event court action 
halts the C.A.B. order, Western will apply 
immediately for permission to operate the 
Yuma-Phoenix route on a temporary cer- 
tificate. 


MOTOR ACT PROSECUTIONS 


Digests o7 statements issued by the 
Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
— and regulations thereunder, appear 
below. 


Western Texas district, at El Paso. A. 
C. Northcutt and K. E. Northcutt, part- 
ners dba Northcutt Truck Lines, of El 
Paso, were fined and required to pay 
$250 each after they had entered sepa- 
rate pleas of guilty to an information 
charging that their firm, a motor carrier 
of exempt property, failed to require 
drivers in their employ to keep drivers’ 
logs when operating vehicles in inter- 
state commerce and failed to have in 
their files doctor’s certificates of physical 
fitness of drivers in their employ. 

* * % 

Southern Illinois district, southern di- 
vision, at Springfield. Harry R. Wade, 
Jr., dba Rose City Express, and Ralph 
Tucker, both of Decatur, Ill., were fined 
and required to pay $250 each after 
having entered separate pleas of guilty 
to an information charging Wade with 
violations of the interstate commerce 
act and charging Tucker, general man- 
ager for Rose City Express, with aiding 
and abetting Wade in those violations, 
specified as follows: Operating as a 
motor common carrier without there 
having been issued to him by the Com- 
mission a certificate authorizing the par- 
ticular operations described in the in- 
formation, failing to have in his files 
doctor’s certificates of physical fitness 
for certain of his drivers, failing to re- 
quire certain of his drivers to keep 
drivers’ logs, and failing to report re- 
portable accidents within the prescribed 
period. 


* » * i 


Eastern Pennsylvania district, at 
Philadelphia. Leland E. Carter and Har- 
old T. Carter, partners dba Carter Truck- 
ing Co., of Branchville, Md., were fined 
and required to pay $£00 each after they 
entered separate pleas of nolo contendere 
to an information charging them with 
filing with the Commission false hours- 
of-service reports. 

District of Oregon, at Portland. Willa- 
mette Hauling Co., of Portland, was fired 
$250, January 7, following its plea of nolo 
contendere to an information chargine 
it with operating as a common carrier cf 
property without a certificate authorizing 
the described operations, and with failing 
to have in its files doctor’s certificates of 
physical examination for its drivers. 

co * ok 

Iowa northern district, western divi- 
sion, at Sioux City. Hunt Truck Lines. 
Inc., Sibley, Ia., on January 26, was fined 
$450 following entry of its plea of nolo 
contendere to an information charging 
it with operation as a common carrier 
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of property for compensation without a 
Commission certificate. The fine and 
costs were required to be paid. 

* ok * 


New Mexico district, at Las Cruces. 
Whitfield Transportation, a partnership 
composed of W. E. Whitfield, Jr., H. C. 
Whitfield, and Mary E. Whitfield, of Las 
Cruces, was fined $250, November 26, 
following its plea of guilty to an infor- 
mation charging it, a common carrier of 
property, with permitting drivers to op- 
erate motor vehicles for excessive daily 
hours. The fine was imposed on the 
first five counts of an information con- 
taining twelve counts, and was paid. 
Imposition of sentence on the remaining 
counts was suspended. 


* * * 


New Jersey district, at Newark. Boyce 
Motor Lines, Inc., of Canandaigua, N.Y., 
was fined $2,000, January 25, following 
its plea of guilty to an information charg- 
ing it with violations of the regulations 
governing transportation of explosives 
and other dangerous articles. The de- 
fendant, a motor comon carrier, was 
charged with transporting in interstate 
commerce a dangerous non-inflammable 
compressed gas (liquefied) without the 
motor vehicle used by it in such trans- 
portation being marked or placarded to 
show that it was transporting such dan- 
gerous liquids. The fine was required 
to be paid. — 

* ok bod 

New Jersey district, at Newark. Hi- 
Line Transportation Co., Inc., of Long 
Island City, N.Y., was fined $1,000, Jan- 
uary 25, following its plea of guilty to 
an information charging it with operat- 
ing as a common carrier of property 
without having on file with the Commis- 
sion evidence of approved bodily injury 
and property damage liability and cargo 
insurance. The fine was required to be 
paid. 


LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. Paul, Minn. 


Copy- 
right, 1947, by West 4 


Publishing Company. 


Telegraphs and Telephones 


Supreme Court of Oklahoma 


In action against a telegraph company 
to recover damages for expenses: in- 
curred because of failure to deliver a 
money-order telegram promptly for pay- 
ment of rental on an oil and gas lease 
and due the following day, evidence es- 
tablished that defendant’s negligence 
was the proximate cause of the plain- 
t:ff's Camage as avainst claim that an 
intervening act was the cause of such 
damage due to the execution of a new 
lease by the lessors. 13 O. S. 1951, Secs. 
14, 172. 

Telegraph companies are common Ccar- 
riers in Oklahoma and are subject to con- 
trol and regulation by the corporation 
commission which has power to change 
the rates of such cornpanies and to deter- 
mine the reasonableness, justness and 
validity of rates charged by them. 


Clauses limiting liability for negligence 
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in the transmission and delivery of inter- 
state messages are valid. 


A common carrier of messages may not 
exempt itself by contract from liability 
for delay in transmission and delivery 
thereof. 

The statute providing that a common 
carrier cannot be exonerated by any 
agreement made in anticipation thereoi 
from liability for gross negligence pro- 
hibits exoneration in any degree where 
the carrier is guilty of gross negligence 
or conduct amounting to fraud or wilful! 
wrong. 13 O.S. 1951 Sec. 15. 


The statute providing that a common 
carrier of property is liable for delay 
only when it is caused by want of ordi- 
nary care and diligence is applicable only 
to carriers of property and is not appli- 
cable to a common carrier of messages. 
13 O. S. Sec 133. 

A common carrier of messages must 
use great care and diligence in transmis- 
sion and delivery thereof. 


Under the statute providing that a 
carrier of messages for reward must us: 
great care and diligence in transmission 
and delivery thereof and that a carrier 
by telegraph must use the “utmost dili- 
gence” therein, the statute fixes a highe~ 
degree of diligence upon a carrier of 
messages by telegraph than upon a com- 
mon carrier of messages in general and 
imposes upon a telegraph company the 
greatest and highest degree of care and 
diligence possible. 13 O. S. 1951, Sec. 172. 

Where common carrier of messages by 
telegraph accepted money-order telegram 
with notice that money was for payment 
of rental on oil and gas lease and due 
the following day but failed through 
oversight of its agent to make delivery 
until the day after the rental became 
due and the carrier had notice of the 
urgency of the message and the facts 
making prompt transmission and deliv- 
ery necessarv, carrier was guilty of “gross 
negligence” and clause limiting liability 
to $500 was inapplicable. 13 O. S. 1951, 
Secs. 14, 15, 171, 172, 133; 25 O. S. 1951, 
Sec. 6. (Western Union Tel. Co. v. Jor- 
dan Petroleum Co., 238 P. 2d 820). 


Loss of or Injury to Goods 


United States Court of Appeals, Eighth 
Circuit 


Where major part of shipper’s claim 
against railroad was for loss suffered in 
respect to 62 steers which were delivered, 
railroad’s letter stating that transporta- 
tion handling was not answerable for ex- 
pense and loss for which claim was made 
but conceding loss of one animal and 
the crippling of another and stating 
that usual settlement would be made 
in respect thereto, “the balance of the 
loss being respectfully disallowed,” de- 
clared a disallowance of the claim and 
started the running of statutory limita- 
tions period for suit thereon. Interstate 
Commerce Act, Sec. 20(11), 49 U.S.C.A. 
Sec. 20(11). 

Negotiations and correspondence be- 
tween shipper’s attorney and railroad 
looking to settlement of claim did not 
toll limitation period which had com- 
menced to run on receipt of railroad’s 
letter disallowing claim. Interstate Com- 
merce Act, Sec. 20(11), 49 U.S.C.A. Sec. 
20(11). (Burns v. Chicago, M. St. P. & 


P. R. Co., 192 F. 2d 472). 


SHIPPING DECISIONS 
Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





United States District Court, S. D. New 
York 
To constitute barratry, act of master 
or mariners of ship must be against 
owners of ship. (International Trading 
Co. v. North River Co. of N.Y., 100 F. 
Supp. 128). 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
1947, by West 


Publishing Company. 


right, 





United States District Court, D. Min- 
nesota, Fourth Division 


Whether character and status of ship- 
ment of military stores are such as to en- 
title shipment to land-grant rates should 
be determined at time of shipment. 
Transportation Act of 1940, Sec. 321(a), 
49 U.S.C.A. Sec. 65(a). 

In statute which entitles military or 
naval property of the United States mov- 
ing for “military or naval use” to land- 
grant rates, quoted expression should 
be broadly construed. Transportation 
Act of 1940, Sec. 321(a), 49 U.S.C.A. 
Sec. 65(a). 

Shipments in 1944 and 1945 of military 
and naval property of the United States 
consisting of quartermaster or ordnance 
material returned from overseas, to 
salvage and rehabilitation centers for 
inspection by military and naval officials 
to determine whether is should be re- 
habilitated and reconsigned for military 
purposes were made for “military or 
naval use” within meaning of statute 
which entitles military or naval property 
moving for such use to land-grant rates, 
though part of material thus shipped was 
discarded after inspection for civilian 
use and sold as war surplus. Transpor- 
tation Act of 1940, Sec. 321(a), 49 
‘U.S.C.A. Sec. 65(a). Northern Pac. Ry. 
Co. v. United States, 101 F.Supp. 29). 


x 1 * 


United States District Court, E. D. Mis- 
souri, E. D. 


There is a presumption in the absence 
of clear evidence to the contrary that 
the Interstate Commerce Commission had 
properly performed its official duties and 
this presumption supports its official 
duties and this presumption supports its 
official acts. 

It is the province of the Interstate 
Commerce Commission and not the 
Court in action to enjoin execution of 
Commission’s order relating to reason- 
able transportation rates, to pass on the 
weight and credibility of the evidence. 

It is no concern of the court in action 
to enjoin execution of Interstate Com- 
merce Commission’s rate order, whether 
conclusions of the Commission were 
correct if there is substantial evidence 
to support them. 

A “through route” is an arrangement, 
express or implied, between connecting 
railroads for continuous carriage from 
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a point on the line of one to a destina- 
tion on the line of another, and a joint 
rate is not essential, and the through 
rate may as well be a combination of 
locals or proportionals. 

A requisite to a through route is a 
connection between the tracks of the 
connecting carriers. 

General traffic agent’s published rates 
for shipment of specific commodities 
between points of origin in the area on 
the line of one railroad and destination 
area on the line of another railroad to 
certain stations are subject to judicial 
notice by the Interstate Commerce Com- 
mission and by court entertaining action 
to enjoin execution of order of Commis- 
sion requiring carrier to establish reason- 
able rates. 

Evidence was sufficient to show that 
there was a through rate in existence 
over two carrier’s lines via a particular 
connection from Kansas points on first 
carrier’s lines west of the connection 
to grain market over the second carrier, 
so as to sustain order of Interstate 
Commerce Commission establishing rea- 
sonable rates for transportation of grain. 
Interstate Commerce Act, Secs. 1, 3, 49 
U.S.C.A. Secs. 1, 3. 

Restrictions on the power of the In- 
terstate Commerce commission to estab- 
lish through rates are not applicable to 
limit the power of the Commission to 
establish reasonable rates. Interstate 
Commerce Act, Secs. 1, 3, 15, 49 U.S.C.A. 
Secs. 1, 13, 15. 

Regulations of the Interstate Com- 
merce Commission are not alone for 
benefit of carriers, and the public has 
an interest as well, and it is for the 
Commission to balance and determine 
how such interests should be preserved. 
(Thompson v. United States, 101 F.Supp. 
48). 


= ok * 


United States Court of Claims 


Where action involved same parties 
and same issues as previous action, re- 
sisting of plaintiff’s motion for summary 
judgment by defendant on ground that 
it desired to re-present issue upon an 
enlarged record as to factual issues was 
too general a ground to allow Court of 
Claims to form any judgment as to 
whether the further factual issues sought 
to be presented were material. 

So called expert testimony on tariff 
interpretation is admissible in railroad 
rate cases as a matter of practice. 

Where it had been determined in prior 
action by railroad against the United 
States for additional freight charges that 
wartime jeep was passenger vehicle sub- 
ject to freight charges for such vehicles 
and not to lower rates for freight vehicles, 
to re-present that issue in subsequent 
action by railroad against United States 
upon enlarged record as to factual and 
legal issues and to present principles 
underlying rate-making and to deter- 
mine matters relating to future ship- 
ments, would be to retry, and reargue 
the law determined in the prior case and 
an attempt to go into field of rate-mak- 
ing, which is not function of Court of 
Claims, and, in absence of allegations 
that character of jeeps shipped since 
war period had changed, railroad would 
be granted summary judgment. 

A right, question or fact distinctly put 
in issue and directly determined by 
court of competent jurisdiction as 
ground of recovery cannot be disputed 
in subsequent suit between same parties 
or their privies, and, even if second suit 
is for different cause of action, the 
right, question or fact once so deter- 




























































GE. 





VORLD February 9, 1952 


tina- 
joint 
‘ough 
m of 


is a 
' the 


rates 
dities 
a on 
ation 
1d to 
dicial 
Com- 
ction 
imis- 
ason- 


that 
tence 
cular 
first 
ction 
rrier, 
‘state 
 rea- 
rain. 
3, 49 


e In- ; 
stab- ‘‘Call NAVAJO first’’ 


yn to Ski here, young man; you're never jumping at conclusions when you Call NAVAJO first. You expect 


rstate . ° ‘ 
3A. the finest freight service on the highway and that’s exactly what you get. Snow question about it. 


Com- 
e for 
> has 
r the 
rmine 
arved. 
Supp. 


ALBANY, 
a rane ttt 


MILW, 
ae | DETROIT 


arties / S. 
AN Poe, A ie, 
» Te- CHICAGO Zt 


mary 
"that | INDIANAPOLIS 
m an NOD, > 0 STOCKTON S217, INCINNAT! 


S was » 
rt of FRESNO. 


aS to > BAKERSFIELD * laa 2: 
ought 
tariff FLAGSTAFE’ 208 sruguanuenece@uvvnr VA UNNNUNDERATEOUDENIELLS 


ilroad 


prior 
Inited 
s that 
» sub- 

hicles , . Houston @ 
nicles, 
quent 
States 
1 and 
ciples 
jeter- 
ship- Thi 
argue ; is - map shows our thru service between Chicago, join us in offering our combined 
inte. a et Oakland, Los Angeles. ..and routes, equipment, personnel and facilities to 
= mae ity, Omaha and Chicago. Keeshin bring you the finest freight service on the 
since reight Lines, connecting at our terminal in highway, coast to coast. 
would 


ly put 

d by 

n as 

puted 

arties 4 


d suit 
, the = ; 
Pees GENERAL OFFICES: 3901 MEDFORD STREET, LOS ANGELES 63, CALIFORNIA * ANgelus 3-6181 


7 
% 
% 
% 
% 
4 













































































64 


| COURT NEWS 


mined must, as between same parties 
or their privies, be taken as conclusively 
established, so long as the judgment in 
the first suit remained unmodified. 

It is function of Interstate Commerce 
Commission, not Court of Claims, to 
make rates, or determine whether a rate 
established by the Commission is too 
high or too low. 

Construction and application of pub- 
lished rates and classifications are proper 
matters for the courts as well as the 
Interstate Commerce Commission, but 
any changes in the published rates and 
the classification are a matter for the 
Commission. Interstate Commerce Act, 
Sec. 15, 49 U.S.C.A. Sec. 15 (Union Pac. 
R. Co. v. United States, 101 F.Supp. 78). 


* * * 


Court of Appeals of Tennessee, Eastern 
Section 


Contract whereby trucker leased truck 
to carrier having interstate commerce 
certificate, giving carrier exclusive use 
and control of vehicle for specified trip, 
and which provided that trucker would 
be liable for all personal injury to prop- 
erty damage occasioned thereby, was not 
illegal and void as contrary to public 
policy as having effect of granting a new 
certificate of convenience and necessity 
in violation of rules of Interstate Com- 
merce Commission, or as evading statu- 
tory provisions requiring security for the 
public. before the issuance of such cer- 
tificate. Interstate Commerce Act, Sec. 
214, 49 U.S.C.A. Sec. 314. (Carter v. E. T. 
& W.N.C. Transp. Co., 243 S. W. 2d 505). 


* * He 


United States District Court, S.D. New 
York 


The Interstate Commerce Commission 

can draw from its experience to deter- 
mine what variables in transportation 
conditions warrant a difference in freight 
rates, and as to such matters, findings 
of Commission carry authority of expert- 
ness which courts do not possess and 
therefore must respect. Interstate Com- 
merce Act. Sec. 3 (1), 49 U.S.C.A. Sec. 
3(1). : 
In action to annul order of Interstate 
Commerce Commission requiring rail- 
roads to establish and apply to trans- 
portation, over all rail-routes between 
interior points in official territory and 
the Edgewater Docks Station of the 
New York, Susquehanna and Western 
Railroad Company at Edgewater, New 
Jersey, rates no higher than those con- 
temporaneously applicable on similar 
traffic between same interior points and 
piers served by Hoboken Manufacturers’ 
Railroad Company at Hoboken, New 
Jersey, evidence justified finding that 
existing rates to Edgewater were such 
that Edgewater was being discriminated 
against. Interstate Commerce Act, Sec. 
3(1), 49 U.S.C.A. Sec. 3(1). 

Undue prejudice cases brought under 
statute prohibiting common carriers 
subject to Act from subjecting any 
particular person, company, firm, cor- 
poration, or locality, or any particular 
description of traffic, to any undue or 
unreasonable prejudice or disadvantage, 
are not subject to statutory provision 
against “short-hauling”. Interstate 
Commerce Act, Secs. 3(1), 15(3), 49 
U.S.C.A. Secs. 3(1), 15(3). 

The orders of the Interstate Commerce 
Commission are presumed valid and bur- 





den of showing invalidating infirmity in 
a challenged order rests on plaintiff suing 
to enjoin it. 

In action to annul order of Interstate 
Commerce Commission requiring various 
railroads to establish and apply to trans- 
portation, over all rail-routes between 
interior points in official territory and 
the Edgewater Docks Station of the New 
York, Susquehanna and Western Rail- 
road Company at Edgewater, New Jersey, 
rates no higher than those contempo- 
raneously applicable on similar traffic be- 
tween same interior points and piers 
served by Hoboken Manufacturers’ Rail- 
road Company at Hoboken, New Jersey, 
plaintiffs did not meet burden of showing 
that Commission failed to make findings 
necessary to justify short-hauling. In- 
terstate Commerce Act, Secs. 3(1), 15(3), 
49 US.C.A. Secs. 3(1), 15(3). 

The words “public interest” as used in 
statute authorizing Interstate Commerce 
Commission, whenever necessary or’ de- 
sirable in public interest, to establish 
through routes, joint classifications, joint 
rates and fares, etc., and statute au- 
thorizing Commission to establish tem- 
porarily such through rates as are neces- 
sary or desirable in pubic interest, em- 
brace content of phrase “adequate, and 
more efficient or more economic trans- 
portation.” Interstate Commerce Act, 
Sec. 15(3, 4), 49 U.S.C.A. Sec. 15 (3, 4). 

The words “public interest” as used in 
statute authorizing Interstate Commerce 
Commission, whenever necessary or de- 
sirable in public interest, to establish 
through routes, joint classifications, 
joint rates and fares, etc., and in statute 
authorizing Commission in emergency to 
establish temporarily such through rates 
as are necessary or desirable in public 
interest, has direct relation to adequacy 
of transportation service, to its essential 
conditions of economy and efficiency, and 
to appropriate provision, and best use of, 
transportation facilities. Interstate Com- 
merce Act, Sec. 15(3, 4), 49 U.S.C.A. 
Sec. 15(3, 4). 

The words “public interest” as used in 
statute authorizing Interstate Commerce 
Commission, requiring various railroads 
to establish and apply to transportation, 
over all rail-routes between interior 
points in official territory and the Edge- 
water Docks Station of the New York, 
Susquehanna and Western Railroad 
Company at Edgewater, New Jersey, rates 
no higher than those contemporaneously 
applicable on similar traffic between the 
same interior points and piers served by 
Hoboken Manufacturers’ Railroad Com- 
pany at Hoboken, New Jersey, evidence 
was sufficient to support findings neces- 
sary to justify short-hauling. Interstate 
Commerce Act, Sec. 15(3, 4), 49 U.S. C. A. 
Sec. 15(3, 4). 


Petitions for rehearings before admin- 
istrative bodies are addressed to their 
own discretion. 

The Interstate Commerce Commission, 
which made an order requiring various 
railroads to establish and apply to trans- 
portation, over all rail-routes between 
interior points in official territory and 
the Edgewater Docks Station of the New 
York, Susquehanna and Western Rail- 
road Company at Edgewater, New Jer- 
sey, rates no higher than those contem- 
poraneously applicable on similar traf- 
fic between the same interior points and 
piers served by the Hoboken Manufac- 
turers’ Railroad Company at Hoboken, 
New Jersey, did not, under circum- 
stances, abuse its discretion by refusing 
to reopen its hearing to admit in evi- 





dence a report of the New Jersey water 
front. 

Announced intention of New York, 
Susquehanna and Western Railroad 
Company to seek modification of order 
of Interstate Commerce Commission re- 
quiring various railroads to establish and 
apply to transportation, over all rail- 
routes between interior points in official 
territory and the Edgewater Docks Sta- 
tion of the New York, Susquehanna and 
Western Railroad Company at Edge- 
water, New Jersey, rates no higher than 
those contemporaneously applicable on 
Similar traffic between same _ interior 
points and piers served by Hoboken 
Manufacturers’ Railroad Company at 
Hoboken, New Jersey, did not render 
enforcement of order unreasonable. 


A stay pending appeal from order of 
Interstate Commerce Commission is not 
a matter of right even if irreparable 
injury might otherwise result to ap- 
pellant. 


Where District Court had no serious 
doubt of validity of order of Interstate 
Commerce Commission, and no conflict 
of decisions had been called to its at- 
tention, a stay pending appeal would 
not be granted. (Baltimore & O. R. Co. 
v. United States, 100 F. Supp. 1002). 


* oe m 


Supreme Court of Nebraska 


A certificate of public convenience 
and necessity granted and issued by 
State Railway Commission is a permit 
or license and is not “property” within 
terms of statute regulating merger or 
consolidation of properties owned by 
motor carriers, and railway Commission 
had no jurisdiction to transfer or assign 
such a certificate from the holder thereof 
to another. R. R. S. 1943, Sec. 75-240. 


On an appeal to Supreme Court from 
an order of railway commission, ad- 
ministrative or legislative in nature, 
court has duty to determine whether or 
not order of commission was within its 
authority. (Application of Petersen & 
Petersen, 50 N. W. 2d 222). 


* * co 


Supreme Court of Washington, Depart- 
ment 1 


A writ to review an order of the Public 
Service Commission issues, as a matter 
of right, to any complainant or public 
service company affected by the order. 
Rem. Rev. Stat. Sec. 10428. 

On application for writ to review order 
of Public Service Commission no respon- 
sive pleadings are provided for or re- 
quired and the cause on such writ is 
ready to be set for hearing on and after 
the return day of the writ. Rules of 
Pleading Practice and Procedure, rule 3; 
Rem. Rev. Stat. Sec. 10428. 


In proceedings to review order of Pub- 
lic Service Commission where motions 
to quash were made, time in which plain- 
tiff had to note the action for trial was 
tolled until after motions to quash were 
disposed of. Rules of Pleading Practice 
and Procedure, rule 3; Rem. Rev. Stat. 
Sec. 10428. 


Time in which to set proceedings to 
review order of Public Service Commis- 
sion for trial was not tolled by a stipula- 
tion that no responsive pleading would 
be demanded of or required by defend- 
ant and that allegations in plaintiff’s 
complaint would. be treated as though 
contained in and formed part of plain- 
tiff’s application for writ of review, since 
that was no more than what statute 
provided for. Rules of Pleading Prac- 
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Fast Freight No. 19 
Rolling through Southern Minnesota 


IN THE Great Midwest, Freight Service for Agriculture and Industry and for 
Connecting Roads is faster via 


THE MINNEAPOLIS & ST. LOUIS RAILWAY 


The M. & St. L., a modern, Diesel-powered Railway, is dedicated to 
constant improvement of that service. 

Flagships of the M. & St. L. fleet are Daily Through Freight Trains, between 
Minneapolis, headquarters of the road for 80 years, and Peoria, its eastern 
terminus. No. 19, westbound, and No. 20, eastbound, make the 476-mile 

run in less than 18 hours, including four stops, at Albert Lea, Marshalltown, 

Oskaloosa and Monmouth. 

These “hot shots,” powered by big three-unit Diesel-electric 
locomotives, speed freight through 


THE PEORIA GATEWAY 


Routings over the M. & St. L. via Peoria save hours and even days 
n transcontinental “bridge line”’ traffic and on shipments, both 
<* \b 
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the World Takes” 
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TRENTON 5-6834 
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THE DAVIDSON TRANSFER & STORAGE CO. 


Proven Dependability Since 1896 
U. S. Customs Bonded Carrier 
General Offices: Baltimore 3, Md. 
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tice and Procedure, rule 3, Rem. Rev. 
Stat. Sec. 10428. 

Statute, stating that civil actions shall 
be dismissed whenever the plaintiff or 
cross-complainant shall neglect to note 
action for trial within one year after 
any issue of law or fact has been joined 
unless such failure was caused by party 
who makes motion to dismiss, is manda- 
tory. Rules of Pleading Practice and 
Procedure, rule 3. 

Where time to set proceedings to re- 
view order of Public Service Commis- 
sion for trial had expired four months 
before plaintiff filed note of issues of 
law and fact seeking to have the matter 
set for hearing, granting of defendant’s 
motion to dismiss the action made after 
filing of plaintiff’s note of issues was 
proper. Rules of Pleading Practice and 
Procedure, rule 3; Rem. Rev. Stat. Sec. 
10428. 

Writ of certiorari should be sought 
within same period allowed for an ap- 
peal. Rules on Appeal, rule 33. 

An order overruling a defendant’s mo- 
tion to dismiss a writ to review order of 
Public Service Commission for want of 
prosecution within the proper time was 
not a final order and defendant had 
fifteen days after service of notice of 
entry of order overruling the motion to 
apply for writ of certiorari. Rules on 
Appeal, rule 33. 

In proceedings to review order of pub- 
lic service commission where plaintiff 
served copy of proposed order overruling 
defendant’s motion to dismiss on March 
20 but did not present the order for 
signature and filing until June 15, and 
no notice of entry of order was ever 
served, defendant’s application for writ 
of certiorari filed on July 9 was timely. 
Rules on Appeal, rule 33. (State v. Wash- 
ington Public Service Commission, 237 
Pac. 2d 1024). 

* * ae 
United States District Court, N. D. Texas, 

Dallas Division 

District Court had no jurisdiction of 
action to enjoin enforcement of an 
order issued by a division of the Inter- 
state Commerce Commission instituted 
by a common carrier of property by 
motor vehicle without first exhausting its 
administrative remedy under Interstate 
Commerce Act by application to the full 
Commission for reconsideration of the 
order, since the Act does not give an 
aggrieved party the right to sue the 
United States until such administrative 
remedy has been exhausted. 28 U.S.C.A. 
Sec. 1398, 2284, 2321-2323, 2325; Interstate 
Commerce Act, Secs. 17(9), 206(a), 49 
U\S.C.A. Secs. 17(9), 306(a). 

The provisions of Interstate Commerce 
Act and of the General Rules of Prac- 
tice of Interstate Commerce Commission 
provided ample protection for the rights 
of a common carrier of property by motor 
vehicle allegedly engaged in operations 
wholly within the State of Texas under 
authority issued by Railroad Commission 
of that state pending final determination 
by Interstate Commerce Commission of 
petition to reconsider an order issued by 
a division of the Commission affecting 
operations of such carrier. Interstate 
Commerce Act, Secs. 17(9), 206(a), 49 
US.C.A. Secs. 17(9), 306(a). (Refrig- 
erated Transport v. United States, 101 
F. Supp. 95). 

* uS x 
United States District Court, W. D. Okla- 
homa : 

Where corporation which had been 
issued permit to operate as contract 
motor carrier, and had entered into con- 
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tract with only one shipper, carrier could 
be required to file and publish, as mini- 
mum rates charged one shipper, the rates 
actually charged under contract with its 
single shipper. Interstate Commerce Act, 
Sec. 218(a), 49 U.S.C.A. Sec. 318(a). 

Requirement that contract motor car- 
riers post schedule of minimum rates at 
least thirty days prior to effective date 
may work a hardship, but Interstate 
Commerce Commission is authorized to 
ameliorate it, and requirement does not 
destroy validity of Commission’s order 
of suspending right to operate as con- 
tract motor carrier for failure to file 
and publish minimum rates. Interstate 
Commerce Act, Secs. 216, 217, 49 U.S.C.A. 
Secs. 316, 317. (Auto Transports v. 
United States, 101 F. Supp. 132). 


Supreme Court of Wisconsin 


Where Wisconsin lessee of trucks had 
Interstate Commerce Commission li- 
cense, issued bills of lading, had all 
dealings with customer whose freight 
was transported, and had right to con- 
trol driver of truck, whether driver was 
Illinois lessor or one of lessor’s employ- 
es, lessee and not lessor was operator 
of truck and therefore reciprocity com- 
pact between Illinois and Wisconsin re- 
lating to fees as to motor vehicles en- 
gaged in interstate commerce had no 
application as defense to prosecution of 
corporation for violation of Wisconsin 
statute providing for weight tax on mo- 
tor carriers. St. 1949, Secs. 85.01, 85.05 
(2) (d), 194.41, 194.48. 


Exemption from weight tax on motor 
carriers engaged in interstate commerce 
under reciprocity compact between Illi- 
nois and Wisconsin is strictly construed 
and not transferable, and therefore Wis- 
consin lessee of trucks could not avoid 
weight tax by leasing trucks owned by 
lessor residing in Illinois. St. 1949, Secs. 
194.41, 194.48. 


Under Wisconsin statute providing 
that no motor vehicles shall be operated 
on highways unless vehicle is registered 
in office of Motor Vehicle Department 
and registration fee is paid, physical 
operation of vehicle in violation thereof 
is all that is required, and therefore 
lessor of truck, who either drove truck 
or hired its driver, was liable for viola- 
tion thereof, notwithstanding lessor was 
Illinois resident who had leased truck 
to Wisconsin transport company for use 
in interstate commerce. St. 1949, Secs. 
85.01, 85.05(2)(d). (State v. Petroleum 
Transport, 50 N. W. 2d 465). 


tk 


Supreme Court of Appeals of Virginia 


The statute imposing further penalties 
for exceeding maximum load limits is a 
remedial statute and therefore it should 
be liberally construed so as to carry into 
effect the legislative will which prompted 
its passage. Code 1950, Sec. 46-338.1. 


In the legitimate exercise of its police 
power the State can regulate the weight 
of commercial trucks operated over its 
highways. Code 1950, Secs. 46-18, 46-334, 
46-335.1. 


The operation of an automobile on 
public highways is not a natural right 
but a conditional privilege which may 
be suspended or revoked under the police 
power. 


The police power of a state to regulate 
use of motor vehicles on its highways 
extends to nonresidents as well as resi- 
dents and state may prohibit use of its 
highways by a foreign motor vehicle 
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unless and until it is licensed in ac- 
cordance with its laws. 

The apparent purpose of the Virginia 
Legislature, in the exercise of its police 
power under the sections of the Code 
dealing with the question of weight 
limitations, was to promote public safety 
in the first instance, and secondarily to 
protect the highways of the State from 
unreasonable wear and tear. Code 1950, 
Secs. 46-18, 46-334, 46-335.1 


The rate of $2 per hundred pounds or 
fraction thereof for every hundred 
pounds in excess of maximum legal 
weight was fixed by statute relating to 
further penalties for exceeding maxi- 
mum load ‘limits for the purpose of 
taking the profits:out of overloading by 
imposing this cost upon the owner of 
the truck, and the intent of the Legis- 
lature was to reach the violation at its 
source and to ‘require the party re- 
sponsible to pay for it. Code 1950, 46- 
338.1. 

The revocation of operation rights 
under statute for nonpayment of sums 
required under such statute, which re- 
lates to further penalties for exceeding 
maximum load limits, is civil in its 
nature,.and the payments required 
thereunder are not penal but represent 
regulatory legislation which is essentially 
civil, is remedial in scope and should be 
liberally construed. Code 1950, Sec. 46- 
338.1. 

Nonresident truck operators who de- 
liberately overload trucks or permitted 
them to be overloaded in New York, and, 
with actual knowledge of Virginia weight 
laws, ordered their drivers to take the 
overloaded trucks into Virginia, were 
“offending persons” within statute pro- 
viding that “offending persons” may be 
denied the right to operate motor 
vehicles on Virginia highways upon fail- 
ure to pay the further penalties imposed 
under such statute for exceeding maxi- 
mum load limitations, notwithstanding 
that it was the drivers of the trucks and 
not the nonresident operators who had 
been convicted for operating overloaded 
trucks. Code 1950, Secs. 46-334, 46-338.1. 
(Joyner v. Matthews, 68 S. E. 2d 127). 


* * 


United States District Court, N.D. Illi- 
nois, E.D. 


Finding of the Interstate Commerce 
Commission that maximum rates charged 
by plaintiffs and other carriers for ship- 
ment of new passenger automobiles for 
shipments made by two major manufac- 
turers to common destinations discrim- 
inated against intervening automobile 
manufacturers who did not have strate- 
gically located assembly plants like those 
of major manufacturers, was sustained 
by evidence. Interstate Commerce Act, 
Secs. 1, 3(1), 49 U. S. C. A. Secs. 1, 3(1). 

The judicial function is exhausted 
when there is found to be a rational 
basis for the conclusions approved by the 
administrative body. 


Federal District Court was not permit- 
ted to substitute its judgment on eco- 
nomic or industrial problems for expert 
opinion of Interstate Commerce Commis- 
sion on question whether practice by 
railroads in offering lower rates to cer- 
tain major automobile manufacturers 
for shipment of passenger automobiles 
from their assembly plants than were 
offered to other manufacturers from 
their manufacturing plants to common 
destinations was to be done as discrim- 
inatory and whether later changes in 

conditions warranted a change of posi- 
tion by the Commission. Interstate Com- 


merce Act, Secs. 1, 3(1), 49 U. S. C. A. 
Secs. 1, 3(1). 

Finding of Interstate Commerce Com- 
mission that practice of railroad carriers 
in according lower rates for shipment of 
new passenger automobiles to the two 
largest automobile manufacturers from 
their assembly plants than were accorded 
other automobile manufacturers who 
shipped new automobiles to common des- 
tinations from their manufacturing 
plants, gave two largest manufacturers 
a financial advantage over their com- 
petitors thereby resulting in injury to 
other manufacturers was sustained by 
evidence. Interstate Commerce Act, Secs. 
1, 3(1), 49 U. S. C. A. Secs. 1, 3(1). 


Different treatment may be accorded 
different shippers by carriers applied to 
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different territories based on a difference 
in shipping conditions. 

Where Interstate Commerce Commis- 
sion had divided country into shipping 
territories, including the Mountain-Pa- 
cific and transcontinental, fact that 
rates extended by railroads on _ ship- 
ments of new automobiles to certain 
manufacturers who had west coast as- 
sembly plants were on a par with rates 
extended to the two major manufac- 


‘turers at their plants similarly situated 


did not render order of Commission 
finding that lower rates granted major 
manufacturers from their assembly 
plants in other parts of the country in 
comparison with rates accorded other 
manufacturers were discriminatory and 
invalid, as arbitrary, particularly in view 
of affirmative evidence given by certain 
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automobile manufacturers who did not 
have west coast plants that they were 
not being injured by difference in rates 
offered them in their shipments to the 
west coast by those rates extended to 
those producers who had plants located 
on the west coast. Interstate Commerce 
Act, Secs. 1, 3(1), 49 U. S. C. A. Secs. 1, 
31). 

Difference in number of passenger 
automobiles produced and shipped by 
various manufacturers on railroads and 
number of freight automobiles produced 
and shipped justified failure of Inter- 
state Commerce Commission to include 
in its order establishing maximum- 
minimum rates to be charged by rail- 
roads for shipment of new automobiles 
by various producers, rates for ship- 
ment of freight automobiles even though 
it was asserted by railroads and evidence 
was introduced that both types of auto- 
mobiles were substantially the same. In- 
terstate Commerce Act, Secs. 1, 3(1), 49 
U. S. C. A. Secs. 1, 3(1). 

Order of Interstate Commerce Com- 
mission establishing 75 per cent of first 
class as maximum rate which would be 
charged for shipment of complaining 
manufacturers of passenger automobiles, 
except shipments to mountain-Pacific 
and transcontinental territories, prohib- 
iting maintenance by railroads of rates 
for shipment of complainants’ automo- 
biles which exceeded rates extended to 
two major manufacturers for shipment 
to common destinations, by more than 
difference between 75 per cent of first 
class rate out of complainants’ plants 
and 50 per cent of corresponding first 
class rate out of major manufacturers’ 
assembly plants, was not invalidated by 
absence of showing of precise mathe- 
matical calculation employed by Com- 
mission in reaching its final decision. 28 
U. S. C. A. Secs. 1398, 2284, 2321-2325; 
Interstate Commerce Act, Secs. 1, 3(1), 
49 U. S. C. A. Secs. 1, 3(1). 

Where Interstate Commerce Commis- 
sion made affirmative finding that dis- 
crimination in rates for shipments of 
new passenger automobiles by various 
producers from their manufacturing 
plants or assembly plants to common 
destinations existed, fact that economic- 
geographic advantages by major produc- 
ers were intermixed in discrimination 
did not preclude Commission from rem- 
edying the wrong and Commission’s or- 
der being based on a proper finding of 
discrimination, fact that secondary ef- 
fect of its order tended to equalize good 
fortune of the two major automobile 
producers did not invalidate order. In- 
terstate Commerce Act, Secs. 1, 3(1), 49 
U. 8. C. A. Secs. 1, 3(1). 

Provision of Interstate Commerce Act 
that in fixing rates Interstate Commerce 
Commission shall consider revenue needs 
of carriers in order properly to main- 
tain an efficient and adequate mode of 
transportation for public indicates gen- 
eral purpose of Act, but in no way de- 
tracts from power granted Commission 
to bring about a reduction of unreason- 
ably high rates or abolition of discrim- 
IMatory rates. Interstate Commerce Act, 
Secs. 1, 3(1), 15a, 49 U. S. C. A. Secs. 
1, 3(1), 15a. 

Fact that plaintiff railroads would suf- 
fer loss in revenue when they ceased 
charging complainant automobile manu- 
facturers discriminatorily high rates for 
Shipment of their new passenger auto- 
Mobiles from their manufacturing plants 
M comparison with lower rates charged 
by carriers for shipments of major pro- 
ducers from their assembly plants to 


common destinations, did not show that 
Interstate Commerce Commission ig- 


nored spirit of Interstate Commerce Act * 


which was to maintain efficient and ade- 
quate motor transportation for public, in 
issuing its order. Interstate Commerce 
Act, Sec. 15a, 49 U.S.C.A. Sec. 15a. 

Where report of Interstate Commerce 
Commission showing the charging of dis- 
criminatorily high rates by plaintiff rail- 
roads for shipment of new passenger 
automobiles by certain manufacturers as 
compared with rates charged the two 
major manufacturers for shipment ot 
new passenger automobiles from assem- 
bly plants to common destinations, 
showed that Commission’s decision was 
based on composite figures presented by 
plaintiffs showing shipment of new auto- 
mobiles in interstate commerce during 
January 1948 and Commission recognized 
that that was not an entirely representa- 
tive month due to conditions then pre- 
vailing, record was persuasive that ad- 
justments were made so that true situa- 
tion was reflected and refusal of Com- 
mission to grant plaintiffs’ petition for 
reconsideration at which time they did 
not show evidence offered was not avail- 
able to them at time of hearing, was not 
an abuse of discretion on part of Inter- 
state Commerce Commission. Interstate 
Commerce Act, Secs. 1, 3(1), 15a, 49 
U.S C.A. Sees. 1, 3(1), 15a. 

Petitions for reconsideration of deci- 
sions of Interstate Commerce Commis- 
sion are discretionary with that body. 
Interstate Commerce Act, Secs. 1, 3(1), 
49 US.C.A. Secs. 1, 3(1). 

Where preceedings before Interstate 
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Commerce Commission for adjustment 
of alleged discriminatory rates in ship- 
ment of new passenger automobiles 
charged by certain railroads to pro- 
ducers of automobiles from their manu- 
facturing plants to common destinations 
in comparison with rates charged to the 
two major manufacturers for shipments 
from their assembly plants to same des- 
tinations, were designed to bring about 
national uniformity on rate problem in- 
volving shipment of passenger automo- 
biles and all carriers of new automo- 
biles were joined as defendants, and 
it was shown that railroads arrived at 
rates through committees at which all 
roads were represented, blanket order 
of Interstate Commerce Commission es- 
tablishing maximum-minimum erates 
was proper and plaintiff carriers were 
bound thereby, 28 U.S.C.A. Secs. 1398, 
2284, 2321-2325; Interstate Commerce 
Act, Secs. 1, 3(1), 49 U.S.C.A. Secs. 1, 
$C). 

If an order lies within scope of Inter- 
state Commerce Act, which Interstate 
Commerce Commission is empowered to 
administer and enforce and is based 
upon adequate findings which, in turn, 
are supported by substantial evidence, 
District Court may not set it aside or 
modify it, even though it would have 
decided otherwise originally and even 
though order was against weight of 
evidence. 28 U.S.C.A. Secs. 1398, 2284, 
2321-2325; Interstate Commerce Act, 


Secs. 1, 3(1), 15a, 49 U.S.C.A. Secs. 1, 
3(1), 15a. (Illinois Cent. R. Co. v. United 
States, 101 F.Supp. 317). 


TRANSPORTATION 
LEGISLATION 





Senate Committee to Begin 
Hearings on More Than 20 
Transport Bills March 3 


Chairman Johnson, of the Senate 
interstate and foreign commerce 
committee, announced on February 2 
that the full committee would begin 
hearings March 3, in the caucus room 
(Room 318) of the Senate Office 
Building, on more than 20 bills re- 
cently introduced to amend the in- 
terstate commerce act and certain 


other transportation laws. 

Designated specifically by Chairman 
Johnson as measures to be considered at 
thé hearings were 19 bills he introduced 
recently—16 of them “by request” and 
three in partnership with Senator 
Bricker, of Ohio—identified as S. 2348 and 
18 Senate bills consecutively numbered, 
to and including S. 2366 (T.W., Jan 19, 
p. 62). Chairman Johnson also specified 
that the committee in its hearings would 
consider S. 2518 and S. 2519, bills intro- 
duced jointly by Senators Bricker, Cape- 
hart, of Indiana, and O‘Conor, of Mary- 
land, to amend the “rule of rate making” 
(section 15a) of the interstate commerce 
act and to enable the railroads to obtain 
quick relief, through increases in their 
rates and charges, after the granting of 


industry-wide wage increases to rail em- 
ploye groups; and S. 1018, a bill intro- 
duced March 2, 1951, by Senator Case, 
of South Dakota, to empower the Com- 
mission to revise freight car rental (per 
diem) rates paid by the railroads (T.W., 
March 10, 1951, p. 18). 

It was understoood that some addi- 
tional bills dealing with transportation 
matters were being prepared for intro- 
duction by Senators O’Conor and Bricker. 
Chairman Johnson left the door open for 
consideration of those proposals at the 
hearings to be held by his committee by 
stating that the legislation to be con- 
sidered would include, in addition to the 
bills he identified by number, “such 
other bills as may be introduced, dealing 
with surface transportation.” 


All persons desiring to present testi- 
mony at the hearings were asked by 
Chairman Johnson to notify E. R. Jelsma, 
professional staff member of the com- 
mittee, Room 138, Senate’ Office Building. 

Though the committee chairman made 
no estimate as to the duration of the 
hearings, it was anticipated that the 
hearings would be in progress at least a 
month. 


Newark Airport Investigation 


A subcommittee of the House interstate 
and foreign commerce committee made 
an inspection trip to the Newark, N.J., 
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airport and the heavily populated area 
surrounding it, the afternoon of Jan- 
uary 31, in pursuance of an investigation 
conducted as a result of an airliner crash 
at Elizabeth, N.J., January 22, in which 
all 23 persons aboard were killed. Rep- 
resentative Beckworth, of Texas, heads 
the subcommittee. 





Ministers’ Fares on Air Lines 


Senator Capehart, of Indiana, for him- 
self and 15 other senators, has introduced 
S. 2592, to amend section 403(b) of the 
civil aeronautics act so as to permit the 
granting of free or reduced-rate trans- 
portation to ministers of religion. Sena- 
tor Capehart said, in a statement in the 
Senate, that the purpose of the bill 
was “to give to ministers of the gospel 
of all faiths the same right to half-fare 
on air lines which they have enjoyed 
for many years on railroads and busses.” 
Co-sponsors of the bill were: Senators 
Johnson, of Colorado; Jenner, of Indi- 
ana; Maybank, of South Carolina; 
Frear and Williams, of Delaware; Doug- 
las, of Tllinois; Robertson, of Virginia; 
Ives, of New York; Kem, of Missouri; 
Thye, of Minnesota; Bricker, of Ohio: 


Ecton, of Montana; Watkins, of Utah; 
Martin, of Pennsylvania, and Saltonstall, 


‘of Massachusetts. 





Railroads, Federal-Aid Roads 


Senator McKellar, of Tennessee, has 
introduced S. 2585, a bill for the pur- 
pose, according to its title, of amending 
the laws relating to construction of 
federal-aid highways so as to “provide 
for equality of treatment of railroads 
and other public utilities with respect 
to the cost of relocation of utility facil- 
ities necessitated by the construction of 
such highways. The bill would redefine 
the term “construction” contained in the 
first section of the federal-aid high- 
way act of 1944 so as to place within the 
definition the “relocation and readjust- 
ment of utility facilities necessitated 
by the construction or reconstruction of 
the highway, and elimination of hazards 
of railway-grade crossings.” It would also 
provide for federal financing of the full 
cost of such “relocation and readjust- 
ment of utility facilities” and for federal 
financing of 50 per cent of right-of-way 
and property damage costs. 


LABOR NEWS 





B.L.E. Calls for Strike 
Vote After Breakdown of 
Negotiations in Dispute 


Attempts by the National Media- 
tion Board to bring about, through 
a renewal of negotiations between 
the parties, a “meeting of the minds” 
of officers of the Brotherhood of 
Locomotive Engineers and represen- 
tatives of the railroads ended in fail- 
ure, February 1, and J. P. Shields, 
grand chief engineer of the B.L.E., 
announced that ballots for a strike 
vote would be distributed to mem- 
bers of the union. 

Spokesmen for eastern, southeastern 
and western railroads wage conference 
committees charged that the collapse of 
the negotiations, conducted at the offices 
of the N.M.B. in Washington, followed 
“the refusal of the engineers to arbi- 
trate the few issues to which the dispute 
apparently had been narrowed.” Those 
issues, the railroad spokesmen said, in- 
volved “certain changes in working 
rules needed to improve railroad service 
and increase operating efficiency.” 

Mr. Shields and a number of other 
officers of the B.L.E. who had partic- 
ipated in the negotiations in Washington 
returned to their headquarters in Cleve- 
land, O., shortly after the “stalemate” 
was announced. There were reports that 
the B.L.E. leadership contemplated the 
calling of strikes on selected railroads, 
rather than strikes of large territorial 
or nationwide scope, if, as they expected, 
a majority of the B.L.E. members voted 
to strike. 


Whether or not the N.M.B. would 


subsequently make an “emergency” find- 
ing and recommend to the President 
that he create an emergency board to 
investigate the dispute would depend on 
the action the general chairmen of the 
B.L.E. would take after return of the 


- ballots in the strike vote, probably with- 


in the next 30 days, it was explained. 
The dispute between the B.L.E. and the 
railroads has not yet been considered 
by an emergency board. 

According to the statement issued by 
the rail management spokesmen, ap- 
parent agreement had been reached on 
wage increases and on establishment of 
the 40-hour week for engineers on loco- 
motives in yard service, but that some 
rules changes proposed by the carriers 
seemed to be “the main road block to 
a settlement.” One of those disputed 
rules changes, they said, involved inter- 
divisional runs. 

“The railroads,” they continued, “seek 
to increase operating efficiency by length- 
ening the runs of engine crews where it 
is practicable to do so, and thus avoid 
stopping trains for no other purpose 
than to change crews . . . Their proposal 
is not a device for getting more work 
for the same pay, because the wages of 
these crews are based on mileage rather 
than hours. Actually . . where it is 
practical to extend runs the engineers 
will earn their pay in fewer hours and 
have more time at home. 


“The runs of crews are presently re- 
stricted, for the most part, by seniority 
districts and operating divisions. These 
arbitrary boundaries were established 
many years ago when it was regarded 
as impracticable to run steam engines 
or crews farther than about 100 miles. 
The unions now exercise a veto power 
over proposals by the railroads to adjust 
the runs of trains to modern conditions. 

“The employes would be fully safe- 
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guarded against any injustice and ques- 
tions of indemnities to them for any 
losses that might be sustained because 
of the lengthened runs, as, for instance, 
changing their place of residence, would 
be subject to arbitration if the railroad 
and the employes could not reach an 
agreement. 

“Changes in operating practices such 
as this are unavoidable if we are to have 
fast, efficient, modern railroad transpor- 
tation.” 


B.L.F.E. President Sees 
Threat of Injunction in 
Event of Strike by Union 


Since the railroads were now in 
the control of the executive branch 
of the government, the Brotherhood 
of Locomotive Firemen and Engine- 
men was “bereft . . . through threat 
of injunction” of their “guaranty” 
that their demands would be “con- 
sidered with the fairness and respect 
to which they are entitled,” said 
President D. B. Robertson, of the 
B.L.F.E., in a letter he addressed to 
members of the House and Senate in 
Congress. 

The text of Mr. Robertson’s letter, 
dated February 1, was inserted in the 
appendix of the Congressional Record of 
February 4 by Representative Price, of 
Illinois, together with the text of an 
editorial] from the Washington Post, to 
which Mr. Robertson referred in his let- 
ter. Mr. Robertson said that the editorial 
appraised “quite accurately” the unset- 


tled dispute between the railroads and 
the B.L.F.E. 


Earlier, Mr. Robertson had announced 
rejection of the report and recommenda- 
tions of an emergency board on investi- 
gation of that dispute (T.W., Feb. 2, p. 
57). His letter to the House and Senate 
members included the following: 


“Under normal conditions, when all 
other methods of effecting equitable set- 
tlements of disputes with railroad man- 
agement over rates of pay, rules and 
working conditions have been exhausted 
without avail, a railway labor organiza- 
tion, such as ours, may utilize its econo- 
mic strength. The threat of, or the 
actual use of, that strength is the em- 
ployes’ best and often sole guaranty 
that their demands will be considered 
with the fairness and respect to which 
they are entitled. 


“With the railroads, as they are now, 
in the control of the executive branch of 
the government, the employes are bereft 
of that guaranty through threat of in- 
junction. One is justified in feeling, I 
believe, that under such circumstances 
the executive branch should assume the 
duty of insuring that no advantage be 
taken of the employes’ economic dis- 
armament. Well over a year ago, how- 
ever, the administration adopted, and 
has continuously fostered, an attitude 
quite to the contrary...” 


Mr. Robertson pointed with approval 
to recommendations in the Washington 
Post editorial including the following 

“A strike (by the B.LF.E.) would 
amount to a strike against the govern- 
ment, and the government would be 
bound to take steps to break it... In 
the absence of a strike there is a good 
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deal the administration could do, if it 
would; to ameliorate the situation. 

“What is needed primarily is a change 
of faces. In large part the present dif- 
ficulty stems from the union’s feeling 
that the emergency board was stacked 
against it—by Presidential Assistant 
John R. Steelman, who handled the ill- 
fated negotiations last winter. Two of 
the three members of the board were 
known by the administration in advance 
of their appointment to be unacceptable 
to the union because of their connec- 
tions with previous rail cases. This does 
not excuse the union for refusing to ap- 
pear before the board, but certainly the 
method used in the appointments waved 
a red flag in the union’s face... 

“ ... A little new blood might make 
a lot of difference in the way the union 
viewed things .. . In return for an agree- 
ment not to call a strike, the adminis- 
tration might well ask Mr. Tobin (the 
Secretary of Labor) to make a new try 
at resolving the impasse.” 


Truck Drivers’ Employers 
Sign New Contracts in 
12-State Central Area 


With 80 per cent of truck line em- 
ployers in Ohio reported as having 
signed new labor contracts with their 
over-the-road drivers and the Chi- 
cago dockmen of Local 710 of the 
AFL Teamsters’ Union back at work 
after ratifying a new contract, labor 
peace returned to the trucking in- 
dustry February 4 in a 12-state cen- 
tral region. 


However, in the southern states of 
Tennessee, Mississippi, Alabama, Geor- 
gia, Florida, Kentucky, Texas, Louisiana, 
Oklahoma and Arkansas, the strike of 
over-the-road drivers which began at 
midnight January 31 continued. Ap- 
proximately 10,000 A.F.L. Teamsters’ 
members were reported out. 

Negotiations between southern truck 
line employers and the drivers were re- 
ported as having been reopened at 
Memphis, Tenn., after having broken off 
February 1, and at Dallas, Texas. 

The southern drivers are said to be 
seeking pay increases amounting to 15 
to 17 cents an hour. 

The new three-year contracts agreed 
on in the 12-state central region gen- 
erally provide for wage boosts up to 19 
cents an hour for drivers on hourly 
wages, and up to three-fourths of a 
cent a mile for those on a mileage basis. 

According to Earl N. Cannon, secre- 
tary and general manager of the Central 
States Area Employers Association, who 
negotiated the new contracts for the 
employers in Illinois, Wisconsin, In- 
diana and Michigan, total increases 
granted 15,000 drivers in these states 
amount to more than $10,000,000 a year. 

Mr. Cannon Said the increase was the 
largest ever given in the trucking in- 
dustry. 


Dockmen Get New Contract 


The strike of 4,000 dockmen in Chi- 
cago, which virtually brought all truck- 
ing operations in the city to a halt— 
February 1, ended with ratification of a 
new contract February 3, providing for 
a 3l-cent-an hour increase in pay, a 40- 
hour basic work week running Monday 


-& Co., Detroit. 


through Friday, and time-and-a-half 
for Saturday and double-time for Sun- 
day. 

Under the agreement, 18 cents of the 
31-cent-an-hour boost is to be paid at 
once, with the remaining 13 cents to be 
subject to approval of the wage stabiliza- 
tion board: 

The contract, by providing for a basic 
Monday through Friday work week in- 
stead of staggered work schedules which 
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would have resulted in some men being 
off on days other than Saturday or Sun- 
day, eliminated the feature which is be- 
lieved to have precipitated the recent 
walkout. 

The new hourly pay rate for dock- 
men of the local is now $1.86. 

The new contract was left “open” for 
30 days, which means it will not be 
binding if the W.S.B. does not approve 
the extra 13 cents an hour. 


TRANSPORTATION 
STATISTICS 


Huge Scrappage Total 
Affects U.S. Truck Fleet 


Truck and automobile scrappage 
reached an all-time high in 1951, with 
660,000 trucks and 3,700,000 cars going 
off the road between July 1, 1950, and 
the same date in 1951, according to a 
preliminary estimate made by R. L. Polk 
Year-end figures are 
expected to show comparable results for 
the calendar year ending December 31, 
1951, states Polk. 

“During 1951, serious inroads, by way 
of scrappage, apparently were made on 
the nation’s car and truck .pool,” Polk 
said, adding that the impact of the 
large scrappage total would be felt much 
more seriously in 1952, “as material 
shortages keep production and regis- 
trations at a level barely equal to, and 
possibly under, the number of cars 
scrapped last year.” 

The 1951 total of 660,000 trucks 
scrapped compared with the 1950 figure 
of 527,441 trucks, and a 27-year average 
yearly scrappage rate of 280,000 trucks. 

Since 1946 more than 2,000,000 trucks 
and 8,000,000 passenger cars had been 
scrapped, stated Polk. 

“During the war years scrappage was 
at a minimum, owing to necessity of 
keeping vehicles operating,” it said. 
“Rate of scrappage on trucks, in pro- 
portion to the number in use, is higher 
than passenger cars, attesting to their 
more strenuous operation.” 


Rail Passenger Statistics 


Passenger revenues, other than com- 
mutation, of Class I steam railways, ex- 
clusive of switching and terminal com- 
panies, totaled $36,679,525 in coaches and 
$26,866,093 in parlor and sleeping cars 
for October, 1951, as against $31,398,230 
in coaches and $27,717,653 in parlor and 
sleeping cars, for October, 1950, an in- 
crease of 16.8 per cent in coaches and a 
decrease of 3.1 per cent in parlor and 
sleeping cars, according to a compilation 
by the Commission’s Bureau of Transport 
Economics and Statistics of passenger 
traffic statistics, other than commutation, 
statement M-250. 

For the 10 months ended with October, 
1951, passenger revenues amounted to 
$392,067,097 in coaches and $279,261,784 
in parlor and sleeping cars as compared 
with $352,937,161 in coaches and $249,- 
640,174 in parlor and sleeping cars for 
the like period of 1950, increases of 11.1 





per cent in coaches and 11.9 per cent in 
parlor and sleeping cars. 

Revenue passengers carried for Octo- 
ber, 1951, totaled 14,972,333 in coaches and 
1,942,129 in parlor and sleeping cars as 
compared with 14,754,362 in coaches and 
2,078,493 in parlor and sleeping cars for 
October, 1950. For the 10 months ended 
with October, 1951, revenue passengers 
carried totaled 156,063,835 in coaches and 
20,941,086 in parlor and sleeping cars as 
compared with 154,720,964 in coaches 
and 18,632,635 in parlor and sleeping cars 
for the 10-month period of 1950. 


Canadian Freight Loadings 
Totaled 76,952 Cars in 
Week Ended January 21 


Canadian railways reported a total 
of 76,952 cars of revenue freight 
loaded in the seven-day period ended 
January 21 of this year as compared 
with 78,003 cars in the preceeding 
seven day period and 78,044 cars in 
the seven-day period of 1951, ac- 
cording to the Dominion Bureau of 
Statistics, Ottawa, Canada. 


The decrease from last year, of 1,092 
cars or 1.4 per cent, the bureau said, was 
confined to the eastern division. It said 
western loadings rose from 24,974 to. 26,- 
526 cars “on the strength of larger grain, 
coal, pulpwood and gasoline shipments.” 
Heavy snows in the east, it said, slowed 
loading somewhat and the total was off 
from 53,070 to 50,426 cars with mineral 
items, lumber, woodpulp and paper and 
less-carload freight lower. 


“The all-Canada totals registered ad- 
vances in grain, up from 6,338 to 7,791 
cars; fresh fruits 101 cars heavier at 
270: and dairy products amounting to 
120 against 84 cars one year earlier,” 
said the bureau. 
improved slightly while coke rose from 
598 to 793 cars. Pulpwood was up 1,009 
cars to 8,006 for the period. Gasoline and 
petroleum oils and products totalled 
5,079 cars compared*to 4,609. Iron and 
steel manufactures reflected high ac- 
tivity in steel mills and _ 2,362 carloads 
were billed against 2,275 cars in the 
third week of 1951. Implements, etc. 
moved up to 810 from 598 cars and autos 
and trucks totalled 1,347 against 1,138. 
Fertilizers advanced 113 cars to 919. _ 

“The major decreases were shown in 
vegetables, live stock continuing lighter 
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at 880 cars against 1,221 a year ago, ores 
and concentrates off 187 carloads to 2,356, 
and in other mine products. Lumber 
shipments dropped from 3,870 to 3,080 
carloads. Woodpulp and paper posted a 
rare decrease at 5,245 compared with 
5,573 cars in the third week last year. 
Other manufactures eased 551 cars to 
5,101 while l.c.l. continued downward at 
— against 16,088 cars, off over 8 per 
cent. 

“Receipts from foreign connections 
were nearly maintained with 37,317 cars 
received during the period versus 37,373 
in the corresponding week last year. 

“For the first three periods of 1952 
some 217,223 cars of revenue freight were 
loaded in Canada compared with 219,277 
cars in the first three weeks of 1951 and 
184,216 cars in 1950. 

“In addition, receipts from connec- 
tions show 101,910 cars, 101,895 and 81,121 
cars respectively in a similar compari- 
son.” 


Freight Car Supply Report 


US. railroads reported an average 
daily surplus of 8,092 freight cars and an 
average daily shortage of 4,467 freight 
cars for the week ended January 26, as 
against a surplus of 10,689 cars and a 
shortage of 4,494 cars for the previous 
week ended January 19, according to the 
car service division of the Association 
of American Railroads. 

The surplus for the latest period con- 
sisted of 1,235 plain box, 625 auto box, 
211 flat, 554 gondola, 1,043 hopper (in- 
cludes 210 covered), 2,352 stock, 1,795 re- 
frigerator, and 277 miscellaneous cars. 

The shortage for that period was made 
up as follows: Plain. box, 1,835; auto box, 
15; flat, 301; gondola, 1,585; hopper, 516 
(includes 6 covered) ; stock, 42; refrigera- 
tor, 73, and miscellaneous cars, 94. 





Southern ‘Open-Top’ Cars 


The Southern Railway System will 
immediately ask for bids on the con- 
struction of 3,500 all-steel, open-top 
freight cars, Harry A. DeButts, presi- 
dent, has announced. The new gondola 
and hopper cars were being ordered, he 
said, “in anticipation of an early and 
favorable decision by the Interstate 
Commerce Commission on the railroads’ 
current petition to put into effect the 
full amount of the 15 per cent freight 
rate increase requested last March. If 
that decision isn’t: favorablé, we will 
have to take another look at our equip- 
ment program.” 

“Mounting defense traffic and the con- 
tinuing industrial growth of the South 
prompted the decision to order the new 
cars,” he said. “The road is now polling 
its shippers to determine what types and 
capacities to order.” 





New Refrigerator Cars 


“Nine hundred vitally needed refrig- 
erator cars will be added to the pool 
available to California shippers of fruits, 
vegetables and other perishable commod- 
ities through a contract between West- 
ern Pacific Railroad and the Pacific 
Fruit Express Co. involving a W.P. in- 
vestment of $3,755,000,” says Charles K. 
Faye, Jr.. W.P. manager of perishable 
freight service. 

“These cars, built long before World 
War II and in constant service until 








normal wear and tear put them into 
retirement some time ago, will now be 
completely reconstructed by the Paci- 
fic Fruit Express at its Roseville shops. 
They will be provided with steel frame 
superstructures, new electric § air-cir- 
culating fans and all other modern fea- 
tures required to make cars equal in 
service characteristics to new refrig- 
erator cars. All cars will be in service 
by the early part of 1953.” 


Motor Passenger Statistics 


Intercity or local or suburban Class I 
motor carriers of passengers, 240 in num- 
ber, reported net income before income 
taxes of $24,952,975 and net income after 
income taxes of $12,448,260 for the third 
quarter of 1951, as against net income of 













‘Over-the-Road’ Highway 
Service Offered by A.C.L. 


The Atlantic Coast Line Railroad 
inaugurated on January 28, “over-the- 
road” truck service for the handling of 
less-than-carload traffic to and from 
Southeastern North Carolina points, it 
was announced by Coast Line officials. 

“The Coast Line has obtained from 
the Interstate Commerce Commission a 
certificate of public convenience and ne- 
cessity to extend its ‘over-the-road’ truck 
service for handling interstate less- 
than-carload shipments between certain 
additional stations on the company’s 
lines in North Carolina,” said a company 
announcement. 

“Similar authority has also been ob- 
tained from the North Carolina Utilities 
Commission for the handling of inter- 
state traffic. 

“The coordinated rail-truck service 
will afford speedy and more efficient 
service on less-than-carload shipments. 
The trucks will be operated to and from 
stations already served by the rails of 
the Coast Line, and the freight charges 
applicable are the same as those now in 
effect via rail. 

“The inauguration of the substituted 
truck service will shorten the transit 
time of some shipments 24 to 48 hours 
and will release many freight cars now 
being used for less-than-carload ship- 
ments to the vital task of transporting 
defense materials. 

“The fleet of trucks, painted to resem- 
ble the Coast Line’s latest type stream- 
lined equipment, will travel over four 
designated routes. With minor excep- 
tions the ‘over-the-road’ truck service 
will serve the following points: 

“Wilmington, Clinton, Warsaw and 
points between. The present schedule 
calls for the trucks to leave Wilmington 
daily except Saturday and Sunday. 

“Wilmington, Whiteville, Chadbourn, 
and Loris, S.C. and points between. 
With daily service except Saturday and 
Sunday. 

“Fayetteville, Dunn and Warsaw and 










$20,405,461 before income taxes and $12.- 
008,180 after income taxes for the cor- 
responding quarter of 1950, according to 
@ compilation by the Commission’s Bu- 
reau of Transport Economics and Statis- 
tics of revenues, expenses, other income, 
and statistics of those carriers, statement 
Q-750. The compilation covers 171 inter- 
city carriers and 69 local or suburban 
carriers. 

The carriers reported total operating 
revenues of $139,550,132 and expenses 
amounting to $114,398,467, leaving net op- 
erating revenue of $25,151,655 for the 
1951 quarter. Other income amounted 
to $838,843 and other deductions totaled 
$1,037,533. For the 1950 quarter, operat- 
ing revenues totaled $126,619,799 and ex- 
penses amounted to $105,990,339, result- 
ing in net operating revenue of $20,629,- 
460. Other income totaled $806,214 and 
other deductions amounted to $1,030,213. 






NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 


points between. Daily service except 
Saturday and Sunday. 

“Fayetteville and Rowland and points 
between. Daily schedule except Saturday 
and Sunday.” 





N.C.C. Granted Broker's 


License for Los Angeles 


National Carloading Corporation has 
been granted a customs broker’s license 
for the Port of Los Angeles, it is an- 
nounced by John K. Cunningham, vice- 
president in charge of Judson-Sheldon 
Division, the firm’s export-import or- 
ganization. The import department of 
Judson-Sheldon can now clear import 
shipments and fulfill all customs re- 
quirements for shippers at the Port of 
Los Angeles, in addition to the ports 
of New York, Chicago, and San Fran- 
cisco. 

“This further expansion of our serv- 
ice in the field of international freight 
forwarding marks one more step in Na- 
tional Carloading’s program of constant- 
ly improving its services,” said Mr. 
Cunningham. “It is' symbolic of our 
vigorous leadership in this field that 
this license has been granted us at the 
beginning of a year which marks Jud- 
son-Sheldon’s eightieth anniversary.” 





Associated Transport Meeting 


Twenty-two Associated Transport 
salesmen for 17 terminals recently com- 
pleted an intensive two-week sales train- 
ing course held at the Park Sheraton 
Hotel, New York City. 

“The program conducted jointly by 
the company’s sales départment and 
department of personnel and public re- 
lations was designed to furnish a com- 
plete orientation on company policies 
and to equip salesmen with a better 
working knowledge of how to best serve 
A. T. customers,” said the company. 


“The course, which closed with 4 
graduation luncheon addressed by ofti- 
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and : ARE PACKED IN GAIR CARTONS 
AND SHIPPED IN GAIR 
Ts CORRUGATED CONTAINERS 


ZZ = SHIPPING CONTAINERS 


Without obligation Robert Gair offers a 
helping hand in solving shipping container 


xcept ke ot 
‘ problems. At your service is an organization 
oints replete with top-flight technicians in research 


ied | «creation of new ideas for better containers 
«and new practical methods of sealing con- 
tainers, by hand or by machine. 


GAIRVURE 


Gair multicolor gravure printing on sheet- 


oe fed paperboard gives absolute fidelity in 
3 an- COLOR REPRODUCTIONS...thus eliminat- 
bl ing expensive outside wraps on your cartons. 
L or- Many types of art and the widest range of 
ded color techniques can now be used. 
rt of | FOIL CARTONS 
ae When a Gair-Reynolds Foiline package is 
displayed on the dealer’s counter, showcase, 
eight shelf or in the window, a sensational sales 
1. od | impact is created. In many, instances sales 
o Mr. have doubled and tripled through the per- 
our suasive influence of these brilliant, multi- 
that : 
E the . color foil cartons. 
Jud- 
,” ' GAIR TUFBORD 
A new, sturdy and rigid folding paperboard 
ng developed to withstand tremendous knocking 
ort about and rough usage. Tufbord is particu- 
com- larly suited for packaging heavy goods, such guaypeeees 
ro as hardware, machine parts, books...and light 
; materials where stacking strength is required. 
y by 
. ys Write today for sample, prices and complete information. 


ie Eni§- ROBERT GAIR COMPANY, INC. 


serve 
155 EAST 44th STREET, NEW YORK « TORONTO 


th a *Reg. U. S. Pat. Off. 
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$1,000,000 
COMPLETE COVERAGE * 
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SOUTHERN EXPRESS 
"You Can Depend On Us” 


P.O. BOX 837 DALLAS, TEXAS 


SHIP AS FAST 
AS YOU FLY! 


For speed, 
convenience 
and economy — 
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SAVES YOU MORE THAN IT COSTS! 


...Mark of 
PROGRESS 
in Railroading 








cers of the company and presided over 
by sales vice-president Henry Howell 
is a forerunner of Associated Transport’s 
other scheduled training courses planned 
for employes in other work classifica- 
tions.” ‘ 





Union Pacific Plans 
$16,000,000 Line Change 


Plans for construction of a new 42- 
mile line between Cheyenee and Dale 
Creek, which will reduce the grade and 
shorten running time by 15 minutes, are 
announced by the headquarters of the 
Union Pacific Railroad in Omaha. The 
project is described as “the biggest line 
on U.P. since the driving of the golden 
spike 82 years ago.” 

The new line will run to the south of 
the road’s double main line track west 
out of Cheyenne over 8,014-foot Sherman 
Hill, highest point on the U.P. The new 
track will carry westbound traffic, the 
present line to continue in use for east- 
bound trains. Purpose of the new route 
is to eliminate the heavy upward pull 
out of Cheyenne to the summit of Sher- 
man Hill. Reduction of the present 1.55 
per cent grade will eliminate the last 
grade between Omaha and Ogden which 
is in excess of the ruling grade of .82 per 
cent, will increase the utilization of loco- 
motive power and will effect a consider- 
able economy in the railroad’s opera- 
tions, according to W. C. Perkins, the 
U.P.’s chief engineer. 

Stressing the national defense value 
resulting from the separation of the old 
and new lines, Mr. Perkins said that 
the U.P. had long recognized the advis- 
ability of a new westbound route around 
the summit of Sherman Hill. 

“We now have the volume of traffic to 
warrant the change and the necessary 
heavy equipment to do the job,” said he. 

The original line was laid in 1868, one 
year before the driving of the golden 
spike at Promontory Hill, linking the 
Union Pacific and the Central Pacific 
and marking completion of the first 
transcontinental railroads. Much of the 
area along the new line is parklike, with 
fast-runing streams and clumps of pines 
separated by grassy meadows. 





Super Service Motor Brochure 


A 28-page photographic history of its 
operations has been issued by Super 
Service Motor Feight Co., Inc., of Nash- 
ville. The company has routes in Ten- 
nessee, Georgia, Virginia, Maryland, 
Pennsylvania, New Jersey, and New York, 
operating direct daily schedules with 
through trailer service between its 
southern and eastern terminals. More 
than 65 photographs illustrate the 
brochure. Free copies may be obtained 
by writing General Manager R. M. Crich- 
ton, Fessler Lane, Nashville. 





New C. & O. Dining Service 


The Chesapeake & Ohio Railway would 
introduce “Chessie-Tray” meals of pre- 
cooked, frozen food on its Pere Mar- 
quette division starting February 5, 
Thomas J. Deegan, Jr., vice-president of 
passenger traffic and public relations, an- 
nounced at a press review of the new 
dining service in Chicago. 

By serving such meals, the railroad 
expects that it can eventually make din- 
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ing car service pay for itself, as well as 
provide better dinners and luncheons 




















































at lower prices for its passengers. Ac- 
cording to Mr. Deegan, by buying meals No 
already prepared and packaged, requir- unit 
ing only heating and service, the railroad legal 
can cut dining car labor costs as much § yp to 
as 50 per cent. He said that the new § jgsue 
program was a program to salvage din- mack 
ing car jobs. He said continued losses 

in dining car service, which amounted 

to $26,830,000 in 1950 for the nation’s |.B.} 
railroads, would have eventually resuit- 4 
ed in the elimination of dining car Th 
service on the railroads. subsi 

Under the new system, each serving §— tem, 
comes in an aluminum platter: sealed prove 
under foil. After being quick-heated to -., | 
order in an electric oven, the meal] is to be 
served at the table on a compartmented struct 
tray similar to that used by a British auxili 
air line, with soup or appetizer, salad, layou 
roll and butter, dessert and beverage. ment 

The service is being put on the Pere § trols 
Marquette division, after many weeks of §— eastb 
experimentation on C. & O. trains be- matic 
tween Washington, D. C., and Charlot- Dolto 
tesville, Va., and between Cincinnati and natio} 
Ashland, Ky. and 
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New Dry Photocopy Machine 
Makes Finished Copy B.& 
In Less Than 30 Seconds Mas 
recor¢ 
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Railrc 
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A new machine which is said to 
make possible for the first time the 
production of dry photocopies of 
freight bills, shipping records, and 
other documents, almost instantly, 
without the developing, fixing, wash- 
ing and drying ordinarily required, 
has been announced by the American 7 
Photocopy Equipment Co., Chicago. 

The machine, called the Autostat, is 
built on a new principle of instant and ] 
automatic developing and fixing. Ac- ] 
cording to the maker, any untrained em- 1 
ploye can produce clear, black-and- 
white, photo-exact copies of any original. . 
The new method requires only two steps ] 
instead of the 12 required by conven- s 
tional equipment. A finished copy can 1 
be made in less than 30 seconds, and an ‘ 







inexperienced operator is able to produce 
a minimum of 75 complete copies in an 
hour, it is said. 

The Autostat occupies no more space 
than a typewriter, and can be placed on 
part of a desk top. It requires no dark- 
room, no special running water, no ex- 
haust pipes, and it creates no ammonia 
fumes. There are no limitations as to 
type of papers, documents’ or originals 
that can be copied, regardless of whether 
the original is printed on one or both 
Sides, or on opaque or translucent paper. 

Said to be low in cost, the Autostat 
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operates on a transfer facsimile principle 
that employs two different types of paper 
—a No. 1 sheet sensitive to light, and a 
No. 2 sheet insensitive to light. The 
unit is designed to handle letter and 
legal size copies as well as larger copies 
up to 11 by 17 inches. The company has 
issued a free illustrated booklet on the 
machine. 


|.B.H. to Improve Yard 


The Indiana Harbor Belt Railroad, a 
subsidiary of the New York Central Sys- 
tem, has begun work on a $3,500,000 im- 
provement program in its Blue Island, 
Ill., classification yard. The program, 
to be completed in 1952, includes con- 
struction of additional yard tracks, an 
auxiliary hump lead, a new car repair 
layout, yard office building, rearrange- 
ment of the car retarder and switch con- 
trol systems, and installation of a second 
eastbound main track, including auto- 
matic signalling, between the yard and 
Dolton. The improvements will meet 
national defense needs of the.railroads 
and industries served, will expedite 
handling of civilian traffic and increase 
operating efficiency, according to R. H. 
McGraw, general manager. 


B. & O. Efficiency Records 


Many new, all-time operating efficiency 
records for freight train operations were 
established on the Baltimore and Ohio 
Railroad in 1951, according to W. C. 
Baker, vice-president in charge of oper- 
ation and maintenance. 

For the third year running, the B. & O. 


set a new high for its 125-year history 
in “gross freight trainload.” The new 
record figure was 2,943 tons, compared 
with the previous (1950) record of 2,695 
tons—an improvement of 248 tons, or 
more than 9 per cent. Net trainload— 
that is the “pay load” of freight—stood 
at a record high of 1,474 tons in 1951. 
This figure was 155 tons above the pre- 
vious all-time record of 1,319 tons, set in 
1950. 


“Another important efficiency record 
that was established last year was for 
‘gross ton-miles per hour of crew time,’” 
Mr. Baker said. “This is, in effect, a com- 
bined measurement of the efficiency of 
the train crew and the equipment. For 
1951, this figure stood at 32,643 ton-miles, 
an increase of more than 3,000 ton-miles, 
or about 11 per cent, over the previous 
all-time record of 29,421 in 1949.” 

Mr. Baker attributed the new efficiency 
records of the road largely to the in- 
creased use of diesel power. 


Clipper Carloading Expands 


Clipper Carloading Co. has announced 
opening of two new loading terminals 
—one in Boston, Mass., and the other 
in New Haven, Conn. The terminal in 
Boston is located at N.Y.N.H.&H. Rail- 
road, House 12, “C” Street, South Bos- 
ton 27. The terminal in New Haven is 
located at 54 Chapel St. 


GMC Automatic Drive in Truck 


The GMC Truck & Coach Division has 
announced that for the first time a fully 
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77 


automatic transmission has been placed 
in a commercial model truck. The trans- 
mission, which provides three speeds for 
city driving and four for suburban or 
country driving, has been installed in a 
new parcel delivery unit, the P152-22, 
which will be shown for the first time 
at the Chicago Automobile Show Febru- 
ary 16-24. The transmission is known 
as the “Dual-Range Hydra-Matic” drive, 
according to Roger M. Kyes, vice-presi- 
dent. of General Motors and general 
manager of the division. 


Shippers Dispatch Terminal 


Formal opening of its new terminal 
at Laskey and Tractor Roads, Toledo, 
O.,, has been announced by Shippers 
Dispatch, Inc., South Bend, Ind. The 
new facilities are under the general 
management of Richard C. Cramer, east- 
ern division manager of the company, 
and under the local management of 
Jay M. Wilson. Mr. Wilson will be as- 
sisted in sales work by Fred Catlin. 
Roy Word is superintendent of opera- 
tions. 


Transcon Lines Expansion 


Transcon Lines has announced the 
opening of a new terminal building at 
2611 S. Halsted in Chicago as the new 
home of its Chicago division. The build- 
ing was formerly occupied by the Ziffrin 
Truck Co. Walter W. Wood is the new 
Transcon Chicago division manager and 
H. J. Keller, Chicago division sales 
manager. 





Commas Cane 


Ws should have introduced him a 
long time ago, but time flies and it 
is almost impossible to pin point his 
presence. Sammy Saver has been with 
the P. & P. U. Ry. these some seventy- 
one years although you would never 
know it by looking at him. We are 
sure you have been aware of his ac- 
tivities because Sammy is a saver of 
all that is important to shippers every- 


where .. 


saver, money-saver, 


PEORIA 
GATEWAY 


time- 


headache-saver. He’s a mighty 
busy fellow and he gets things 
done before problems arise. 
There’s lots we want to tell 
you about Sammy Saver... 
he’s the shippers’ right-hand 
man on freight moving north, 
south, east or west through 
the Peoria Gateway ... but we 
think you would prefer to hear what 
he has to say and in the future we are 
going to let Sammy do the talking. 


Peoria and Pekin Union Railway Company 


E. F. STOCK, General Traffic Manager + UNION STATION, PEORIA 2, ILL. 


‘ 





TOWMOTOR FORK LIFT TRUCKS ARE 
YOUR BEST ENGINEERING VALUE 


Superior engineering in every detail gives Towmotor its broad- 
shouldered liking for responsibility. No coddling necessary—your 
Towmotor Fork Lift Truck will take all the gaff you can give it in 
any kind of materials handling job. Fast, agile and adaptable to the 
specific needs of your industry. Towmotor Trucks are cutting costs 
for users everywhere by job simplification, time, space, and manpower 
conservation. The reason: they’re engineered from the ground up, with 
an in-built brute strength to provide continuous, round-the-clock service. 


TOWMOTOR KNOWS slants INDUSTRY 


Write for certified job studies covering 
your industry. Write: TOWMOTOR 
CORPORATION, Div. 10, 1226 E. 152nd 
St., Cleveland 10, Ohio. Representatives 
in all Principal Cities in U. S. and Canada. 


FORK LIFT TRUCKS 
and TRACTORS 


RECEIVING ® PROCESSING 
STORAGE ® DISTRIBUTION 


“TOWMOTOR 


THE ONE-MAN- CAMS 


YOU TALKED TO ABOUT 


HEAVY DUTY, INDUSTRIAL TYPE ENGINE 
degasser equipped, provides all the power 
you'll need, at minimum of operating cost. 


MITERED JOINTS, or joints with wide lap 
at stress points, resist strain from every 
direction. All welds are continuous for solid 
strength. 


ONE-PIECE, ALL-STEEL ARC-WELDED 


FRAME is a solid foundation for maximum 
loads; perfect alignment, perfect balance 
protects entire mechanism. 


CONTROL LEVERS located within a squore: 
foot area—no fumbling, less driver fotiga® 
and a safer job done faster. 


AMERICANISM TODAY? 
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An Export Packaging Specialist, Lyon Urges Shippers to Ship 


‘Light’ to Coast, Crating Goods for Export There. This 
Cuts Inland Freight Costs 10 to 25 Per Cent, It States. 


Saving Shippers Time and Money 


Are Aims of Lyon's Export Division 


ITH the United States exporting at 

high levels, today’s traffic manager 
finds himself involved in the export phase 
of transportation to a greater extent 
than ever before. While some traffic men 
have export staffs to handle foreign 
matters, most rely on special export 
agencies—freight forwarders, customs 
brokers, export packers—to handle de- 
tails of their export business. 

In many cases, the traffic manager ac- 
tually prefers: to work through these 
special agencies, feeling that they have 
the “know-how” which enables them to 
do the export job better and at less cost. 

He knows that such agencies take a big 
load off his shoulders in handling jobs, 
which if not handled properly, could re- 
sult in heavy financial loss and much 
customer ill-will. 

No one knows this better than the ex- 
port agency which daily sees instances 
Where shippers have suffered tremen- 
dous losses because they overlooked some 
Important export detail. 

Listen to what Austin H. Hathaway, 
Vice-president of Lyon Van & Storage 
Co., Los Angeles, Calif., and general 
Manager of the export division, has to 
Say about the danger of neglecting one 
Phase of exporting—export packaging. 

“Improper crating and processing not 
only can bring export shippers stagger- 
ing losses, but they can lose him cus- 
tomers who will never come back,” said 

e. 

“Breaking of cases, pilfering, lack of 


By R. W. BARROW 





Austin H. Hathaway, vice-president of Lyon Van & Storage Co., and general manager 
of its export division, points to crate designed by the division for shipping airplanes. 


processing against sea, air and water, 
damage in ships’ holds from sweating, 
stacking and corrosion constitute a big 
menace to export shipments, often ruin- 
ing such shipments entirely.” 


“From first to last,’ Mr. Hathaway 
states, in summing up the objectives of 
his division, “we are trying to save the 
shipper from loss. 


“When a shipment arrives at destina- 
tion in a damaged state, a chain reac- 
tion sets in that results in losses all along 
the line—to the foreign customer, to the 
packer, the freight forwarder and the 
manufacturer. 


“If the seller loses a customer, we all 
lose a customer.” 


Lyon’s staff works closely with traffic 





Here skilled workmen prepare goods for movement to foreign ports. 


managers whom it serves, not only pro- 
viding packaging, but advising as to the 
most economical means of transporta- 
tion and routing, and booking steamer 
space. 


Urges ‘Nude’ Shipments to Coast 


Mr. Hathaway reports that many 
manufacturers ship their products 
“nude” or in domestic containers, leav- 
ing the job of preparing the goods for 
export to Lyon. 


Traffic managers have found that by 
shipping goods to the west coast in this 
manner, they can achieve substantial 
weight savings on inland freight charges, 
he states. 


“The percentage of saving on domes- 
tic freight may run as high as 10, 15 or 


Fleet of planes newly arrived at Burbank, Callif., plant of Lyon’s export division. 


25 per cent, depending, of course, on the 
density of the goods,” he reports. 


As part of its service, Lyon consults 
with the traffic manager in advance of 
shipments to determine the best port. 
The company not only ships from Los 
Angeles and Burbank, but from San 
Francisco. 


On receiving the goods, which usually 
come in light crates, paper boxes, or 
“nude,” Lyon gets to work immediately 
to crate the merchandise for foreign 
shipment. 


Proper Crating 


In crating goods, the company under- 
takes painstaking study. It makes every 
effort to avoid overpacking, in order 
to save on weight and costs, and to keep 


They will soon be 


dismantled, processed and crated for shipment overseas. 
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Packaged goods in foreground are in transit storage until crated. 


from underpacking, to prevent damage 
to goods. 

“We prefer to design the crating on re- 
ceipt of merchandise,” Mr. Hathaway 
reports, “and then submit our recom- 
mendations. We operate a drafting de- 
partment, under the direction of pack- 
aging engineers, and it is from its blue- 
prints that our carpenters, processors, 
machinists and packers prepare a ship- 
ment. At times we use assembly-line 
methods, and sometimes we build single 
containers, but all are tailored to speci- 
fications worked out.” 


Lyon bases its specifications on those 
of the armed forces, which it says are 
extremely exacting, on those it gets 
from manufacturers themselves, or on 
those it has found satisfactory in its own 
experiences. In developing these speci- 
fications for processing and crating, 
Lyon makes adaptations to suit the mer- 
chandise. 


In emphasizing the importance of 
good export packaging, Mr. Hathaway 
states he does not mean to imply that 
exported goods “must be sealed in steel 
or padlocked,” or that excessive weight 
must be added. 

“A shipper cannot meet competition if 
he is put to excessive costs in processing 
and packing,” he points out. 

But he stresses that World War II 
turned up many methods and materials 
for packing for lighter weights and maxi- 
mum protection, which, if used, will 
help manufacturers cut their shipping 
costs and get their goods delivered in 
good order. 

The lessons taught in World War II, 
he concludes, have been carefully learn- 
ed by Lyon “which is putting them to 
very good use today.” 


Mr. Hathaway, whose firm has proc- 
essed, packed and forwarded “billions 
of dollars in export goods in the las‘ 15 
years,” gets his dander up when he views 
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CORRUGATED AND SOLID 
FIBRE BOXES 


FOLDING CARTONS 
KRAFT BAGS AND SACKS 
KRAFT PAPER AND SPECIALTIES 


that produces 
true economy 
in Gaylord 
Boxes 


Ali shipping containers of corrugated or 

solid fibre look very much alike before they’re 
shipped. The appearance and condition of the 
merchandise when it reaches the final destination 


tell the story of true packaging economy. 


The creative research and special engineering 
devoted to each type of container by Gaylord 
specialists assure better protection for all 
products traveling in Gaylord Boxes. 


Call the Gaylord Sales Office neorest you for prompt packaging service 


GAYLORD CONTAINER CORPORATION 
General Offices: ST. LOUIS 


New York + Chicago »* San Francisco + Atlanta » New Orleans + Jersey City + Seattle + Indianapolis » Houston « Los Angeles » Oakland 
Minneapolis + Detroit » Columbus » Fort Worth » Tampa « Philadelphia + Cincinnati + Des Moines * Oklahoma City « Portland + St. Louis 
Greenville + San Antonio + Memphis + Kansas City + Bogalusa - Milwaukee + Chattanooga » Weslaco » New Haven + Amarillo 
Appleton + Hickory «+ Greensboro + Sumter + Jackson + Miami » Omaha « Mobile « Dallas « Little Rock « Charlotte - Cleveland 








CARLOAD SPACE 
AVAILABLE 


at HORSEHEADS Industrial Center 


for in-fransit storage east or west 








Complete warehousing Overnight distribution to 
services * Served by 4 area of 40 million per- 
railroads, 30 truck lines sons between eastern 
¢ 1,500,000 square feet seaboard and Mid-west 


For details, write or wire 


LEHIGH-HORSEHEADS WAREHOUSE CORP. 


Horseheads, N. Y. or 98 Frelinghuysen Ave., Newark, N. J. 
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NEWTEX STEAMSHIP CORP. 
52 Wall Street, 
New York 5, N. Y. 
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claim figures resulting from poor export 
packaging. 

“Skimping on containers,” he says, “is 
certainly poor economy. Not only is 
there a loss to all concerned, but good 
will is likewise sacrificed. 

“The consignee must pay import duties 
even though the goods are in bad order, 
and, while settling claims, his money is 
tied up for months. Meanwhile, his cus- 
tomers are kept waiting for goods.” 

The export division of Lyon Van & 
Storage Co. has facilities in Los Angeles 
and Burbank, which can “handle every- 
thing from radios, crockery and toilet 
goods to airplanes or diesel engines.” 
During World War II, the division 
processed, packed and shipped overseas 
to the armed forces the bulk of airplane 
products from west coast factories. 
These products ranged from small parts 
to huge bombers. 

The lessons learned from the war years 
enable the company today to save ex- 
porters from suffering tremendous 
losses, Mr. Hathway states. 

The airplane manufacturers have con- 
tinued to contract with Lyon in peace 
time. 

Some contracts call for Lyon to handle 
in-plant packing. In these cases, the 
company sends its crews of airplane 
mechanics and packers right into the 
airframe plant. 

In other cases, the manufacturer flies 
his planes into Lockheed airport. There 
Lyon’s flatbed winch trucks pick them 
up and transport them to its plant near- 
by for processing for shipment overseas. 

The company has transit storage fa- 
cilities for most commercial shipments. 
It handles both foreign and domestic 
movements. 

Assisting Mr. Hathaway is an execu- 
tive staff, consisting of Ralph Butler in 
charge of sales and packaging; Ernest 
Overgard, plant manager and planning 
engineer, and Dean Severns, production 
superintendent. 


Traffic Department Plays 
important Role in Materials 


Handling at Stewart-Warner 


What the traffic department thinks of 
prospective materials handling installa- 
tions is highly important to Stewart- 
Warner Corporation, a Chicago manu- 
facturer of lubrication systems, automo- 
tive equipment, radios and television sets, 
according to company officials. 


R. C. Stockton, general traffic manager, 
says that before any new materials han- 
dling setup is placed into operation, the 
traffic department, with other depart- 
ments directly involved, is consulted, and 
its views given full consideration. 

“It is the general policy of our com- 
pany,” Mr. Stockton states, “that matters 
of any sort which might affect traffic, 
transportation, internal or external 
handling of the raw materials or finished 
goods of the corporation, will be discussed 
with all interested departments, and the 
traffic department’s comments and rec- 
ommendations given every considera- 
tion.” 

Mr. Stockton reports that the traffic 
department was influential in the recent 
installation of a truck-conveyor-elevator 
material handling system in building No. 
8 at the main plant of the company. 
This installation, which consists of roller- 
track sections installed-at each of seven 
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AERO MAYFLOWER TRANSIT CO. 


Cuts shipping costs— 
reduces damage in transit! 


How many millions of dollars manufac- 
turing concerns lose each year because of 
product damage in shipment could never 
be accurately estimated. But today, any 
company is able to count its savings after 
achange from outmoded, inferior packag- 
ing materials. In countless cases the change 
has been to KIMPAK* Float Packaging — 
now recognized as one of the world’s most 
effective packaging methods at lowest 
true cost. 


The effectiveness of KIMPAK protective 
cushioning is well demonstrated by the 
Aero Mayflower Transit Company — coast- 
t-coast movers who have compiled a 
unique record of damage-free shipments 
ince their adoption of a modern, up-to- 
date packaging operation. Because Aero 
Mayflower transports the wide variety of 
hiniture items which are found in the 
home, their use of KIMPAK indicates the 


versatility of this superior cushioning 
material. KIMPAK is soft, clean, feather- 
light —as easy to apply as wrapping paper. 
Available in rolls, sheets or pads, it can 
be “‘tailored’’ to almost any size, shape 
or density. KIMPAK protects against shock, 
scratching and press-marking —will ab- 
sorb up to 16 times its own weight in 
moisture. No wonder Aero Mayflower 
can point with pride to such a fine ship- 
ping record. And no wonder so many 
manufacturers are finding a satisfactory 
answer to their packaging problem — with 
KIMPAK protective cushioning. 

Take a tip from a company that has 
packed and shipped your kind of product 
under the most difficult conditions — with 
complete safety. Investigate KIMPAK Float 
Packaging at your earliest opportunity. 
For complete information, write to 
Kimberly-Clark Corp., Neenah, Wis. 


Kimpak 


REG. U.S. PAT. OFF. & “ 


PROTECTIVE CUSHIONING 


+ 
TMRES U.S. PAT.OFF. 


FOREIGN COUNTRIES 


Metal Statue is well padded with 
KIMPAK protective cushioning. 


Glass Picture Frame in wood crate 
with edges cushioned by KIMPAK. 


Mahogany Table. Top cushioned 
with KIMPAK to protect filigree. 


—— TWO FREE BOOKLETS! —— 


KIMBERLY-CLARK CORPORATION 
Neenah, Wisconsin TW-252 


Please send me free, the following illus- 
trated KIMPAK booklets: 


O) Float Packaging 
O Military Packaging 
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FASTER HANDLING 
LOWER COST 
PERSONALIZED SERVICE 








Get full information now about the 
complete handling facilities of these 
modern PUBLIC DOCKS, backed 
up by 2,000,000 sq. ft. of dry stor- 
age; served by 5 railroads and 26 


truck lines, and organized to give 
you personalized service. 


Georgia Ports Authority 





Offices 
SAVANNAH, GA. NEW YORK, N.Y. 
Henry W. Sweet J. C. Vandegriff 
Gen. Mgr. Representative 
P. O. Box 1039 233 Broadway 
ATLANTA, GA. 
D. Leon Williams J. W. Tumlin 
Asst. Gen. M: Traffic Mgr. 


1418 Healey Building 





Lift truck deposits pallet load on roller track 
section in front elevator at main plant of Stewart- 
Warner Corporation of Chicago. 





Roller sections on elevator and floors enable ele- 
vator operator to push loads on and off easily. 


elevator landings, and on a moderate- 
capacity freight elevator, permits the 
company to move more than 200 tons of 
pallet-loaded automotive instruments 
and lubrication parts between floors each 
day. 

The installation has not only simplified 
and speeded up materials movements in 
and out of the plant, but also has effected 
a cost saving in time and labor. 


How New System Works 


Under the new system, fork-truck op- 
erators carry pallet loads of parts or 
finished goods to the elevator landing 
and deposit them on the track outside of 
the elevator. They then signal the ele- 
vator operator and return for other loads. 

The track sections at the door of the 
elevator on the basement floor hold five 
pallets, while those on the upper floors 
hold three pallets. 


Three roller track sections installed on 
the platform of the elevator enable the 
carrying of two pallet loads at a time. 

When the elevator stops at the floor 
following the signal, the attendant pulls 
the waiting pallet or pallets onto the 
roller conveyor in the elevator, carries it 
to the desired floor, and pushes it off 
onto the roller tracks there. 

Because the roller track sections are 
laid right up to the sill of the elevator 
landing, it is easy for one man to both 
run the elevator and to move loaded pal- 
lets on and off. 





















TRAFFIC Wore Febru 


This is true despite the fact that the 
company’s 3% by 4-foot pallets hold from 
500 to 2,000 pound loads of automotive 
and lubrication parts. 

To speed up freight handling even fur. 
ther, the elevator rear entrance has been 
equipped with a power-operated hoist- 
way door. The controls for this door are 
located at the front of the car, and are 
so arranged that the attendant can op. 
erate both front and rear doors at the 
first floor without leaving his station. 

This is particularly helpful, when the 
car is fully loaded and there is not ade- 
quate space for the operator to get to 
the rear door. 

Although lift trucks are used primarily 
in the movement o1 pallet materials to 
and from the roller track sections, pallet 
jacks are sometimes used. 

Because the new installation elimi-§ & 
nates the need for the elevator having tog | 
wait long at floors to be loaded and un-§ 
loaded, maximum efficiency is now at- 
tained in the use of the elevator. be 

The elevator, which is capable of mak-§ » 
ing 265 round trips in an eight-hour day” 
carrying one or two pallets a trip, is now 
in almost constant motion during each 
eight-hour shift. 

Mr. Steckton reports that the traffic 
department at Stewart-Warner is pleased 
with the part it played in the installation 
of this modern materials handling sys- 
tem, with its saving in time, labor and 
efficiency in the handling of freight. 





























Associated Truck Lines Opens 
70-Door Freight Terminal 
On 15-Acre Detroit Site 


A new Detroit motor freight ter- 
minal, with 70 doors for trailer spot-§" 
ting and a freight dock boasting — 
40,000 square feet of unobstructed§) 
warehouse space, was recently openedj 
by Associated Truck Lines, Inc iz 
Michigan’s largest intra-state com 
mon carrier, Associated furnishes 
motor freight service to 365 commu 
nities in that state and to the out 
state cities of Chicago, Toledo, an¢ Three 
South Bend. . 


The firm’s Detroit terminal is located ill pier 
on 15 acres of land with a 606-foo™approac! 
frontage on Central Avenue, betwee provide 
Michigan Avenue and Dix Road. 

Interior materials handling contro anspor 
plans were developed by Drake, Startz toand { 
man, Sheahan, Barclay, Inc., of Nev 
York City. The crossdock movement i 
handled by 20 truck-tractors, which 
move approximately 1,000,000 pounds 0 
less-truckload freight daily. 

All freight is palletized. As the pick-up 
trucks come into the terminal, eacl 
shipment is loaded on a separate pallet 
which is checked through an electron 
intercommunication system from thi 
trailer to a freight checker sitting in thé 
warehouse office. The pallet is thel 
picked up by a “hi-lo” operator, take! 
across the dock to a highway trailet 
and loaded aboard for over-road ship 
ment. 

Other materials handling controls in 
clude central teletype dispatch, pneu 
matic tube carriers, and trailer scales. 

The two-story, air-conditioned oil¢ 
building provides efficient facilities {0 
rating, billing, tracing and accounting. 

The company has drafted a mast 
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FAST LAND TRANSPORT 


Three major trunkline railroads serve 
is locate@f! Piers. Super-highways and wide 
605-foo—¢pproach streets along the waterfront 
— provide fast and easy access for motor 
x controiittansport, Direct shipment is available 
e, Star ss ae 
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REASONS 


for you to ship via 


PHILADEL 


2 


CENTRAL LOCATION 
ji 
For all export shippers located in the 
Middle Atlantic States and in the 
great industrial area’ westward, the 
Delaware River Port is the great cen- 
tral gateway to world markets. 


Delaware River Port 


PHILADELPHIA « CAMDEN 


£ 


é 


PHI 


DIRECT CARGO TRANSFER 


Direct carrier-to-carrier handling with- 
out lighterage or re-handling being 
necessary—cuts transfer time—reduces 


labor costs—avoids risks and losses. 
_ * 


* 
SEND FOR literature describing facili- 
ties of the Delaware River Ports. Address: 
The Delaware River Joint Commission, 
Camden 2, New Jersey. 


as 
<< 


TRENTON ¢ CHESTER « WILMINGTON 


WASHINGTON 
























that’s all it costs to find out about 
correspondent courses in 





$60 a week is the average starting salary... others earn up to 
$20,000 a year in this uncrowded field. 


Courses: General, Advanced, Air Freight, Export and Import, Motor Carrier. Practical training 
given as well as theory — by men daily engaged in Traffic Management. Get the facts today. 


Send a penny card for FREE BOOKLET N 


Co-educational 


RESIDENT CLASSES: Hartford, Bridgeport, Trenton, Rochester, New Haven, Buffalo, Erie, Baltimore. 


Veterans Inquiries Invited 


TRAFFIC MANAGERS INSTITUTE 


154 Nassau Street, New York @ Branches: 294 Washington St., Boston, Mass.; 10 South 18th St., Phila., Pa. 





MAIN STREET? 


THAT’S US! We'll give you quick, 
convenient service to 593 towns 
and cities between the Midwest 
and North Pacific 
Coast. That’s why 
they call Northern 
Pacific .. . 


Mun Ste 
ot the Moihwost” 
NORTHERN PACIFIC RAILWAY 





IML Expands with 
Service to Chicago 


sctatetatetetetatt 


Terminals: 
CHICAGO @ DENVER @ SAN FRANCISCO 


OAKLAND-BERKELEY @ SALT LAKE CITY 


Fastest, Most Direct, One-Line Route 
Between Chicago and West Coast 


INTERSTATE MOTOR LINES, INC. 
Home Offices: 
235 West 3rd South, Salt Lake City, Utah 









































“Los Angeles Harbor is a welcome port 
for shipping men the world over. Its deep 
water harbor and fine facilities are a 

tribute to the men who have made 
it the top port of the Pacific.” 


Captain FRED W. HECK 
TN vt \as ANGELES LUCKENBACH LINE 


* hf hor Uiheanah 37 yeors at sea 
i\ gronned ond <st¥ 


UBRBAVAAARRARRAR 

LOS ANGELES 
HARBOR 

Board of Harbor Commissioners, 


__ CITY OF LOS ANGELES 
City Hall, Los Angeles 12. Calif. 
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DELTA airFREIGHT 


COVERS 
THE SOUTH 
OVERNIGHT 
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Per 100 Ibs. Typical 


from to —— ity 
Atlanta - Chicago... .. $5.75 


Hew Orleans - Cincinnati. 6.76 
Dallas - Jacksonville.... 8.30 


For complete com- 
modity rates and & 
schedules, write 
oirFREIGHT Depart- 
ment, Delta Air Lines, 
Atlanta, Ga. 
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plan for development of its 528 by 1119-— Ne 
foot Detroit terminal property. While 
at present only the new terminal struc- Exe 
ture and a tractor repair garage have 
been constructed, the master plan calis§ Bra 
for eventual construction of a large dry 
and cold storage warehouse, a steel A 
transfer building, and a trailer repair§ the 
garage. rier 
One of 25 Terminals rece! 
The new Detroit terminal is a far cry 
from the small loading dock in Grand Exp! 
Rapids where Associated Truck Lines set § Situs 
up business in 1919, with three stake body § nues 
trucks and a single telephone. Today, stree 
Associated maintains 25 terminals in nal j 
pany 
York 
Reac 
East 
ming 
ton, . 
Bra 
states 
New 
The new Detroit terminal of Associated Truck and | 


Lines, located on a 15-acre site fronting on 
Central Avenue, has 40,000 square feet of un- 
obstructed warehouse space across which 20 
truck-tractors handle 1,000,000 pounds of pallet- 
ized freight daily. 

















principal Michigan cities and in Chicago, 
South Bend, and Toledo. Each terminal 
has complete rating, billing, tracing and 
accounting facilities, and all are coordi- 
nated under a centralized teletype dis- 
patch system. 

To meet the specialized transportation 
requirements of shippers, Associated op- 
erates a steel division out of Detroit and 
Chicago, an uncrated furniture division, 
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a refrigerated division, a heavy hauling — overni 
division, and a household goods division chang 
out of Grand Rapids. riers i 
In 1950 the firm handled more than § territc 
a billion pounds of general commodity, The 
less-truckload and truckload freight.§ with < 
Employing more than one thousand per- large 
sons, Associated operates 1,003 tractor § compr 
and trailer units that travel well over § age tl 
10,000,000 miles annually. In 1941 it t loa 
grossed $1,975,000; this had risen to $6,- § enclos 
981,000 in 1950. The firm maintains gen- § the w 
eral offices in Grand Rapids. C. Bylenga All lo 
is president; J. H. Fles, executive vice- § trailer 
president; Donald T. Maentz and John and th 
M. Flake, vice-presidents, and P. L. An- ment 
derson, treasurer. during 
The te 
blocks. 
P Freis 
Western Packaging Show lift tr 
An official invitation to members of f ‘losed 
the nation’s packaging and materials § 2euver 
handling industries to the fourth West- > yer 
ern Packaging and Materials Handling e cit 
Exposition, to be held August 12-14 in} *¢cord: 
the Los Angeles Shrine Convention Hall, oom 
has been extended by Mayor Fletcher » al 
Bowron, of Los Angeles. Mayor Bowron § “tmin 
and Roy M. Hagen, first vice-president a 
of the Los Angeles Chamber of Com- § *'anct 
merce, are organizing a committee to mainte 
coordinate the area’s industrial partici- — 
pation for the first of these expositions te fr 
to be held in Los Angeles. > ow | 
Saul Poliak, of the exposition man- _ 
agement firm of Clapp & Poliak, Inc. [0° 2 
New York City, said that the diversity Br ure 
of industry in southern California, aD a 
its rapid rate of growth, had bred 4 ety | 
creativeness in packaging methods and The 
materials handling operations which § automs 
would give an unusual importance burglar 
the coming exposition. On t 
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New Manhattan Terminal 
Expedites Service, Say 
Branch Motor Officials 


A new freight terminal, said to be 
the largest independent motor car- 
rier terminal in New York City, was 
recently opened by the Branch Motor 
Express Co. on Lower Manhattan. 
Situated between 9th and 10th ave- 
nues and extending from 16th to 17th 
street, the 66,000-square-foot termi- 
nal is the northernmost hub of com- 
pany routes that extend from New 
York City to Newark, Allentown, 
Reading, Philadelphia and other 
Eastern Pennsylvania points, Wil- 
mington, Baltimore, and Washing- 
ton, D.C. 


Branch directly serves shippers in the 
states of Delaware, Virginia, Maryland, 
New York, New Jersey, Pennsylvania. 
and the District of Columbia, offering 


E. C. Morgan Mayer Burnofsky 
overnight service. The line also inter- 
changes many trailers with sister car- 
riers in New England, Canada, and other 
territories. 

The new terminal, completely enclosed 
with a neat, eight-foot brick wall, has a 
large parking area. The platform space 
comprises 14,000 square feet, with dock- 
age that permits 40 trucks and trailers 
to load and unload simultaneously. The 
enclosed terminal dock is 210 feet long, 
the width varying from 60 to 80 feet. 
All loading is inside. Thirty-two-feet 
trailers can be backed to the platform, 
and the doors closed, so that both equip- 
ment and merchandise are protected 
during loading and unloading operations. 
The terminal floor is constructed of wood 
blocks. 

Freight is handled across the dock by 
lift trucks and pallets. The large en- 
closed parking area permits faster ma- 
neuvering of equipment, and enables the 
company to keep its augmented fleet off 
the city streets and on its own property, 
according to Branch officials. 

Complete maintenance .shop facilities 
have been installed in the Manhattan 
terminal, augmenting the shops formerly 
concentrated in Allentown, and enabling 
Branch to extend its comprehensive 
Maintenance program to all equipment 
in the New York area. 

Of modern fireproof design, the all- 
brick building offers enlarged general 
Offices, with tripled floor space and com- 
plete air conditioning. There are many 
features designed for the comfort of 
Branch employes and executives, and the 
safety of shippers’ merchandise. 


The entire building is protected by 
automatic fire sprinkler and electric 
burglar alarm systems. 

On the second floor are 13,000 square 


YOU, TOO, CAN TRAIN AT HOME 
FOR GREATER RESPONSIBILITIES 


Read how others 


in traftic and 
transportation 


are protiting/ 


Here are a few excerpts from letters 
received by the College of Advanced Traffic 
from home study students 


. . . “Since I enrolled in your Trans- 
portation and Trafic Management 
course, my traffic knowledge has in- 
creased considerably. Knowing of the 
advantages and experiences which one 
gains from courses offered by the Col- 
lege of Advanced Traffic, I have highly 
recommended your college and corre- 
spondence courses to my fellow 
workers.” —J.V.D., Tennessee. 


. . . “Though I have only completed 
scarcely more than half of the course, I 
have found that it helped me consider- 
ably in securing a very good position in 
the Traffic field.” —E.A.S., Florida. 


... “it was on the strength of the 
studies completed in your Minneapolis 
Branch that I was able to pass the re- 
quirements necessary for the job title of 
Freight Transportation Chief (U.S. Ma- 
rine Corps) ... I wish to thank you 
again for your fine cooperation and 
hope that I will be capable of. com- 
pleting the remainder of the course.” 

—C.F.N., Minnesota. 


. . . “Our traffic department will show 
a net ‘savings for this year of some 
$100,000.00 and most of that saving has 
come about through your course. Every 
problem that I have had, I have read 
about it in your lessons and from there 
I pick up all the threads leading to com- 
plete and thorough understanding of my 
problem.” —G.W.H., Texas. 


... “In two years, I’ve come from 
‘green’ steno., new in railroading, to 
Chief Clerk in a sizeable Division 
Freight Office . . . That’s a pretty good 


endorsement of your method of training, 
I believe.” —B.R.H., California. 


. .. “This is a new line, started about 
two months ago as a common carrier 
... At present I. am rate clerk, general 
claim agent, and about anything else 
you can think of. I had to argue like 
H to get the job, due to my lack 
of experience, but with the training. | 
received from your school, 1 proved 
that I was capable of doing any work 
that I was asked or given a chance to 
do. And you can quote me on this.” 


—B.D., New Mexico. 


... “I want you to know that I am 
very grateful for the tremendous help 
your course has given me in securing 
the positions of Chief Clerk and now 
Travelling Freight Agent. It was the 
most important factor, and | am most 
thankful I had the opportunity of taking 
it. The many traffic problems brought to 
light in your course have been beneficial, 
the many corrections by your instructors 
have been impressed upon me, and | am 
looking forward to the post-graduate 
course in Interstate Commerce Law with 
great interest.” —G.F.C., Missouri. 


... “I would also like to mention 
that if you care to use my name as to 
whether this course is an asset to anyone 
preparing for the 1.C.C. examination, 
that it will be a distinct pleasure as [ 
feel that I have realized a considerable 
amount of knowledge and feel that it is 
the only course of its kind in the United 
States that can accomplish the desired 
results.” —T.W.F., lowa. 


SEND TODAY FOR FREE 24 PAGE BOOKLET 


“College Training in Transportation 
and Traffic Management” 


College of Advanced Traffic 


Educational Division of The Traffic Service Corp. 
Dept. B2—Extension Division .~ 


22 W. Madison St., Chicago 2, Ill. 








feet of office space. The firm’s business 
machines are housed in a soundproof 
room. Also on the second floor is a 
clubroom and large conference room pan- 
elled in knotty pine. 

The employes’ lounge is equipped with 
electric range, sink and refrigerator, for 
preparing luncheon. It is planned to 
install a garden patio on the pebbled 
roof, with suitable lounging furniture, for 
office employes. 

Completion of the terminal, located in 
the heart of the Manhattan industrial 
and commercial district, marks the lat- 
est expansion move in the 40-year his- 
tory of Branch Motor Express Co. 

Company officials assert the new ter- 
minal has expedited deliveries to all 
points covered by company routes in the 
industrial area from New York to Wash- 
ington and eastern Pennsylvania, and by 
interlocking routes across the nation. 
Branch maintains five other terminals, 
at Newark, Philadelphia, Baltimore, 
Reading and Allentown. 

“In these days of mobilization and in- 
creased pressure on shipping facilities, 
the motor carrier industry is being called 
on to play a tremendously enlarged role 
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Appointment of Charles L. Pattison 
as controller of the Toledo, Peoria & 
Western Railroad, effective February 1, 
has been announced 
by J. Russel Coul- 
ter, president. At 
the same time, 
Walter J. Nelson 
was promoted to 
general accountant, 
the position for- 
merly held by Mr. 
Pattison, and Wil- 
liam A. Green was 
made assistant to 
the general ac- 
countant. A native 
of Peoria, Ill., Mr. 
Pattison began 
service with the T. P. & W. in 1929 as a 
file clerk. He was transferred to the 
freight accounting department in 1934 
and then to the controller’s office as a 
bookkeeper. He was made a special ac- 
countant in 1942 and general accountant 
in 1947. He is a member of the Peoria 
Association of Commerce. Mr. Nelson 
started with the T. P. & W. in 1928 also 
as a file clerk, later becoming transit in- 
vestigator, traveling auditor, and assist- 
ant to general accountant. Mr. Green 
entered the freight accounting depart- 
ment of the T. P. & W. in 1929 and previ- 
ous to his present appointment served in 
the disbursement department, as a travel- 
ing auditor and as special accountant. 

+ ote ok 

Included in a series of promotions in 
the Archer-Daniels-Midland traffic de- 
partment, announced by Judson F. 
Adams, general traffic manager of the 
firm, effective Feoruary 1, is Wesley C. 
Newman, formerly in charge of soybean 
traffic operations, who has been named 
traffic manager for the Minneapolis of- 
fice. Mr. Newman will also assist Mr. 
Adams. George F. Moorman has been ap- 
pointed assistant traffic manager in 
charge of claims and tank car shipments. 





C. L. Pattison 





in the nation’s transportation,” Meyer J. 
Butensky, Branch’s executive vice-presi- 
dent declared on opening the new ter- 
minal. 

“The motor carrier’s ability to give 
flexible and resourceful service, under 
even the most strenuous mobilization or 
wartime conditions, places us in the 
position of being of unique service to 
American industry on every level. The 
increasing demand for such service has 
caused us to expand Branch facilities in 
every area served by company routes. 
The opening of our terminal in New 
York is a needed and timely contribu- 
tion to the traffic handling situation in 
this area.” 


The president of Branch Motor Express 
is Mayer Burnofsky. Emanuel Burten 
is its treasurer; E. C. Morgan, former 
national president of Delta Nu Alpha 
Transportation Fraternity, is director of 
traffic and sales, and G. G. Heller is 
general traffic manager. 


The company operates 335 units, in- 
cluding 173 trailers and 57 straight 
trucks, and has on order 40 new trailers 
and 21 new tractors. 


while H. Gordon Burt will be assistant 
traffic manager in charge of oils and 
meals and John B. Deininger will be as- 
sistant traffic manager in charge of 
grains and grain products. 

>” * * 


William S. Trowbridge, vice-president 
—finance, of the Boston & Maine Rail- 
road, retired February 1 after 34 years 
of service with the company. Mr. Trow- 
bridge began his railroad career in 1895 
with the New York Central, later served 
with the Boston & Albany, and joined 
the Boston & Maine as comptroller in 
1918. He was appointed vice-president— 
finance and accounting in 1930 and two 
years later was named to a like position 
with the Maine Central Railroad. He 
held the vice-presidency on both roads 
until January, 1950, when he resigned 
from the Maine Central. 

ok * . 

The election of John N. MacGowan, of 
Allentown, N.J., as vice-president, freight 
traffic, American Export Lines, has been 

announced by John 
E. Slater, president 
of the company. 
Mr. MacGowan en- 
tered the steamship 
field in 1915 and 
joined American 
Export Lines in 
Genoa in 1929 as 
European passenger 
traffic manager. In 
1938 he became 
assistant European 
director of the 
company, returning 
to the United States 
in 1941 as assistant to the vice-president. 
Later he was made assistant to the ex- 
ecutive vice-president, the position he 
held prior to election to his present 
post. Mr. MacGowan was associated 
with the Pacific Steamship Co.; which 
was later taken over by the Dollar Line, 





J. N. MacGowan 
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before he joined his present company, 
and served both in the Far East and 
in Europe where he aided in the estab- 
lishment of Dollar Line agencies on the 
continent. 







John W. Hendren, former owner and 
operator of Cooper Truck Service, has 
been appointed general traffic manager 
of the Commission 
of Public Docks, 
Portland, Ore. Mr. 
Hendren, whose ap- 
pointment was an- 
nounced by D. J. 
McGarity, general 
manager of the 
Commission, will 
direct the activities 
of the traffic de- 
partment, including 
supervision of tar- 
iffs and rate-mak- 
ing, and addition- 
ally will be respon- 
sible for traffic promotion. He has had 
many years of experience in yarious 
phases of transportation work, beginning 
his career in 1929 with the Belgian 
(steamship) line. He later served with 
the International Mercantile Marine and 
Panama Pagific Line in Portland, in 
the Portland freight department of the 
Canadian Pacific railway and steamship 
company, and became traffic manager 
of Commercial Iron Works, Portland, at 
the beginning of World War II. After 
the end of the war, he owned and op- 
erated Cooper Truck Service, which he 
has now sold. : 
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* * 


R. E. Tissue has been appointed gen- 
eral agent for the Virginian Railway, 
with office at Wilson, N.C., succeeding 
J. A. Bazemore, deceased. Mr. Tissue 
has been succeeded in his former posi- 
tion as commercial agent at Charlotte, 
N.C., by Harry Paul, Jr. 

* * ~ 

The Atlantic Coast Line Railroad has 
announced appointment, effective Feb- 
ruary 1, of L. J. LaSure as assistant gen- 
eral freight agent, and F. C. Lyon, as as- 
sistant to general freight agent, with 
headquarters at Wilmington, N.C. 

” * * 

Frank M. Jordan, assistant to coal 
traffic manager of the Baltimore & Ohio 
Railroad at Baltimore, Md., retired Jan- 
uary 31, at his own request, after com- 
pleting nearly a half-century of service. 

* * oo 

J. C. Westerfield has been appointed 
traveling freight agent for the Central 
of Georgia Railway Co., with headquar- 
ters in Kansas City, Mo. 

* * ” 

John P. Obenberger has been ap- 
pointed chief of the tariff bureau of the 
Chicago North Shore & Milwaukee Rail- 
way Co., Chicago, succeeding Henry L. 
Held, who has retired after 13 years of 
service. 

































* * *" 


Paul M. Zeis has been appointed ex- 
ecutive assistant vice-president—ac- 
counting and finance, Akron, Canton & 
Youngstown Railroad Co. Other ap- 
pointments announced by the road in- 
clude George J. Bauer as assistant iraf- 
fic manager and Lester C. Ehrhardt as 
coal freight agent, both with headquar- 
ters in Akron, O. 

+ 












** + 

C. W. Newman has been appointed 
director of a newly-formed industrial 
research department of the Chesapeake 
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& Ohio Railway, with headquarters in 
Huntington, W.Va. The following will 
be under his jurisdiction: W. R. Lamb, 
industrial analyst, Detroit; I. J. Warren, 
industrial analyst, Huntington; T. H. 
Loftus, Jr., industrial engineer, Detroit, 
and S. B. Paine, industrial engineer, 
Huntington. A. J. Grewe has been ap- 
pointed industrial representative for the 
railway at Grand Rapids, Mich., and 
W. H. Rooker has been named assistant 
to the general industrial commissioner 
in Cleveland, O. 

* 


* * 


Elmer F. Pufundt, assistant to presi- 
dent, International Forwarding Co., 
Chicago, has been appointed vice-presi- 
dent-traffic of the 
company. Mr. 
Pufundt joined In- 
ternational in 1946, 
as a salesman, later 
becoming assistant 
to the vice-presi- 
dent, and more re- 
cently assistant to 
Roy H. Burgess, 
president. Prior to 
joining the firm, 
Mr. Pufundt served 
five years in the 
armed forces with 
the Transportation 
Corps, rising from private to major. 
Prior to military service he had worked 
for the Grand Rapids Motor Express, 
following graduation from the College of 
Advanced Traffic, Chicago. 

2 * « 


Elmer F. Pufundt 


Paul V. Metzner has joined the staff 
of the Delphos Grain and Soya Prod- 
ucts Co., Delphos, O., as assistant traffic 
manager and assistant in the grain 
buying department, a newly-created 
position. Mr. Metzner has been em- 
ployed for the last 15 years in various 
capacities of the Nickel Plate Railroad, 
serving most recently as milling-in- 
transit clerk in the company’s Decatur, 
Ind., office. 

* +. x 


Clyde F. Boland has been elected to 
membership on the Public Service Com- 
mission of South Carolina to fill the un- 
expired term of the late Commissioner 
John C. Coney, who died October 21 
after 29 years of continuous service on 
the commission. Winchester Smith was 
recently reelected to the commission 
for a two-year term. 

a * - 

Leonard H. Murray has been elected 
vice-president and secretary of the Du- 
luth, South Shore & Atlantic Railroad 
Co., Minneapolis, Minn., to succeed P. 
L. Solether, who died January 2. 


« * * 


David J. Miskey formerly district 
freight agent for the Waterman Steam- 
ship Corporation at Philadelphia, Pa., 
has been appointed traffic representa- 
tive in the Philsdelphia area for Branch 
Motor Express Co. 

* * OK 

L. W. Geis, of the Norfolk & Western 
Railway, has been elected chairman of 
the Railroad Traffic Committee of In- 
dianapolis, Ind., for the 1952 term. Also 
elected were M. J. Vanderwalker, of the 
Lehigh Valley Railroad, secretary-treas- 
urer; H. F. Mahon, of the Santa Fe Rail- 
way, and P. S. Thompson, of the Balti- 
more & Ohio Railroad, members of the 
steering committee. 

* x . 


Harold K. Davison has been appointed 
chairman of the Public Utilities Com- 
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mission of New Hampshire, succeeding 
Edgar H. Hunter, who has resigned the 
chairmanship. but will continue as a 
member of the commission. 

* * * 


J. M. O’Dowda has resigned as a mem- 
ber of the Public Utilities Commission cf 
Hawaii. He had served for several years 
on the committee on service and facili- 
ties and safety of operation of public 
utilities of the National Association of 
Railroad and Utilities Commissioners, 
Washington, D.C. 

* * * 

Arthur A. Arsham, formerly dean of 
the Academy of Advanced Traffic, has 
announced the opening of his office. for 
the practice of law, specializing in trans- 
portation matters in the state and federal 
courts, before the Commission and other 
governmental regulatory agencies, in New 
York City. 

* - x 

J. M. Prickett, vice-president in charge 
of labor and public relations of the Kan- 
sas City Southern Lines, retired January 
31 after 47 years of railroad service, of 
which more than 44 have been with the 
K.CS. 

* = * 

Joseph H. Wright, general counsel of 
the Illinois Central Railroad, has been 
elected vice-president and general coun- 
sel of the railroad, effective February 1. 
He joined the railroad in 1919 and be- 
came, after successive appointments, 
general counsel in 1951, with jurisdiction 
over the law, general claim, and land and 
tax departments. He is the tenth execu- 
tive officer to head the law department 
since the Illinois Central was chartered 
in 1851. 

~ = a 


George F. Quinlan has been appointed 
general agent in St. Paul, Minn., for the 
Chicago, Milwaukee, St. Paul & Pacific 
Railroad, succeeding Roy A. Burns, who 
died January 23. Mr. Quinlan was for- 
merly assistant general agent in the 
road’s Chicago office. 

” * 

Clyde D. Carder, formerly editorial co- 
ordinator of employe publications for the 
General Electric Co., New York, N.Y., has 
been appointed editor of a new magazine 
for employes to be published by the Penn- 
sylvania Railroad in the near future. 

+ * x 

George C. Sprague has been appointed 
assistant general auditor of the Chicago, 
Rock Island & Pacific Railroad Co., suc- 
ceeding Albert Weiberg, who resigned 
January 31 by reason of ill health. 


« 2 = 


William M. Moloney has been promoted 
from attorney to general attorney of the 
Gulf, Mobile & Ohio Railroad, Mobile, 
Ala., effective February 1. 

- * = 

Edward F. Stock, general traffic man- 
ager of the Peoria & Pekin Union Rail- 
way Co., has been elected to his thir- 
teenth consecutive term as chairman of 
the Peoria and Pekin Railroads Con- 
ference. Other officers are L. E. Peier- 
son, division freight agent, Rock Island 
Railroad, vice-chairman, and Charles 0. 
Sanders, joint agent of the Western & 
Eastern Weighing and Inspection Bu- 
reau. 

oa * * 

Friends of C. C. (Clyde) Hart, who 
retired from active service as general 
agent of the Missouri Pacific Railroad, 
Oklahoma City, Okla., at his own re- 
quest on February 1, after more than 40 
years of service, are planning a testi- 
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monial luncheon in honor of Mr. Hart 

to be given on February 21 at the Okla- 

homa Club in Oklahoma City. J. R. 

Lewallen is chairman of the committee 

on arrangements. 
* ok * 

Western Air Lines has announced ap- 
pointment of Jack M. Slichter, former 
director of flight schedules, as director of 
passenger services, sharing direct cus- 
tomer accommodation duties with Rich- 
ard P. Ensign, director of in-flight serv- 
ices. 

* * * 

Cedric A. Major, president of the Le- 
high Valley Railroad Co., has been ap- 
pointed by Kennerly Woody, chairman 
of the transportation and utility section 
of the 1952 Red Cross Fund, to head a 
newly-formed transportation committee 
for New York’s $6,700,000 Red Cross cam- 
paign in March. 

o” * * 

Johnson Motor Lines, Inc., has an- 
nounced the resignation of C. N. Severin, 
freight claim agent, and R. M. Stroupe, 
assistant freight claim agent, and ap- 
pointment of. Charles C. Helms, for- 
merly of Akers Motor Lines, Inc., Gas- 


tonia, N.C., as general freight claim 
agent for the company, with head- 
quarters at Charlotte, N.C. Mr. Helms 
will have jurisdiction over the company’s 
entire system. 


OBITUARIES 
ARTERIES ATE 


George McCarthy, who retired two 
years ago after having served 25 years 
as passenger traffic manager for the 
Orient for the American President Lines 
with headquarters in Shanghai and 
Manila, died January 29 in Tacoma, 
Wash., after a long illness. 

a * * 


John W. Walsh, who retired from serv- 
ice of the National Mediation Board, 
Washington, D.C., as its senior mediator 
on April 1, 1951, after 33 years in gov- 
ernment service, handling railroad labor 
problems, died suddenly in St. Louis, 
Mo., on January 26. Mr. Walsh, prior to 
his government service, was employed by 
the New York, New Haven & Hartford 
Railroad Co. 


TRAFFIC CLUBS 


Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington 
Building, Washington 5, D. C. Delay due to mailing to Chicago office often eliminates news 


value. 
week. 


Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 


informed as to the club’s activities. Copies of a club’s publication or the notices it sends to 
members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


The following officers were installed 
for the ensuing year at the seventeenth 
annual dinner of the Eastern Indiana 
Transportation Club held January 17 in 
Munice, Ind.: President, G. H. Davis, 
R. D.. Motor Express; vice-president, 
R. L. Kinzie, Chesapeake & Ohio Rail- 
way; secretary, G. E. Poling, American 
Structural Products Co., and treasurer, 
Thomas O’Dell, Delco Battery Oper- 
ations, Muncie, Ind. Directors installed, 
each to serve for three years, were Harold 
Johnston, Anchor Hocking Glass Co., 
Winchester, Ind.; W. W. McGuire, In- 
dependent Supply Co., Marion, Ind., and 
G. C. Offord, U.S. Navy Inspector, Mun- 
Cie. Speaker at the dinner was J. Em- 
mett McManamon, attorney general of 
the state of Indiana. 

+ *” + 

The Women’s Traffic Club of New 
York, Inc., will hold its regular dinner 
Meeting on February 19 at the Park 
Sheraton hotel, New York City. Miss 
Dorcas Campbell, assistant vice-pres- 
ident and director of public relations of 
the East River Savings Bank, will be 
guest. speaker. 

* * a 

The thirtieth annual “Lincoln Day” 
dinner-dance of the Traffic Club of St. 
Louis will be held February 12 in the 
Jefferson hotel. 

* . * 

The fourth annual dinner of the 
Lancaster (Pa.) Chapter of the Delta 
Nu Alpha Transportation Fraternity will 
be held on February 11 in the Stevens 
House, Lancaster. Robert J. Bayer, 
ediior of TraFFic Wort, Chicago, and 


e 


assistant to the president of the Traffic 
Service Corporation, will be the speaker. 
* ~ > 

James F. McKemie, commercial agent 
of the Central of Georgia Railway at 
Kansas City, Mo., is the new president of 
the Kansas City 
Traffic Club. In- 
stalled at the or- 
ganization’s annual 
dinner held Feb- 
ruary 7 in the Pres- 
ident hotel, Kansas 
City, Mo., Mr. Mc- 
Kemie_ succeeded 
Harold E. Bingham, 
director of traffic, 
Spencer Chemical 
Co. Also installed 
were Harry lL. 
Ryan, traffic man- 
ager, Ash Grove 
Lime & Portland Cement Co., first vice- 
president, and B. A. Everett, assistant 
general freight agent, Atchison, Topeka 
& Santa Fe Railway, second vice-pres- 
ident. New directors are Jerry Murray, 


J. F. McKemie 


Memo to Traffic Club 
Secretaries 
TRAFFIC WORLD will appreciate receiv- 


ing your latest Traffic Club roster. Please 
mail to our Washington Office, 815 Wash- 
ington Building, Washington 5, D. C.— 
Editorial Director. 
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general agent, Toledo, Peoria & West- 
ern Railroad; L. H. Poettgen, division 
freight agent, Gulf, Mobile & Ohio Rail- 
road; Allen B. Mann, general traffic 
manager, American Asphalt Roof Cor- 
poration, and L. G. Sever, president, 
Freight Rate Service Co. Senior direc- 
tors are: Jack D. Key, traveling freight 
and passenger agent, Denver & Rio 
Grande Western Railway; E. R. Bowlin, 
traffic manager, Richards & Conover 
Hardware Co., and Francis M. Hollo- 
way, traffic manager, Skelly Oil Co. 
* * * 

Dokter S. Svenson, professor of eco- 
nomics, University of Stockholm, will 
speak on “Transportation in Sweden and 
the U.S.A.” at the annual election din- 
ner of the Traffic Club of Denver on Feb- 
ruary 12 at the Denver (Colo.) Chamber 
of Commerce. 

* 7” * 

The Railway Business Woman’s As- 
sociation of Chicago has planned a card 
party and square dance for February 21 
at the Midland hotel. Proceeds will be 
used for welfare, educational and other 
activities. 

a + . 

The Elmira Area Traffic Club will hold 
its annual “Past Presidents’ Night” din- 
ner meeting on February 13 at the Mark 
Twain hotel, Elmira, N.Y. There will 
be a panel discussion on traffic prob- 


lems. 
* * * 


The Twin City Women’s Traffic Club 
will hold its next meeting on February 
11 at the Lowry hotel in St. Paul, Minn. 

x * * 


The Fox Valley Traffic Club’s annual 
dinner meeting and installation of offi- 
cers will be held on March 27 at the 
Leland hotel, Aurora, III. 


. * * 


The Traffic Club of Chicago is making 
plans for a cabaret party and dinner- 
dance to be held on February 16 in the 
Sheraton hotel. 

- * * 

John J. Long, commissioner of the 
City of Cumberland, Department of Fire 
and Police, will be the guest speaker at 
a meeting of the Tri-State Traffic Club, 
Cumberland, Md., on February 13 at the 
Ali Ghan Shrine Country Club. 


Tom Kuhn, of the traffic depar’? ment 
of the New York Central System, will 
be guest speaker at a meeting of the 
Women’s Traffic Club of Detroit on Feb- 
ruary 14 at the Harmonie Society. The 


_keouls Your Cargo 
PORT OFO 


second of three talks on traffic funda- 

mentals scheduled by the club, Mr. 

Kuhn’s address will deal with claims. 
* ~ * 

“Of Many Voices,” a movie portraying 
the growth and foresight of the Bell 
Telephone System, was shown at the 
monthly meeting of the Chicago Chapter 
of the Delta Nu Alpha Transportation 
Fraternity on January 24 in the LaSalle 
hotel. 

a * * 

The annual installation dinner of the 
Long Beach-Los Angeles Harbor Traffic 
Club will be held on February 15 at 
“Brower’s” in Long Beach, Calif. 

oF * * 

The Transportation Club of Peoria will 
elect officers for the 1952-53 term at a 
dinner meeting to be held on February 
14 at the Jefferson hotel, Peoria, Ill. 


* * * 


“Avenues to Success in Traffic Man- 
agement” is the subject of an address to 
be delivered at the regular monthly 
meeting of the Women’s Traffic Club of 
Chicago on February 11, in the Palmer 
House, by Thomas G. Bugan, Chicago 
attorney, who is well known as a lec- 
turer on transportation and is author 
of the widely-used text book, “When 
Does Title Pass.” Geraldine R. Howe, 
traffic manager of Nichols and Nichols, 
Chicago, and president of the club, will 
preside. 

* * * 

O. J. Pearson, Indianapolis sales man- 
ager, Federal Express, Inc., has been 
elected president of the Indianapolis 
Traffic Club for the year beginning Feb- 
ruary 1. Also elected at a dinner meet- 
ing of the club on January 24 in the 
Marott hotel, Indianapolis, were R. G. 
Williams, freight traffic agent, Chicago, 
Indianapolis & Louisville Railway Co., 
first vice-president; C. E. Eberly, pro- 
duction manager, Paper Art Co., sec- 
ond vice-president, and M. G. Heaton, 
general agent, National Carloading Cor- 
poration, secretary-treasurer. Members 
of the board of directors for the new 
year are: D. J. Bowden, assistant traffic 
manager, P. R. Mallory & Co., Inc.; L. 
P. Brown, traffic manager, International 
Harvester Co.; J. H. Clapp, assistant 
traffic manager, Eli Lilly & Co., Inc.; 
G. W. Cook, traveling freight and pas- 
senger agent, Southern Pacific Lines; 
H. C. English, traffic manager, Haeckl’s 
Express, Inc.; M. R. Barnes, freight rep- 
resentative, Baltimore & Ohio Railroad; 
D. M. Kernahan, president, Motor Ex- 


7) 
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press, Inc. of Indiana; George Nearpass, 
traffic manager, Republic Croesoting Cc.; 
H. R. Scott, district traffic manager, 
Ford Motor Co.; Frank B. Tatara, trai- 
fic manager, Soya Division of the Glic- 
den Co.; George H. Warner, traffic agent, 
Illinois Central System, and H. G. 
Weaver, freight traffic representative, 
Anderson Motor Service. 
Sa on ok 
The Chicago Transportation Club will 
hold a dinner-dance on February 23 in 
the Sherman hotel in honor of the par- 
ticipants in a bowling match to be held 
the afternoon of that day between the 
Chicago club and the Motor City Traffic 
Club. 
* * * 


Charles S. Baxter, chairman of the 
Railroads’ Tariff Research Group, Wash- 
ington, D.C., will be the speaker at the 
thirtieth annual dinner of the Miami 
Valley Traffic Club on February 14 in the 
Dayton Biltmore hotel, Dayton, O. The 
subject of his address will be “Wanted: 
Big Men!” Edgar Simon, club president, 
will preside. Walter R. Frizzell, a mem- 
ber of the legal staff of General Motors 
Corporation, Detroit, Mich., will be toast- 
master. The election of officers and di- 


rectors will also be held at this meeting. 
* ok * 


The Traffic Club of Baton Rouge will 
hold its next regular meeting on Feb- 
ruary 20 at the Heidelberg hotel, Baton 
Rouge, La. Gaynell Tinsley, head coach 
of Louisiana State University, will be 
the speaker. 

* o* a 

L. W. Horning, vice-president, person- 
nel and public relations, New York Cen- 
tral Railroad, will address the Bridge- 
port (Conn.) Traffic Association at a 
“Railroad Night” meeting February 13 
on “The Railroad Dollar in the American 
Economy.” Entertainment will be fur- 
nished by the New Haven Railroad Glee 
Club. 

* * * 

The next regular meeting of the Traf- 
fic Club of the Lehigh Valley will be held 
on February 18 in the Bethlehem hotel, 
Bethlehem, Pa. C. C. Bellows, of the 
Grace Line, will give a brief talk and 
show a film entitled “South to the Land 
of the Conquistadores.” 

* * * 

A. P. Kivlin, chief of the container re- 
search and development laboratory of the 
freight loading and container section, 
Association of American Railroads, will 
speak on freight claim prevention at a 
dinner meeting of the Stock Yards Dis- 
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trict Traffic Club of Chicago in its club 
rooms, 1106 West Thirty-fifth Street, Chi- 
cago the night of February 21, designated 
by the club as its “freight claim preven- 
tion night.” Forrest Bennett, freight 
claim agent of the Monon and chair- 
man of the club’s claim prevention com- 
mittee, will introduce the speaker. The 
program will include a showing of a 
Union Pacific motion picture on claim 


prevention entitled, “Do Right by Our 
Nell.” 
” * * 

Joseph L. Stanton, director, import 
and export bureau, Baltimore Association 
of Commerce, will speak on “Progress at 
the Port of Baltimore” at a dinner meet- 
ing of the Women’s Traffic and Trans- 
portation Club of Baltimore, Md., on 
February 13 at the Marling House. 


icc DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
Included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in F.S.A. 26520, assigned February 
13, at Pittsburgh, Pa., cancelled and reas- 
signed February 18, at Fulton Bldg., Pitts- 
burgh, Pa., before Examiner Russell. 

Hearing in F.S.A. 26520, assigned February 
15, at Chicago, Ill., cancelled and reassigned 
February 20, at U.S. Custom Hse., Chicago, 
Ill., before Examiner Russell. 

Hearing in 30610, assigned February 19, at 
Washington, D.C., cancelled and reassigned 
April 22, at Washington, D.C., before Ex- 

Hearing in 30465 and Subs. 1 and 2, as- 
— February 25, at Chicago, IIl., 
celled. 

Hearing in 30472, assigned February 25, at 
Chicago, Ill., cancelled. 

Hearing in 30486, assigned February 25, 
at Chicago, Ill., cancelled. 

Hearing in 30527, assigned February 25, at 
Chicago, Ill., cancelled. 


February 11—Helena, Mont.—Board of R.R. 
Commissioners—Examiner Gray: 
* 30891—United States of America v. G.N., 


et al. 
February 14—Washington, D.C.—Examiner 
Morgan: 
30835—-Farmers Cooperative Exchange, Inc. 
v. A. & W. P., et al. 
30835, Sub. 1—Cotton Producers Ass’n. v. 


Same. 
30835, Sub. 2—Job P. Wyatt & Sons Co. v. 
B. & O., et al. 
February 14—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 13490—New Jersey & New York 
R.R. Co. Reorganization. 
Finance 17300—Erie R.R. Co. Purchase. 
February 15—Chicago, Ill.—U.S. Customs Hse. 
—Examiner Russell: 
F.S.A. 26520—Soda Ash, Mich. & Ohio to 
Joliet, Ill. 
February 15—Lynchburg, Va.—U.S. Ct. Rms. 
—Examiner Vandiver: 
30941—C. B. Fleet Co., Inc. v. A. & R., 
et al. 


The Following Assignments 
Have Not Heretofore Appeared 


February 18—Seattle, Wash.—Fed. Off. Bldg. 
—Examiner Mohundro: 
30007—Columbia Metals Corp. v. A. T. & 
S. F. et al. 
February 19—Mobile, Ala.—Battle Hse.—Ex- 
aminer Vandiver: 
I. & S. 5976—Oyster Shells, Mobile to North 
and Northwest. 
February 19—Washington, D.C.—Examiner 
Morgan: 
30610—West Virginia Pulp and Paper Co. 
v. A.C.L., et al. 
February 20—Chicago, Ill.—U.S. Custom Hse. 
Examiner Russell: 
30816—Auto Specialties Manufacturing Co. 


v. C. & O., et al. 
February 20—Washington, D.C.—Examiner 
I. & S. 5973—L.C.L. Rates From, To, or 


Palmer: 
Via Memphis, Tenn. 
30945—-L.C.L. Rates to or via Cairo, Ill. 


February 21—Chicago, Ill.—U.S. 
Hse.—Examiner Russell: 
I. & S. 5986—Phosphate Rock, Southern 
Ports to Quincy, Ill. 
February 21—Dallas, Tex.—Baker Hotel— 
Examiner Vandiver: 
I. & §S. 5977—House Heating Furnaces 
from and to Southwest. 
February 21—Salt Lake City, Utah—vU.S. Ct. 


Rms.—Examiner Walsh: 
I. & S. 5989—Bicycles, Chicago, Ill. to Utah. 


WATER, 
FREIGHT FORWARDER, 


PIPELINE 
CHANGES IN DOCKET 


Current cancellations and spostpone- 
ments announced too late to show the 
change in this docket are noted below. 


Custom 


Hearing in W-498, Sub. 5, assigned Feb- 
ruary 18, at Chicago, Ill., cancelled. 


February 14—Seattle, Wash.—Fed. Off. Bldg. 
—Examiner Mohundro: 
FF-185, Sub. 1—Adanac Freight Forward- 
ers Ltd.—Extension of Operations. 
February 18—Chicago, Ill.—U.S. Customs Hse. 
—Examiner Russell: 
W-498, Sub. 5—John I. Hay Co. Extension 
—Kansas City. 
February 20— Portland, Ore. — Multnomah 
Hotel—Examiner Morundro: 
W-435, Sub. 8—Sause Bros. Ocean Towing 
Co., Inc.—Extension—Lumber. 


MOTOR 


Late Docket Assignments 


The following assignments were announced too 
one for timely publication in the Traffic World 
ocket. 


February 8—Billings, Mont.—City Hall Bldg. 
—Jt. Bd. 123: 

MC-C-1333—Big Horn Co-Onerative Mar- 
keting Assn. Revocation of Permit. 
February 8—Buffalo, N.Y.—Hotel Buffalo— 

Examiner Zurlo: 

MC-F-5028 — Thomas A. Eazor — Control; 
Eazor Express Inc.—Purchase—Orange 
and Black Express, Inc. 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-C-1333, assigned February 
8, at Billings, Mont., cancelled. 

Hearing in MC-1508, Sub. 13, assigned Feb- 
ruary 11, at Washington, D.C., cancelled and 
reassigned February 19, at Washington, D.C., 
before Examiner Joyner. 

Hearing in MC-C-1116, assigned February 
14, at Detroit, Mich., cancelled and reas- 
signed February 19, at Hotel Tuller, Detroit, 
Mich., before Jt. Bd. ‘76. 


February 11—Atlanta, Ga.—State Comm.— 


Examiner Yardley: 
MC-C-1266—Southeast Shippers Assn., Inc. 
v. Akers Motor Lines, Inc., et al, 
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SAFE... SURE... SPEEDY on 
YOUR RAILROAD... THE 


Celebrating 100 
years of Service “ 0c k 
ETT 


A marvel 
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so in 1952 
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WIDEN DISTRIBUTION 
INCREASE SALES 


Route your shipments 


TWA 


TRANS WORLD AIRLINES 


ALL-CARGO 
“SKY MERCHANT” 
SERVICE 


Frequent Flights Coast to Coast 
SPEED * DEPENDABILITY * LOW COST 
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Call nearest TWA office today. 


Across the U. S. and overseas 

& you can depend on TWA. 
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MILES Oklah 
SERVING Texas 
Tennessee 
Mississippi 
Alabama 
Florida 


WE SPECIALIZE IN THE 
REFRIGERATED 
TRANSPORTATION 
OF FOOD PRODUCTS 


Between Points in the New England, 
Middle Atlantic, Central and Southern 
States. 


For Rates and Information 
Contact Our Nearest Office 


Mathews Trucking Corp. 


Executive Office, Ontario, New York 
Phone 4751 
Terminal Offices in 
Boston, Chicago, Cincinnati, Cleveland, 
Detroit, Jersey City, Memphis, Salisbury. 





Your freight makes a 
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To or thru the Upper Midwest— 
the 7-state Soo Line Land 





February 11—St. Paul, Minn.—U.S. Ct Rms. 
—Examiner Patrick: 

MC-F-5025—A. A. McCue—Control—South- 
ern Minnesota Express Co., Inc.—Pur- 
chase—Bernard L. White. 

February 11— Washington, D.C. — Examiner 

Joyner: - 

MC-1508, Sub. 13—Richmond Greyhound 
Lines, Inc., Richmond, Va. 

ee 11—Washington, D.C.—Examiner 

junn: 

I. & S. M-3978—Water Heater Tanks— 
Trunk Line Territory. 

February 13—New York, N.Y.—641 Wash- 

ington St.—Examiner Konigsberg: 

MC-C-853—Leonard S. Kimble, His Heirs, 
and First National Bank & Trust Co., 
Beverly, N.J., Executor—Revocation of 
Certificate. 

MC-C-1328—Delaware Valley Transporta- 
tion Co., Inc.—Revocation of Permit. 
February 13—Pittsburgh, Pa.—Fulton Bldg. 

—Examiner Russell: 

MC-C-1293—Pittsburgh and Boston Refrig- 
erated Express—Revocation of Permit. 

February 13—St. Paul, Minn.—U.S. Ct. Rms. 

—Examiner Patrick: 

MC-F-4905—Bison Freight Line, et al. v. 
N. D. Inc., et al. 

February 13—Washington, D.C.—Examiner 
Stillwell: 

MC-222, Sub. 14—Liberty Motor Freight 
Lines, Inc., Secaucus, N.J., common car- 
rier application. 

MC-730, Sub. 25—Pacific Intermountain 
Express Co., Oakland, Calif., common 
carrier application. 

MC-954, Sub. 34—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 
Plication. 

MC-966, Sub. 6—Capitol Truck Lines, Inc., 
7, Kans., common carrier applica- 


on. 

MC-1091, Sub. 4—Garford Trucking, Inc., 
South River, N.J., common carrier ap- 
plication. 

MC-3261, Sub. 16—Kramer Bros. Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

MC-3560, Sub. 9—Seaboard Freight Lines, 
Inc., William F. Drohan and Daniel D. 
Carmell, Trustees, Chicago, Ill., com- 
mon carrier application. 

MC-3563, Sub. 9—National Freight Lines, 
Inc., William F. Drohan and Daniel D. 
Carmell, Trustees, Chicago, Ill., common 
carrier application. 

MC-3566, Sub. 27—Keeshin Motor Express 
Co., Chicago, Ill., common carrier ap- 
Plication. 

MC-10132, Sub. 11—Lipp Truck. Lines, 
Kansas City, Kan., common carrier ap- 
plication. 

MC-10872, Sub. 20—Be-Mac Transport Co., 
Inc., St. Louis, Mo., common carrier ap- 
plication. 

MC-15511, Sub. 16—Carstensen Freight 
Lines, Inc., Clinton, Ia., common car- 
rier application. 

MC-17793, Sub. 9—Foster Freight Lines, 
Inc., Indianapolis, Ind., common carrier 
application. 

MC-25567, Sub. 27 — Hancock-Trucking, 
Inc., Evansville, Ind., common carrier 
application. 

MC-27970, Sub. 10—Chicago Express Inc., 
New York, N.Y., common carrier applica- 
tion. 

MC-29566, Sub. 35—Southwest Freight 
Lines, ae, ae ag City, Mo., common 
carrier application. 

MC-29988, Sub. 44—Denver-Chicago Truck- 
ing Co., Inc., Denver, Colo., common car- 
rier application. 

MC-31389, Sub. 24—McLean Trucking Co., 
Winston-Salem, N.C. 

MC-35628, Sub. 170 — Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

MC-38183, Subs. 28 and 29—Wheelock Bros., 
Inc., Kansas City, Mo., common carrier 
applications. 

MC-43177, Sub. 15—B. B. & I. Motor 
Freight, Inc., Bloomington, Ind., com- 
mon carrier application. 

MC-43421, Sub. 18—Standard Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

MC-45829, Sub. 19—Carolina Motor Ex- 
press Lines, Inc., Indianapolis, Ind., 
common carrier application. 

MC-46599, Sub. 23—Healzer Cartage Co., 
Kansas City, Mo., common carrier ap- 
plication. 

MC-47142, Sub. 49—C. I. Whitten Transfer 
Co., Huntington, W.Va., common carrier 
application. 

MC-52110, Sub. 58—Brady Transfer and 
Storage Co., Fort Dodge, Ia., common 
carrier application. 

MC-52709, Sub. 41—Ringsby Truck Lines, 
Inc., Denver, Colo., common carrier ap- 
plication. 

MC-52866, Sub. 22—Rocky Mountain Serv- 

ice, Inc., Santa Clara, Utah, common 

carrier application. 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 


Classified Advertisements 
Payable in Advance 
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Help Wanted 


Transportation Manager 


Experience in rail and motor 
truck operations for Arsenal 
Ohio area. Give full details on 
application including experi- 
ence and salary desired. Write 
Prime Contractor Box 300. 


Situations Wanted 


CHIEF RATE CLERK. Construction and 
legislation. Qualified to originate and proc- 
ess proposals thru Association Committees 
Middleaged. Min. $6000. Box 284. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be developed 
as understudies for positions of responsibility. 


Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in 
a Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 


1422 Chestnut St. 
Philadelphia, Pa. 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


Educational Books or Courses 


“WHEN DOES TITLE PASS” is a necessity 
for Every Traffic Manager. It contains dis- 
cussions of: F.O.B. and its numerous ap- 
plications; Who bears risk in transit; C.I.F 
and C. & F. shipments; When must claim 
or suit be filed; Failure to follow routine 
instructions; The Uniform Sales Act and 
Much other valuable information. This 
cloth bound book contains 515 pages and 
has 500 illustrative cases. It is written in 
easy-to-understand language by Thomas G 
Bugan, Attorney at Law. It is RECOMMEND- 
ED BY LEADING TRANSPORTATION AU- 
THORITIES. Order Today—$6.50 Postpaid 
on money back guarantee. WM. C. BROWN 
COM*ANY. Publishers, 915 Main Street, Du- 
buque, Iowa. 


LC. PRACTITIONERS. The only practical 
ntic I.C. law course available by mail 
ticted to Attorneys, Practitioners or 

© qualified to prepare for practice. In- 

Ss Freight Forwarder Act. COLLEGE OF 
NCED TRAFFIC, 404 State-Madison 

Bldg. 22 West Madison St., Chicago 2, Ill. 


MC-55874, Sub. 12—Independent Truckers, 
Inc., Omaha, Nebr., common carrier ap- 
Plication. 

MC-58948, Subs. 53, 54 and 57—Union 
Freightways, Omaha, Nebr., common car- 
rier applications. 

MC-58954, Sub. 16—McNamara Motor Ex- 
press, Inc., Kalamazoo, Mich., common 
carrier application. 

MC-64994, Sub. 9—Hennis Freight Lines, 
Inc., Winston-Salem, N.C., common car- 
rier application. 

MC-69116, Sub. 15—Spector Motor Service, 
Inc., Chicago, Ill, common carrier ap- 
plication. 

MC-70451, Sub. 128—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

MC-75651, Sub. 29—R. C. Motor Lines, Inc., 
Jacksonville, Fla., common carrier ap- 
plication. 

MC-77486, Sub. 11—Mueller Transporta- 
tion Co., St. Paul, Minn., common car- 
rier application. 

MC-102682, Sub. 224—Hughes Transporta- 
tion, Inc., Charleston, S.C., common car- 
rier applicaiton. 

MC-105321, Sub. 5—Central Freight Sys- 
tems, Inc., Chicago, Ill., common car- 
rier application. 

MC-105807, Sub. 11—Red Ball Transfer 
Co., Omaha, Nebr., common carrier ap- 
plication. 

MC-106943, Sub. 35—Eastern Motor Ex- 
press, Inc., Terre Haute, Ind., common 
carrier application. 

MC-107158, Sub. 4—Dennis Truck Line, 
Inc., Chicago, Ill., common carrier ap- 


plication. 

MC-107511, Sub. 6— Indianapolis-Kansas 
City Motor Express Co., Kansas City, 
Mo., common carrier application. 

MC-108158, Sub. 31—Mid-Continent Freight 
Lines, Inc., Oklahoma City, Okla., com- 
mon carrier application. 

MC-110055, Sub. 4—Airline Express, Inc., 
Denver, Colo., common carrier applica- 


on. 

MC-111700, Sub. 5—Prucka Transportation, 
Inc., Omaha, Nebr., common carrier ap- 
Plication. 

MC-112582, Sub. 4—T. M. Zimmerman Co., 
Chambersburg, Pa., common carrier ap- 
plication. 

February 14—Detroit, Mich.—Hotel Tuller— 
Jt. Bd. 76: 

MC-C-1116—Consolidated Freight Co— 
Revocation of Certificate. 

February 14—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Konigsberg: 

MC-C-1318—Morris Pollon—Revocation of 
Permit. 

February 18 — Louisville, Ky. — Kentucky 
Hotel—Examiner Pettis: ss 

% MC-F-5036—Glenn F. Morgan, Sr.—Con- 
trol; Service, Inc.—Purchase (Portion)— 
Yeary Transfer Co., Inc. 

February 18—St. Paul, Minn.—U.S. Ct. Rms. 
—Examiner Patrick: 

* I. 2 4 natin Products—Ill., Minn., 

Ss. 

*I. & S. M-4029—Beet Sugar—Minn. to 
Chicago, Ill. 

February 18—Memphis, Tenn.—U.S. District 
Ct. Rms.—Examiner Pettis: 

* I. & S. M-3989—Puffed Food Forms—New 
Orleans to Tenn. 

February 25—Seattle, Wash.—Fed. Off. Bldg. 
—Jt. Bd. 45 or Examiner Linn: 

% MC-C-1303—Forney & Sons, Inc., et al. v. 
United Truck Lines, Inc. 

February 27— Portland, Ore.— Multnomah 
Hotel—Examiner Linn: 

% MC-C-1287 — Asbury Transportation Co., 
et al. v. Johnson Truck Lines. 

February 28— Portland, Ore. — Multnomah 
Hotel—Examiner Linn: 

* I. & S. M-4034—Ratings—Aluminum Pipe 
—Pacific Northwest. 

February 28— Portland, Ore. — Multnomah 
Hotel—Examiner Linn: 

*I. & S. M-4042—Commodities—Between 
North & South Pacific Coast. 


Huber & 


MOTOR EXPRESS 
INCORPORATED 


5330 S$. Pulaski Road General Office 
Chicago, Ill. Sth & Kentucky Sts. 

Tel.: Reliance 5-1500 Louisville, Ky. 

Daily Package & Refrigerator Service Betw. 


Chicago Atlanta, Ga. Indianapolis, Ind. 
Middlesboro, Ky. a Ky. 
Louisville, Ky. Knoxville, Tenn. 
Connecting lines —~ all points in 
Kentucky, Tennessee, North Carolina, South 
Carolina and Georgia 


if it’s moving 


it’s moving! 
y i 


Santa Fe 


. 4 


No change of carriers... No delays 
when you ship SANTA FE ALL THE WAY 


THE DIRECT CENTRAL 
TRANSCONTINENTAL 


F.C. HOGUE 


Vice-President, Traffic 


DENVER & RIO GRANDE WESTERN 
RAILROAD 


Rio Grande Building « Denver, Colorade 


North Western places at your 
disposal nearly 10,000 miles 
of rail transportation in nine 
midwestern states. It’s good 
business to ship and travel 
via— 


CHICAGO and 
NORTH WESTERN 


SYSTEM 
Pioneer Railroad of Chicago and the West 


—Since ws gamut 





STOPS IN 
TRANSIT 


One of the amazing things one learns 
about official life in Washington is the 
jargon which has grown up to describe 
Official activities. You don’t refer to your 
office—you refer to your “shop.” You do 
this in your shop—I do this in my shop. 
You don’t delay something which you 
believe should not be done—you “drag 
your feet.” You don’t postpone or slow 
up a program—you “phase it out.” You 
don’t deal with this matter under a cer- 
tain description—you handle it within 
a certain “framework,” and everything, 
of course, follows a certain “directive.” 
You don’t refer to a mistake in timing 
or a discrepancy between the objective 
and the accomplishment—you .talk 
about “slippage” or “a short fall.” You 
don’t say that there isn’t enough of 
something to go around—you say it is 
“in short supply.” You don’t appoint a 
group to look into a certain problem— 
you employ a “task force.” You don’t 
refer to the matter at hand as a specific 
problem—you refer to the assignment as 
an “ad hoc” detail. You don’t conclude 
or end a job—you “finalize” it—From an 
address of Secretary of Commerce Saw- 
ver. 

* oe fK 

Operating a couple of highly successful 
trucking companies, serving as president 
of the American Trucking Associations, 
Inc., and becoming expert on the side 
at golf and salmon fishing, doesn’t oc- 
cupy all of Walter Mullady’s time. His 
agricultural origins show in his con- 
tinued interest in raising blooded swine. 
News dispatches recently noted that a 
900-pound Hampshire sow bred on his 
farm near Elgin, Ill., sold at auction for 
$5,000, a little under $5.56 a pound, the 
highest price on record. The sale took 
place while Mr. Mullady was in Cali- 
fornia in A.T.A. business; but 120 sows 
were disposed of in his absence for a 
total of about $40,000. 


* * * 


No one is watching more closely the 
slow progress of negotiations between 
U.N. and Communist leaders over ex- 
change of prisoners taken in the Korean 
fighting than are Albert P. Graham, 
trafic manager, Boeing Aircraft Co., 
Seattle, Wash., and Mrs. Graham. Albert, 
Jr., was reported “missing in action” 
nearly a year ago, but his name was on 
the list of prisoners held by the Com- 
munists released just before Christmas. 


* x ial 


When Dr. Parmelee, for the Associa- 
tion of American Railroads, was discuss- 
ing construction indices and cost of 
living indices as a witness in Ex Parte 
175, Commissioner Atchison suggested a 
comparison of the index of the wages of 
the members of the Commission now 
and in 1920, saying that it would be 125. 
Dr. Parmelee said he thought that Con- 
gress had treated the members of the 
Commission in the “most niggardly 
way.” “No comment,” said the com- 
missioner. 


TRAFFIC DATES 


FEBRUARY 


10-12—Independent Movers’ & Warehousemen’s 
Association, Inc., Palm Beach, Fla. 

11-12—Canadian Industrial Traffic 
Toronto, Canada. 

12-13—Southern Traffic League and Freight Claim 
Forum of Southern Motor Carriers Rate 
Conference (Joint Meeting), Atlanta, Ga. 

13-14—U.S. Chamber of Commerce National 
Transportation Forum, Washington, D.C. 

20 —National Freight Traffic Association (an- 
nual meeting), New York, N. Y. 

26 —American Waterways Operators, 
Washington, D. C. 


MARCH 


11-12—Ohio Valley Transportation 
Board, Columbus, O. 

12-13—New England Shippers Advisory Board, 
Boston, Mass. 

13-14—Pacific Coast Transportation 
Board, Los Angeles, Calif. 

19-20—Allegheny Regional Advisory Board, Pitts- 
burgh, Pa. 

19-20—Southeast Shippers Advisory Board, So- 
vannah, Ga. 

19-20—Trans-Mo-Kansas Shippers Advisory Board, 
St. Joseph, Mo. 


League, 


Inc., 


Advisory 


Advisory 


20-21—Pacific Northwest Shippers Advisory Board, 
Portland, Ore. 

25-26—Great Lakes Transportation Regional Ad. 
visory Board, Toledo, O. 


APRIL 


1-4 —National Packaging Exposition and Con- 
ference, American Management Associa- 
tion, Atlantic City, N.J. 

6-8 —Customer Relations Council, American 
Trucking Associations, Inc., Houston, Tex. 

16-17—Atlantic States Shippers Advisory Board, 
Roanoke, Va. 

28-30—U.S. Chamber of Commerce (40th Annual 
Meeting), Washington, D.C. 


30  —Chain Store Traffic League, Cincinnati, O. 


MAY 


1-3. —Chain Store Traffic League, Cincinnati, O. 

4-8 —American Warehousemen’s Association, 
New Orleans, La. 

6-8  —Fourth Highway Transportation Congress 
(National Highway Users Conference), 
Washington, D.C. 

12-14—American Railway Development Associa- 
tion, Chateau Frontenac, Quebec, Can- 
ada. 


Annual Dinner Dates of Traffic Clubs 


FEBRUARY 


11. —Traffic Club of the Providence Chamber of 
Commerce, Providence, R. I. 


12. —Cincinnati Traffic Club, Cincinnati, O. 


14 .—Hartford Transportation Club, Hartford, 
Conn. 


14. —Miami Valley Traffic Club, Dayton, O. 

14. —Women’s Traffic Club of Springfield, 
Springfield, Mass. - 

14 —Birmingham Traffic & Transportation Club, 
Inc., Birmingham, Ala. 

18 —Tucson Traffic Club, Tucson, Ariz. 


19 —Traffic Club of New England, Boston, 
Mass. 


20 —San Francisco Traffic Club, San Francisco, 
Calif. 

21 —Traffic Club of New York, Inc., New York, 
N.Y. 

21  —Rock River Valley Traffic Club, Rockford, 
ll. 

25 —Women’s Traffic Club of Indianapolis, In- 
dianapolis, Ind. 

28 —Traffic and Transportation Association of 
Pittsburgh, Pittsburgh, Pa. 

28 —Women’s Traffic Club of Memphis, Mem- 
phis, Tenn. 

28 —Omaha Traffic Club, Omaha, Neb. 


MARCH 


4 Traffic Club of Wilmington, Del., Inc., Wil- 
mington, Del. 

6 —Reading Traffic Club, Reading, Pa. 

10 —Triple Cities Traffic Club, Binghamton, 
N.Y. 

10 —Women’s Traffic & Transportation Club, 
Wilmington, Del. 

13. —Transportation Club of Terre Haute, Terre 
Haute, Ind. 

14 —Harbor Transportation Club, Long Beach, 
Calif. - 

17. —Traffic Club of the Lehigh Valley, Easton, 
Pa. 

17. —The Troffic Forum, Youngstown, O. 

19 —Traffic Club of Rome, N.Y., Rome, N.Y. 


—Women’s Traffic Club of San Francisco, 
San Francisco, Calif. 

—Traffic Club of Montreal, Inc., Montreal, 
Quebec, Canada. 

—Traffic Club of Erie, Erie, Pa. 


APRIL 


1 —Chicago Transportation Club, Chicago, Ill. 

7 —Junior Traffic Club of Richmond, Rich- 
mond, Va. 

8 —Industrial Traffic Managers’ Association 
of Seattle, Seattle, Wash. 

15 —Capital District Traffic Association, Al 
bany, N.Y. 

15 —Transportation 
Springfield, Ill. 

16  —Southern Wisconsin Traffic Club, Beloit, 
Wis. 

17. —Metropolitan Traffic Association of New 
York, Inc., New York, N.Y. 

19  —Traffic Club of Miami Chamber of Com- 
merce, Miami, Fla. 

23 —Traffic Club of Norristown, Pa., Norris 
town, Pa. 

24 —Columbus Transportation Club, Columbus, 
Ohio. 

28 —Manufacturers Association Traffic Club of 
Lancaster, Lancaster, Pa. 


MAY 


5 —Women’s Traffic Club of New England, 
Boston, Mass. ; 

8 —Cincinnati Women’s Traffic Club, Cincin- 
nati, O. 

13. —Traffic Club of Akron, Akron, O. 

13. —Harrisburg Traffic Club, Harrisburg, Pa. 

13. —Women’s Traffic Club of Philadelphia, 
Philadelphia, Pa. 

13. —Women’s Traffic & Transportation Club of 
Seattle, Seattle, Wash. 

14. —Wyoming Valley Traffic Club, Wilkes 
Barre, Pa. 

15 —Women’s Traffic & Transportation Club, 
Portland, Ore. 

20 —Western North Carolina Traffic Club, 
Asheville, N.C. 


Club of Springfield, 





THERE’S NO GUESSWORK ABOUT 
ODERN MOTOR FREIGHT OPERATION 
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Club of 
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- CHICAGO « ST. LOUIS * KANSAS CITY * WICHITA * DENVER 
Club, OGDEN ¢ ELKO « RENO ® ELY © POCATELLO « SALT LAKE CITY * SAN FRANCISCO 
Club, LOS ANGELES * SACRAMENTO ¢ OAKLAND ¢ STOCKTON 


General Offices: 299 Adeline Street, Oakland 20, Calif. 
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